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A FORGOTTEN LOUISIANA ENGINEER: 
_G. W. R. BAYLEY AND HIS “HISTORY OF THE 
‘RAILROADS OF LOUISIANA” 


Edited by WALTER PRICHARD 


INTRODUCTION 


The history of railroad construction in Louisiana falls rather 
logically into four periods: (1) 1830-1837; (2) 1852-1861; (3) 
1865-1873; (4) 1877-1900. The first period was one of general 
financial prosperity throughout the country, and railroads were 
' then the chief phase of internal improvements which attracted 
public interest. Many railroads were projected and some short 
lines were actually constructed in Louisiana before the disastrous 
financial panic of 1837 brought all railway construction in the 
State to a sudden halt. Although Louisiana had largely recovered 
from the effects of the Panic of 1837 by the middle 1840’s, the 
State had lost heavily from having previously backed all sorts 
of internal improvement projects; and the new Constitution of 
- 1845 contained provisions which prohibited the State from 
- gubscribing to the stock of such corporations. These restrictive 
clauses were omitted from the Constitution of 1852, and pro- 
_ visions were inserted which permitted the State to subscribe for 
one-fifth of the stock of internal improvement companies. This _ 
- prospect of State aid opened the way for the second boom period 
in railway construction in Louisiana. Several ambitious projects 
were undertaken and considerable progress had been made before 
the outbreak of the Civil War again forced the suspension of all - 
railroad construction in the State. After the close of the Civil | 
War, serious attempts were made to rehabilitate the antebellum 
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railroads and many new projects were promoted. But progress 
was slow because of the lack of local capital; and the political 
turmoil in the State retarded the influx of outside capital. Revela- 
tions of financial mismanagement in the construction or promo- 
tion of railroads during the carpetbag regime hindered the 
progress of actual construction of railroads, and the financial 
panic of 1873 again brought all such activity to an abrupt halt. 
With the end of the Reconstruction period in 1877, renewed 
activity in railroad construction became the order of the day, and 
by 1900 the great trunk lines connecting New Orleans and Lou- 
isiana with other parts of the nation had been completed. It was 
during this last period that the major part of Louisiana’ Ss present 
railway mileage was constructed. 


The Editor of the Quarterly has long sual interested in the © 
history of railroad construction in Louisiana, particularly in the 
antebellum period. Nearly two decades ago, while running the | 
files of the New Orleans Daily Picayune for 1873, in search of 
other historical items, he came across a serial “History of the 
Railroads of Louisiana’ contributed by “G. W. R. Bayley, C. E.” 
The author of. this serial history disclosed such an intimate 
acquaintance with the subject that the Editor’s curiosity and | 
interest were aroused, and he was led to seek further information 
on G. W. R. Bayley and the part that he had played in the construc- 
tion of the Louisiana railroads of which he wrote so interestingly. 
Subsequent research has revealed considerable material dealing 
with Bayley’s career as a Louisiana civil engineer and other inter- — 
esting phases of his activities in the State. All this material fully — 
sustains the Editor’s first impression that the author of the serial 
history was really in a position to learn at firsthand the details 
of much of the railroad history which he narrated so well in his © 

contributions to the Daily Picayune, and that G. W. R. Bayley was 
probably more competent than any of his contemporaries to write. 
such a history. 


George Willard Reed Bayley} was a nadies of New York, born 
about 1821.2 No information has been found on his early life and 
education, or where he received his training as a civil engineer. 


1 His signature attached to various reports, letters, documents, etc. is invariably “G. W. R. 
Bayley’’, and it was not until the Notarial Records in New Orleans were searched that his 
full name was found. His full name is given in the Notarial Act by which he purchased his 
home in New Orleans on March 3, 1869 (Conveyance Records, Book 94, Folio 546, Civil. 
Courts Building, Royal Street, New ‘Orleans). The spelling of his family name was unfamiliar 
to his contemporaries, and they | persisted in spelling it ‘“‘Bailey’’ (Cohen’s New. Orleans ¢& 
‘Lafayette 1849, 197; ibid., 1850, PD. 6, 189; ibid., 1851, p. 215; Cohen’s 
New Orleans and Southern irectory, 1856, 325: ygatt é'Co.’s "New Orleans Directory, 
1857, p. 1 of Appendix; Gardner - Wharton’s New Orleans Directory, 1858, _p. 382; Gard- | 
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The date of his arrival in Louisiana is also uncertain, the first 
| authentic mention of his presence in this State being in 1849, when 
he appears as an “Assistant State Engineer’ attached to the State 
Engineer’s office, which at that time had complete charge of all 
levee construction, drainage, and other internal improvement 
-projects.* In that year he was engaged in making an examination | 
of the upper, Red River to ascertain the practicability of restor- 
ing the navigation of that branch of the river passing Natchi- 
toches,* and in surveying the proposed new boundary between 

the parishes of Pointe Coupée, West Baton Rouge, and Iberville.® 
And in 1851 and 1852 he was engaged in engineering work for 
the improvement of the navigation of Red River in the vicinity 


of Shreveport.® His salary as Assistant State eT was $2000 
at this time.’ 


If the N ew Orleans: Directories can be relied upon for correct 
information, G. W. R. Bayley retained his position as Assistant | 
State Engineer until the outbreak of the Civil War in 1861,° 
though he was engaged most of the time after 1852 in engineering 
work for the New Orleans, Opelousas and Great Western Rail- 
road. During the years 1852 and 1853 he was in charge of survey- 
ing the route for this railroad from Algiers, opposite New Orleans, 


ner’s New Orleans Directory, 1859, p. 372; ibid., 1860, pp. XXIII-XXIV of Appendix; ibid., 
1861, p. XI of Appendix; Lowisiana State Gazetteer and Business Man’s Guide, for 1866 
and 1867, p. 29; Edwards’ Annual Directory, City of New Orleans, 1871, p. 54). Even his 
boss, the ‘State Engineer, persisted in this incorrect spelling for several years, in his annual 
reports, even though the reports of the Assistant State Engineer, correctly signed ‘“‘G. W. R. 
a , were incorporated in these reports (Report of the Internal. Improvements of Loui- 

na, 1849; Report of the State Engineer, 1852). His name was less frequently misspelled 
“Baily” ( Oohen’s New Orleans ¢@ Lafayette Directory, 1852, p. 259; Cohen’s New Orleans 
Directory, 1853, p. 316; ibid., 1854, p. 289; ibid., 1855, p. 300). In some of the Directories 
his name appears more than ‘once, spelled in different ways—sometimes correctly, sometimes 
- incorrectly—in the different entries. Occasionally, in the later Directories, he is listed as 

“George W. R. Bayley’; but his full name does not appear in any contemporary publication. 

; ? Information from obituary notices in Daily Picayune, December 15, 1876, and New 
Orleans Republican, December 16, 1876, where his age is given as 55 years. However, the 
brief obituary notice in Appleton’ s Annual Cyclopaedia and Register of Important Events 
of the Year 1876, 4s 612, gives his age as 54 years, but gives his name as “George R. Bagley”, 
the misspelling evidently being @ printer’s error. 

3 Cohen’s New Orleans & Lafayette Directory, 1849, p. 197. 

4 Report of the Internal improvements of Louisiana, 1849, p. 4. 


5 Ibid., pp. 6-7. 


: ® Report of Assistant ‘State Engineer, 1852, pp. 2-3; Report of the Standing Senate Com-. 
mittee, of 21st March, 1850, on Levees, Drainage, Etc. .(New Orleans, 1853), 


7 Report of the Special — on Retrenchment and Reform in the Salaries, Fees, 
Etc. (New Orleans, 1852), 10. 


8 Cohen’s New Orleans @ Lafayette Directory, 1849, p. 197; ibid., 1850, . 189; tbid., 
1851, p. 215; ibid., 1852, p. 259; Cohen’s New Orleans Directory, 1853, Pp. 316. ’ ibid., 1854. 
p. 289; ibid., 1855, p. 300; Cohen’s New Orleans and —o Directory, 1856; e: 325; 
Kerr's General Advertiser and Orescent City Directory, 1856, 10 of Appendix; Mygatt é 
Co.’ 8 1857, 1 of Appendix; Wharton's New Orleans 
ardner’s ‘ew Directory. 1859, p. 372; ibid., pp. 
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to the Atchafalaya River at Brashear City (now Morgan City),? 
and from 1855 to 1857 he served as “Chief Engineer” for this 
railroad, in charge of the actual construction of the line from the 
Mississippi to the Atchafalaya.’ After the railroad had been com-. 
pleted to the Atchafalaya, in his capacity of Engineer, Bayley was 
engaged in surveying the route for the extension of the line to 
New Iberia and on toward the Texas boundary, and in supervising 
the construction of this new section of the line until the Civil War 
brought about the suspension of the work." , 


The New Orleans, Opelousas and Great Western Railroad 
Company had been organized in 1852, under provisions of “An 
Act for the organization of Corporations for works of public. 
improvement and utility’, approved March 12, 1852,! in an effort. 
to connect New Orleans with Texas by rail. This was prior to the . 
adoption of the Constitution of 1852, which contained more liberal 
provisions regarding State aid to works of internal improvement. - 
By “An Act to incorporate the New Orleans, Opelousas and Great 
Western Railroad Company”, approved April 22, 1853, the charter 
was recognized by the Legislature and the capital increased from 
$3,000,000 to $6,000,000.!* Less than a week later, by “An Act to 
grant the aid of the State to the New Orleans, Opelousas and 
Great Western Railroad Company, by subscription to the stock 
_ thereof,” the State Treasurer was directed to subscribe for 
- $1,200,000 of the Company’s stock,!* the maximum State aid per- 
mitted by the Constitution of 1852. And by another act, approved 
only two days later, the Company was authorized to establish and 
maintain a ferry across the Mississippi River, from its proposed | 
terminus at Algiers to New Orleans.* The following year, by 


- “An Act providing for the subscription by the City of New | 


Orleans to the stock of the New Orleans, Opelousas and Great 
Western Railroad Company,” approved March 15, 1854, that city 


®**Report of the Opelousas Railroad Company,” in Report of the Joint Committee on 
the New Orleans, Opelousas and Great Western and New Orleans, Jackson and Great Northern 
Railroads, 1854, p. 5. 

The name of Brashear City was changed to Morgan City in 1876, in honor of Charles 
Morgan, then chief owner of the New Orleans, Opelousas and Great Western Railroad and 
the steamship line connecting that city with the Texas ports (Louisiana Acts, 1876, pp. 20-24, 
Act No. 7, approved February 8, 1876). 

10 Report of the New Orleans, Opelousas and Great Western Railroad, 1856, pp. 8, 25; 
ibid., 1857, p. 27. 

11 American Railroad Journal, August 20, 1859, quoting Franklin, La., Planters’ Banner 
of July 23, 1859; “‘Engineer’s Report’, dated Brashear, La., Nov. 8, 1861, in Annual Report 
of the New Orleans, Opelousas and Great Western Railroad to the Governor of the State 
of Louisiana (November, 1861), 11-13. 

12 Louisiana Acts, 1852, pp. 129-131, Act No. 176, approved March 12, 1852. 

13. Jbid., 1853, PP. 115-123, Act No. 149, approved er 22, 1853. The original charter 
pelousas and Great Western Railroad Company is reprinted on pp. 115- 

act. 

14 Tbid., 1853, pp. 141-142, Act No. 176, approved April 28, 1853. 

15 Tbid., 1853, pp. 328-329, Act No. 345, approved April 30, 1853. 
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was authorized to eubsiaribe for not over $1, 500, 000 of the Com- 
pany’s stock, and the City Council was) empowered to elect 
annually three directors of the Company.'® Then in 1857 the 
Legislature passed an act whereby the State accepted the Federal 
lands granted under the act of June 3, 1856, for the benefit of 
railroads, and transferred the odd-numbered, alternate sections 
in a strip six miles wide on each side of the line to the New 
Orleans, Opelousas and Great Western Railroad Company.'7 Thus 
the Company gained title to all the public lands remaining unsold 
within the limits of this grant. 


Since this railroad was one of the most important internal 
improvement projects in which the State was interested at this 
_ time, it may be that Bayley was “loaned’’ by the State Engineer 
to the railroad company in order to assist in the location of the 
line and in the actual construction of the road. At any rate, during 
several years when Bailey was listed as “Assistant State Engi- 
neer” he was also employed as “Chief Engineer’’ for this rail- 

road ;'!8 and after the State had granted the public lands along the 
-_ line to the Company, Bayley added the title of “Land Agent” to 
that of Chief Engineer of the New Orleans, Opelousas and Great 
Western Railroad.’® In his capacity of Land Agent he supervised 
the selection and sale of the public lands which had been granted 
to the railroad company.”° In all these prewar positions Bayley 


fully demonstrated that he was a competent civil engineer and an 
able administrator. 


At the outbreak of the Civil War the tial of Directors of 
the New Orleans, Opelousas and Great Western Railroad Company 
tendered the facilities or their road to the State of Louisiana for 
the transportation of troops and military supplies, free of 
charge ;*! and when New Orleans was occupied by United States 
troops, this railroad was taken over by the Federal military 
authorities on May 1, 1862, and operated as a military railroad 
during the remainder of the war. It was not finally turned back 
to its rightful owners until. February 1, 1866, many months after 
the end of armed hostilities.?* 


16 Tbid., 1854, pp. 69-72, Act No. 108, approved March 15, 1854. 
' 17 Tbid., 1857, pp. 124- 126, Act No. 135, approved March 16, 1857. ; 
New Orleans Directories cited in preceding footnotes. 
“Land Department’, in Report of the Joint Committee Appointed to Investigate the 
Affeive of the Railroads in which the State is a Stockholder, to the Legislature of the State 
of ee (Baton Rouge, 1862), 15-17. 


_ Sl Annual Report of the New Orleans, Opelousas and Great Western Railroad to the 
Governor of the State of Louisiana (November, 1861), 11-13 
33 Annual Report of the President and Directors of the New Orleans, Oneleesne and Great 


Western ret yer as i to the Legislature of the State of Louisiana, January 1867 (New 
Orleans, 1867), 3 
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During this period of Federal control of the New Orleans, 
Opelousas and Great Western Railroad, which lasted for three 
years and seven months, the old company organization was main- 
tained, though the line was operated by the military authorities 
and the railroad company derived no revenue from its property | 
with which to pay salaries to its officers. By legislative acts con- 
cerning the railroad company, three members of its Board of 
Directors were appointed by the Governor of the State, three by 
the City Council of New Orleans, and the remainder were elected 
by the stockholders. The Board of Directors continued to hold 
meetings, at least infrequently, during the war period, though 
they had no actual control over the company’s property. They 
apparently hoped that their property would be restored to them, 
or at least that a portion of the earnings of the line would be paid 
over to the company, particularly after the inauguration of the — 
first Reconstruction measures in Louisiana in 1864. 


Sometime during the war period G. W. R. Bayley was ap- 
pointed one of the three directors representing the city of New 
Orleans. The date of his appointment is not certain. However, at 
a meeting of the Board of Directors, held on May 26, 1864, he was 
appointed chairman of a committee of three members from the 
Board to call upon General Banks, in an effort to induce the Gen- 
eral to pay over to the company some portion of the earnings of 
the railroad. And on July 18, 1864, Bayley reported back to the 
Board that the committee’s mission had resulted in failure.?* Much | 
of the traffic carried by the railroad during the latter period of 
the war was of a civilian, rather than a military character; and 
it is probable that it was the earnings from this non-military 
traffic that the company sought to have paid over to them. 


When the Federal military authorities took over the New — 
Orleans, Opelousas and Great Western Railroad on May 1, 1862, 
the war fever was at its height; and it is probable that all the 
civilian employees of the road either resigned or were discharged. 
Whether G. W. R. Bayley retained his position with the railroad 
for any time after the seizure is uncertain, as no information on 
that point has been found. The seizure of the railroad deprived the 
company of any revenues from which to pay salaries, and although 
the company organization was maintained, Bayley probably found 


it necessary to seek other employment in Geter to earn meee to 
support his 


23 Tbid., 11-12. : 
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: G. W. R. Bayley’s activities’ for the sentiesieds of 1862 and 
+1863 are uncertain, but by 1864 he had been appointed to the 

important office of “City Surveyor” of New Orleans. Just when or 
how he had obtained this position is uncertain. Changes in the 

city government of New Orleans were frequent during this period, 
and appointment to the office of City Surveyor was made by the 
City Council. The duties of the position were broader than the 
title implies. The City Surveyor apparently had supervision over 
all drainage, street construction and repair, and sanitation within 
the city. The volume of work handled by the office of City Sur- 
veyor is indicated by the fact that the total expenditures made by 
Bayley’s department for the year 1864 amounted to $275,786.99.74 
No report of the City Surveyor for 1865 has been located, but 
Bayley held the position throughout that year, with A. S. Lawes, 
probably a brother of Mrs. Bayley, as his.chief deputy. 45 


| So far-as is known, no charge of inefficiency or incompetence 
was ever made against him as City Surveyor. But after the close 
of the Civil War the political pot was boiling over in New Orleans 


as in the rest of the State. The City Surveyor was elected annually 


by the City Council, and a new election to that position was on the 
agenda of the Council meeting of March 26, 1866. Bayley was a 
candidate for reelection, the other candidate placed in nomination 
being L. H. Pilie; and when the votes were counted it was an- 
nounced that Bayley had received only five votes, while seventeen 
were cast for Pilie.2* Thus G. W. R. Bayley was temporarily with- 
out a job, and he doubtless was seeking other employment. 


It may be appropriate at this point to trace briefly some of 
the history of the New Orleans, Opelousas and Great Western 
Railroad Company during the war period and up to the time when 
the road was turned back to its owners by the Federal military 
authorities on February 1, 1866. President William G. Hewes, who 
had been in active management of the railroad for some years 
prior to the seizure by Federal authorities, died in August 1862 
and was succeeded by Vice-President A.-B. Seger as the new 
President and Superintendent of the Company ;27 however, their 


railroad was then being operated by Federal military personnel. 


‘24 See Days Surveyor’s Report’, for the year 1864, dated Surveyor’s: Office, City of 
New. rine an. 10, 1865, and- signed “G:. W. R. Bayley”; ”* which fills over three. full 
columns in the Daily True ‘Delta; January 15, 4a column of com- 
ment on this report, ibid., January 17, 1865. 4 | 


25 Daily Pieayune, September 13, 1865. 
26 New Orleans Daily Orescent, March 27, 1866: Daily." Delta, Mareb AT 1866. 
37 Daily True Delta, September 23, 1862; sts Picayune, April 13, 1873.. < 
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By August 1863, Captain E. A. Morse, of the United States Army, . 
was serving as “Acting Superintendent” of the line;?5 but it is 
uncertain just when he had been appointed to that position. 


Not long after the railroad was taken over by the Federals, 
the Confederates destroyed the western portion of the road, burn- 
ing the bridges and trestles and doing such other damage that the 
line was made unusable except for a few miles west of Algiers: 
And it was not until August 1863 that the damage had been 
repaired and service restored all the way to the Atchafalaya at 
Brashear City.2® From that date to the end of the war, except for 
a few interruptions by Confederate raiding parties, the line 
appears to have been kept open to the Atchafalaya for the trane- | 
portation of both military and civilian supplies.*° 


After peace had been restored, one of the conditions laid down 
by the Federal authorities, before the various railroads in former 
Confederate territory would be restored to their owners, was the 
election of a “loyal” board of directors for each company. The New 
Orleans, Opelousas and Great Western Railroad. Company was 
anxious to regain control of its property, and steps were soon 
taken to comply with the Federal requirement. On July 11, 1865, 
the following notice appeared in the Daily Picayune :*} ; 


NOTICE 


The President of the United States Se required, as 
a step precedent to the delivery of the New Orleans, Opelousas 
and Great Western Railroad to its stockholders by the 
military authority, that an election for loyal Directors be 
held, it is hereby ordered that an election be held on Tuesday, 
the 25th inst., for that purpose. 
H. BONNABEL, Secretary. 


HU: KENNEDY, Mayor. 


Though the Mayor of New Orleans apparently possessed 
no authority in the matter, except‘as to the election of the three 
members of the Board to represent that city, the election was | 
held on the appointed day for a complete new “loyal”? Board of 
Directors.*? G.W.R. Bayley does not appear among the new 


- 28 See advertisement announcing resumption of ere frei t service from Algiers to 
Brashear City, inning Monday, August 24, 1863, signed A. Morse, Captain and 


Acting Superintendent’, in Daily True Delta, ‘August 22- September 1 13, 1863; also another — 


notice of ‘changes in service on this line, signed by same man, in ibid , October 17-31, 1863. 
2° Daily True Delta, August 15, 1863. 
_ %° Advertisements in ibid., August 22- September 13 and October 17-31, 1863. 
' 31 Daily Picayune, July 11, 1865. 
Jbid., July 27, 1865. 
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members of the Board representing the city of New Orleans; but 

it is uncertain whether he was not considered “loyal’’ at this 

time or whether the current political alignment in the City Council 

~ was to blame. It may have been that his position of City Surveyor 
-of New Orleans made him ineligible to represent the oy on the 
Board. 


: With the reorganization of the Board of Directors on a “loyal” 

basis, it was felt that the Federal requirement had been complied 
with, and that the New Orleans, Opelousas and Great Western 
would soon be returned to company control. But there were 
numerous delays. Early in September 1865 it was reported that 
the road was supposed to be handed back to the company about 
September 1865.** There was a hitch in the negotiations, however, 
and the military authorities refused to return the road except on 
terms which the Directors refused to accept. The controversy 


- appears to have arisen over the question of a considerable amount 


of the rolling stock, which had been taken from the road and 
placed in service on other railroads operated by the Federals dur- 
ing the war. The Directors insisted that this rolling stock was 
their property and should be returned to their road, while the 
military authorities rejected this demand.** _ 


This impasse delayed for several months the fina] restoration 
of the railroad to company control. Late in January 1866 it was 
- again reported that the railroad would soon be turned over to the 
company,* and this report proved to be well founded. But still 
further delay ensued. The legislative act incorporating the New 
Orleans, Opelousas and Great Western Railroad Company required 
that the Board of Directors should be elected annually on the 
‘Wednesday following the third Monday in January, their term of 
| service to commence on the first Monday in February following.*¢ 
Hence the term of the Board elected in July 1865 was about to 
expire before the road was returned to the company. Therefore, in 
compliance with the provision of the charter, the election of a 
new Board took place on January 24, 1866, with all members of the 

old Board being reelected — one.*? Immediate steps were now 


33 Tbid., September 6, 1865. 


34 Daily True Delta, December 1, 1865, commenting on statement of Governor J. Madi- 
son Wells on this controversy, in his message to the Legislature. 


35 Ibid., January 26, 1866. 
36 Senteinad Acts, 1853, p. 121, Section 8 of Act No. 149, simieiae April 23, 18538. 


87 Daily Picayune, January 27, 28, 1866; Daily True Delta, January 28, 1866; New 
Orleans Crescent, 6, 1866. 
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taken to transfer the railroad to the company, even before the © 
new Board had met and formally organized. The following state- 
ment appeared in Daily Picayune: 


The officers of the Opelousas Railroad Company, and 
those of the United States military railroad lately in charge 
of the railroad to Brashear, are very busy just now trans- 
ferring it over to the Company, an order requiring this to be 
done having been received from Washington. 


We learn that the profits of the road have been very 


_ heavy for some time back, and we trust that the company _ 


will be able to earn them in time to come, though the cream 
of it has probably been already skimmed off. The road is 
probably in better order than other Southern railroads were 
at the close of the war, the rails being in good condition, but — 
the crossties have not been renewed in ores, and this will 

needs be done now. 38 | 


The formal transfer of the ince to the company ik place 
on February 1, 1866.2® The newly elected Board of Directors had 
not yet been organized, so Captain A. B. Seger, the holdover 
President of the Company, accepted the property in behalf of the 
Company and took up the duties of superintendent of the rail- 
road.*° However, Captain Seger did not wish to continue per-— 
manently in the capacity of Peepers as indicated by the 
following newspaper item: | | 


THE OPELOUSAS RAILROAD .—This road a been 
several days under the superintendence of Capt. A. B. Seger, 
the President of the Company, but the new Board of Directors 
have not as yet organized as such, but will do so today. Capt. | 
Seger desires, we learn, to be relieved from other duty than 
that of simple director, but as his services are invaluable to 

the Company, alike from his experience, his energy and his | 
carefulness, we presume that he will not be allowed to decline | 
the Presidency and Superintendeficy of the road.*! 


The prediction of the Picayune proved correct, as revealed 
in an item which appeared about a week later: 


We learn that the Opelousas Railroad Company, whose © 
chief active officers are Capt. A. B. Seger, President and 
Superintendent, and Mr. G. W. Squire, the eminent merchant 
of this city, who is the present secretary, will shortly be 
installed in an office up town, probably on Camp street. These 
gentlemen have the entire confidence not only of the Direc- 


38 Daily Picayune, January 27, 1866. 
3° Tbid., February 3, 1866. 

4° Tbid., February 3. 5, 6, 1866. © 

41 [bid., 5, 6,°1866. 


| 


History of the Railroads of Louisiana 1075 


tory, but of the whole community, and will be very welcome 
_ neighbors. Their road is destined to become one of the leading 


ones of the continent, and their abilities will doubtless greatly 
tend to make it such. 42 


| The completion of the transfer of the railroad from the mili- 
tary authorities to the Company officials involved a lot of paper 
| work in the office, which consumed approximately two weeks. 


THE OPELOUSAS RAILROAD.—Though the road and 
its material have some short time been in the hands of the 
officers of the company, it was not until yesterday that the 

immense volume of papers, which had been undergoing prep- 
aration and inspection, was signed by the officers represent- 
ing the United States and by Capt. Seger, the President of the 
Company, and the latter put in full possession. From this 
date, then, the Opelousas Railroad may be regarded as a > 
State and not a United States road in all respects.** 


The future of this railroad was regarded as of great impor- 
tania to the commerce of New Orleans, and the newspapers kept 
the matter of its rehabilitation before the public.4* Complete 
rehabilitation and restoration of the road would require a con- 
siderable sum of money, and the Company was not in possession 
of the necessary capital to carry this work to completion. Outside 
- capital was difficult to obtain for the rehabilitation of a dilapidated 
railroad in Louisiana at this time, and when obtainable at all — 
interest rates were high. The public was keenly interested in the 
_ restoration of the road to its prewar condition, and in its extension 
to form a connection with the Texas railroads. To accomplish these 
desirable ends, the public cared little from what source the capital 
and necessary enterprise came. Soon a rumor was afloat that the 
railroad was about to be leased to:a group of outside capitalists. 
But such a proposal must have the approval of the Legislature, 
_ which was then in session. The rumor aroused a great deal of 


interest, as evidenced by the —— letter addressed to the 
Picayune: 


Messrs. Editors 


Gentlemen.—We have learned with great pleasure that 
there are now in our city very responsible parties represent- 
_ing large capitalists who propose to lease from the Legislature 
and stockholders, for a =e term of years, the Opelousas and 


43 Tbid., February 14, 1866. | 
44 [bid., February 23, 1866. 
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Great Western Railroad and its franchise, and to give good 
and satisfactory security that they will build and construct 
a first class railroad to intersect the great Texas railroads 
across the Sabine River, and to have the said road finished 
and in running order within two years from date of contract. 


Now, Gentlemen, Senators and Legislators work up a 
bill ordering and authorizing such a lease to be made in 
double quick time, and all will bless and respect you. 


OLD CITIZEN* 


However, this rumor was denied on the following day, to the 
extent that no such proposition had been made to the Board of 
Directors.** But this denial made by the Board of Directors does 
not necessarily mean that the Legislature had not been approached 
with such a proposal; if so, that body adjourned on March 22, 
1866, without having taken any formal action on any such offer.*7? | 
Thus it was left to the Company to undertake the restoration . 
of their railroad; and the necessary work could hardly be accom- 
plished without the services of an experienced engineer. 


As related above, G. W. R. Bayley, former chief engineer for 
the railroad, had been defeated for reelection as City Surveyor of 
New Orleans on March 26, 1866.48 He was now doubtless looking 
for a new position. And President-Seger had expressed his desire 
_ to be relieved of the work as Superintendent of the railroad. 
Meanwhile the New Orleans newspapers kept the public informed 
on the progress of events connected with the new regime in the 
management of the railroad,** such as the removal of the Com- 
pany’s offices to a more suitable location.*° On April 12, 1866, the 
Picayune published the following item: 


EXCELLENT APPOINTMENT 


We are informed that G. W. R. Bailey [sic], the late 
City Surveyor, has been appointed Chief Engineer of the 
New Orleans and Opelousas Railroad. Mr. Bailey [sic] was 
previously connected with this road, and from our acquain- 
tance with the gentleman, we can assert that the company 
has made an excellent selection in his appointment, and the 
duties of his office will be faithfully — wa 


*5 Tbid., March 14, 1866. 


#6 Ibid., March 15, 1866; Daily True Delta, Merch 15, 1866. 
Senate Journal, 1866, p. 174 


*8 New Orleans Daily Crescent, March 27, 1866; Daily True Delta, March 27, 1866. 
*9 Daily Picayune, April 12, 1866. 


5° Ibid., April 22, 27, 1866; New Orleans Daily Crescent, gene - iy 1866. : 


1 Daily Picayune, April.12, 1866. 
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'Thus conditions worked out to the advantage of all parties 

~ concerned. Bayley was in need of a position, and his services as 
-a skilled engineer were badly needed by the railroad Company. 
Although it is not so stated in the preceding newspaper item, it 
appears that Bayley became both Chief Engineer and Superinten- 

- dent of the railroad at this time,®? thus relieving President Seger 


of the managerial work which he had been performing under 


In his new position, Bayley was confronted with a herculean 

_ task. The railroad was in a deplorable condition. Confederate raid- 

ing parties had burned many of the bridges and trestles during 

the war, and these had been replaced with mere temporary struc- 

tures by the Federal military authorities. Most of the rolling 
stock in use at the outbreak of the war had been worn out in | 
service, destroyed by \the contending military forces, or trans- ) 
ferred to other railroadswithin the Federal lines. It was the : 

duty of the new Chief Engineer and Superintendent to try to res- 

tore the road to its prewar condition. This would have been a 

difficult task, from an engineering point of view, even if adequate 

_ funds had been available; but the almost total lack of both capital 

and credit rendered the task more difficult. 


_ Bayley entered upon his new duties with characteristic 
energy. He made a preliminary inspection of the road and 
reported that he “found it in good working order, the repairs since 
the war having been made with much skill.”” Plans were already 
being made to complete the line beyond the Atchafalaya to New 

Iberia, in order to connect at that point with a proposed railroad 
from Texas.** High water in the Mississippi, resulting in crevasses 

that inundated much of the region traversed by the railroad, 
threatened for a time to do great damage to the roadbed. But by 
the middle of May 1866, Bayley reported that the road had suffered 
little permanent damage from the high waters. | 


While managing the business of the road and supervising the 
work of rehabilitating its physical properties during 1866,°5 
Bayley also found time to give wide publicity in railroad circles, 


52 Annual Report of the President and Directors of the New Orleans, Opelousas and 
Great Western Railroad Company to the Legislature of the State of Louisiana, January 1867 
(New Orleans, 1867), 32-38, “Superintendent’s Report’, and 39-42, “Engineer's Report’, 
both signed “G. W. R. Bayley, Chief Engineer and General Superintendent”. 

53 Daily Picayune, April 27, 1866. 

54 Ibid, May 16, 1866. 


55 Annual Report of the President and Directors of the New Orleans, Opelousas and 


— Western Railroad Company to the Legislature of the State of Louisiana, January 1867, 
-42. 
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to the present condition and future prospects of the New Orleans, 
Opelousas and Great Western.*® This publicity was apparently 
designed to attract outside capital, in financing the extension of 
the line to a connection with the railroads of Texas, which was 
one of the chief aspirations of the Company as well as the public 
in general. But the uncertain political situation in Louisiana at 
that time was not favorable for the traction of outside capital 
for railroad enterprises. Under these conditions Bayley continued 
his work as Chief Engineer and Superintendent of the New 
Orleans, Opelousas and Great Western, using the funds that were 
earned by the operation of the line. This hand-to-mouth policy — 
continued for over three years, but the Company was unable to 
place the road on a sound financial basis. And on May 25, 1869, 
the road and all its franchises were sold at sheriff’s sale. Charles 
Morgan became the new owner, and henceforth the old New 
Orleans, Opelousas and Great Western was called “Morgan’s © 
Louisiana and Texas Railroad’’, operated as a link in the New 
Orleans and Texas Railroad and Steamship Line.*? : 


This transfer of the railroad to a new owner appears to have — 


left G. W. R. Bayley without a job.*® Railroad construction and 
operation were regarded as his special interests, and he was 
widely and favorably known as a competent civil engineer. Conse- 
quently, it was not very long before he formed a new connection 
in which his special talent could be exercised. One of the railroads. 
then being projected was the ‘“‘New Orleans, Mobile and Chatta- | 

| nooga”, and in 1871 we find Bayley employed as “Division Engi- 
neer” of that railroad.®® The exact date of his appointment to 
that position is uncertain, but was as early as 1870. His duties in 
the new position involved the supervision of the engineering work 
on the line from New Orleans toward Texas. Before much, if any, 
actual construction had been done on this new extension, the name | 
of the railroad was altered. By a Joint Resolution of the Louisiana 
Legislature, approved April 18, 1871, its name was changed to the - 
“New Orleans, Mobile and Texas Railroad Company’, thus 
changing the direction and ultimate destination of the line.%° 


56 American Railroad Journal, November 17, 1866, contains an article of nearly two 
pages, headed “‘N. O., and G. W. BR.” , dated Algiers, La., Oct. 15, 1866, and signed ‘ 'G. W.R. 
yley, Superintendent”. 


W. R. Bayley, ‘History of the Railroads of Louisiana,’ in Daily Picayune, April 


58 Edwards’ Annual Directory of New Orleans, 1870, 62, lists G. W. R. Bayley as a 
resident of New Orleans, but without any designation as ‘- his position or profession. 
5° Tbid., 1871, p. 54. 


60 Lewisiaad Acts, 1871, p. 211, No. 94. 
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Wi e reorganization of the Company under its new name, 
we find G. W. R. Bayley promoted to the position of “Chief 
Engineer and General Superintendent” of the railroad.*! In this 
capaci e was in charge of the construction of the line from 
New Orleans toward Texas: He retained this position until some- 
time in 1873,°2 when; for some reason unknown to the writer, he 
severed his connection with that railroad. S. H. Scranton suc- 
ceeded to the position of General Superintendent of the road,®* 
but it is not known what became of the office of Chief Engineer. 


Whether the publication of Bayley’s of the 
Railroads of ‘Louisiana’, which appeared at this” time and in 
which he was not too charitable toward the activities of the com- 
_ pany with which he thén, or recently had, held an important posi- 
tion, had anything to do with the severance of his connection with 
the company is uncertain. By this time the Panic of 1873 was on, 
necessitating .the curtailing of expenditures and suspension of 
all new construction work by all railroad companies, and the third 
boom period in Louisiana railrogd construction was drawing to a 
close. Whatever the cause of Bayley’s severance of his connection 
with the New Orleans, Mobile and Texas Railroad Company, this 
marks the end of his active participation as a civil engineer in the 
construction and operation of railroads in his adopted State. 
Both financial and political conditions for the next few years were 
‘unfavorable for the launching of new railroad projects in Lou- 
isiana. But G. W. R. Bayley continued his interest in such pro- 
jects until his death in 1876, as will be revealed in subsequent 
| 


As an eminent: civil engineer G. W. R. Bayley was interested | 
in other phases of his profession than those in which he had 
been almost constantly engaged since 1866. His interest in sani- 
tary engineering dated at least from 1864-1866, when he had been 
in charge of that type of work in his capacity of City Surveyor of 
New Orleans. He had long been an ardent advocate of quarantine 
and the disinfection of vessels arriving at New Orleans, as a 
means of controlling yellow fever; and he also advocated periodic. 
flushing of the gutters of the city with water from. the Mississippi 
River, as an important sanitary measure for the promotion of 
public health. His publicly known position on these sanitary 


61 Edwards’ Annual Directory of New Orleans, 1872, pp. 53, 617. 
$2 Tbid., 1873, pp. 54, 495. 


87 bid.., 1873, advertisement of the railroad, on- unnumbered page in back of volume. 
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measures: apparently | o his appointment as a member of the 
Louisiana State Boar@#0f Health in 1874, which position he held 
until his: death, near the end of 1876. 


As a ‘member of the State Board of Health, Bayley was very 
active in. the promotion of sanitary and quarantine measures, 
particularly as related to New Orleans. He attended the meetings 
of the Board with regularity during the early part of his tenure, 
though his attendance at meetings became less regular during the 
later period of his service, after he had become interested in 
numerous other activities and had assumed other responsibilities 
in connection with his professional work which necessitated his 
absence from New Orleans for more or less extended periods. 
Not only in the meetings of the Board of Health was he active in 
supporting his views. He also spoke on these subjects before the 
-New Orleans Chamber of Commerce, in order to arouse public 
interest in support of his advanced views; and he was also active 
in advocating measures for the promotion of sanitation and public 
health as a member of the Legislature in 1875-1876.®" All in all, 
- the work of G. W. R. Bayley in the advancement of public health 
through quarantine and sanitation was outstanding, but most of 
his views were ahead of his time. 


Doubtless due to the influence of his father on the Board of 
Health, Dr. Robert A. Bayley, a recent graduate of the Charity 
Hospital Medical College,** was appointed Sanitary Inspector for 
the Fourth District of New Orleans in April 1875.®° Soon there- 
after the son appears to have been transferred to the Sixth Dis- 
trict of New Orleans, where he continued to serve efficiently as 
Sanitary Inspector for more than a year after his father’s death.” 
The son appears to have possessed the father’s advanced ideas, and 
in addition he had the advantage of medical training. His work 


64 Soards’ New Orleans Directory, 1874, p. 922; ibid., 1875, p. 840; idid., 1876, p. 828. 


65 New Orleans pe oe iy November 7, 1874; Febreaty 6, March 6, April 3, 17, 28, 
May 8, June 5, July 3, August 21, September 4, 16, November 3, "December 4, 1875; January 
8, February 5, March 4, April 13, May 6, August 4. September - 8, October 6, December: 


1876, give accounts of the regular ‘and special meetings of the Board of Health, and eon ie Ss 
part in their proceedings and discussions. 


66 A paper read by G. W. R. Bayley before the New Orleans Chamber of Commerce, 
on the importance of quarantine and disinfection in the control of yellow fever, is published 
in Annual Report of the Board of Health ,. bg State of Louisiana to the General Assembly, 
1875, Session of 1876 (New Orleans, 1876), 23. 

67 See below for G. W. R. Bayley’s | hatogan as a member of the Louisiana Legislature. 

®8 This Medical College, by an act of the Legislature approved March 20, 1876, was 
granted the right to confer diplomas and grant degrees, giving that school the same powers 
already possessed by the Medical Department of the University of Louisiana (Louisiana Acts, 
1876, pp. 87-88, Act No. 47). 

New Orleans Republican, 17, 1875. 

7° Tbid., June 5, 1875. 
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as Sanitary Inspector for the Sixth District of New Orleans 
appears to have been well up to the standard set by his more 
illustrious father.”! | 


_ The Louisiana levees were in a deplorable condition at the 
close of the Civil War. They had been neglected for four years, 
and some of them had been damaged during the military opera- 
tions in addition to the normal deterioration arising from pro-- 
longed neglect. State finances were at a low ebb at this time, but 
large expenditures were necessary if the levees were to be properly 
restored so as to afford ample protection against high waters in 
the Mississippi and Red rivers. Under these conditions the State 
government struggled for several years with the levee problem, 
without any large measure of success. Then a private company 
- proposed to come to the rescue. On February 11, 1871, the “Louisi- 
ana Levee Company” was organized as a private concern, and on 
February 20, 1871, the Legislature passed an act approving its 
charter.’? The new company speedily entered into a contract with 
the Governor (Henry Clay Warmoth) for the repair and construc- 
tion of all the Louisiana levees; and this contract was promptly 
ratified by an act of the Legislature, approved February 28, 1871.7° 


The carpetbag regime in Louisiana was at its worst at this 
time, and for a time the Louisiana Levee Company appeared to be 
far more interested in making money for its stockholders than in 
the actual construction of the sorely needed levees. The activities 
of the Levee Company drew a great deal of criticism from those 
who knew what should be done in the matter of levee construction 
and repair. One of the chief critics of the Company at first was 
G. W. R. Bayley.7* From his former connection with the State 


71 [bid., May 8, June 5, July 3, September 3, November 3, December 4, 1875; January 
8, February 5, March 4, April 13, May 6, August 4, September 8, October 6, December 7, 
1876, for Dr. Robert A. Bayley’s periodic reports to the Board of Health at their regular 
meetings. See also: ‘“‘Report of Sanitary Inspector, Sixth District’’, dated Dec. 31, 1875, and 
signed ‘‘Robert A. Bayley, M.D.’ in Annual Report of the Board of Health of the State of 
Louisiana to the General Assembly, 1875, Session of 1876, pp. 181-194; ‘“‘Report of the Yellow 
Fever Epidemic at East Pascagoula, Mississippi’, dated Dec. 22, 1875, and similarly signed, 
in ibid., pp. 229-244; “Report of Sanitary Inspector, Sixth District’’, dated Jan. 1, 1878, 
_ and similarly signed, in Annual Report of the Board of Health of the State of Louisiana to 

the General Assembly for the Year 1877, Session of 1878 (New Orleans, 1878), 87-109. 

72 Louisiana Acts, 1871, pp. 29-39, Act No. 4, approved February 20, 1871. 

73 [bid., pp. 64-66, Act No. 27, approved February 28, 1871. 

™ New Orleans Republican, April 23, 1875, comment on a speech made by G. W. R. 
Bayley in the House of Representatives during the Extra Session of April 1875: ‘““Mr. Bayley 
said he had once been in the fashion and had condemned the Levee Company. But after 
examining their affairs for nine months he had concluded the company had fully performed 
what they agreed and had not been paid for it. They had met every obligation and the State 
owed $1,700,000 for it. The original company contracted for 15,000,000 yards at sixty cents. 
Fifty millions was nearer what was needed. This company did the work for fifty cents. . . 
Mr. Bayley said that if the company was destroyed the levees would be too, for those parishes 
liable to overflow could not pay for them, and the hill country, which never suffered, would 
not vote to pay for the losses of the others. The company was not responsible for the acts 
of its predecessor. Its work had been well and honestly done, and not a dollar of ——y 
on st had been declared, but on the contrary, it had spent $60,000 out of its own pocket.” 

It should be remembered that at the time he made this defense of the Louisiana Levee 
Company before the Legislature, Bayley was serving the company as its Chief Engineer. 
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Engineer’s department in the 1850’s he was familiar with the 
_ problems of levee construction and flood control. After a prolonged | 
period of controversy with the State authorities, during which 
relatively little actual construction of levees had been accom- 
plished, the Louisiana Levee Company was reorganized on a 
sounder basis. One of the matters of dispute between the Company 
and the State administration had been the order in which the vari- | 
ous levee projects should be undertaken; all the necessary work 
obviously could not be carried to completion in any one year. 


To make the necessary decisions on this disputed point, a 
_ Levee Commission of Engineers was agreed upon. It consisted of | 
_ three experienced engineers, representing respectively the Levee _ 
Company, the United States government, and the State of Louisi- _ 
ana. On July 1, 1874, G. W. R. Bayley was appointed by the © 
Louisiana Levee Company to represent it on the Commission.” | 
General James Longstreet represented the State of Louisiana, and 
Ex-Governor Paul O. Hebert represented the United States gov- 
ernment on the Commission.** The Commission was required to 
make an annual inspection of the Louisiana levees, and to report 
their findings and their recommendations to the Governor. There 
was a difference of opinion among the members of the Commission 
as to the proper method of flood control. Bayley appears to have 
been insistent upon the efficacy of levees, whereas the other 
members of the Commission favored outlets or spillways as a 
_better method of attaining:the desired end.”* The personnel of the 
Commission for 1875 was the same as that of 1874; and Bayley, 
in his capacity of chief engineer for the Louisiana Levee Company, 


continued to represent that Company on the Goqmmiesion until his 
death in December 1876.7° 


_ G. W. R. Bayley had long been regarded as an authority on 
levees. As early as 1852 he had shown an interest in the subject,” | 
and his views as to their efficacy in flood control were quoted with 
approval later in that decade.®® For the next decade and more, 


7 Report of the Board of State Engineers to the General Assembly of Louisiana, for — 
the Year 1874 (New Orleans, 1875), 24. 


76 Report of = Levee Commission of Engineers, to the Governor of Louisiana (New 
Orleans, 


ated See. 31, 1875 (New Orleans, 1876), passim. 

i 1 On the work of the Levee Commission of Engineers, and particular! iininesi? 8 part 
in this work, see New Orleans Republican, July 26, August 12, 1874; Mareh 12, April 23, 
September 9, 12, 17, 30, October 1, 5, 1875; January 11, April 2, December 24, 1876. 

7° See the 10- -page article on “Overflow of the Delta of the Missiesipgl: B Review A Charles 
_Ellet’s Report on the Overflows of the Delta of the Mississippi,’’ . Bayley, 
Civil Engineer,”’ in DeBow’s Review, XIII (1852), 166-176. 

8° Article on “The Levees and Qverflows of the Mississippi,” in ibid., XXV (1858), 40, 
wherein the author says: “G. W. R. Bayley, of Louisiana, a very enced engineer, denies 
that levees have any tende to raise the beds of the rivers, and declares that an adequate 


n 
system of levees would give all the protection that is required.” 
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Bayley’s time and attention had been mostly occupied in other 
phases of engineering. But now that he was once more engaged in 
levee work, he again found time to publicize his views on the 
subject. On June 10, 1875, he read before the American Society of 
Civil Engineers, of which he was a member, a lengthy paper on 
“Levees as a System for the Reclaiming Lowlands”. This paper 
was published in the Transactions of the Society,*! and was 
considered important enough to be republished in abstract form 
in the Proceedings of the Institution of Civil Engineers of Great 
Britain.®? The paper was also republished in pamphlet form for 
circulation in the United States among those who were interested 
in flood control. Bayley’s ideas on the Mississippi levees were 
quoted with approval by E. John Ellis, member of Congress from 
Louisiana, in the “Report of the Committee on the Mississippi 


Levees’’, which he submitted to the House of Representatives in 
May 1876.* 


In addition to his work in actual levee construction, as chief 
engineer for the Louisiana Levee Company and as the representa- 
tive of that corporation on the Levee Commission of Engineers, 
Bayley was also active in all public movements for the promotion 
of better levees and flood control. When preparations were being 
made for the meeting of the Interstate Levee Convention, which 
was to convene in Vicksburg, Mississippi, on October 2, 1875, 
Acting Governor C. C. Antoine appointed G. W. R. Bayley as one 
of the seven delegates to represent the State of Louisiana at the 
Convention.** The President of the New Orleans Chamber of 
Commerce also appointed him as one of the four delegates to 
represent that body at the Convention.** He attended the Conven- 
tion and took a prominent part in its deliberations.** His long 
study of levees and his standing as an engineer caused his views 
on the subject to be respected by most of his contemporaries who 
were engaged in flood control work. © 


G. W. R. Bayley was an active participant in the promotion 
of the interests of the New Orleans Mechanics’ Society, when that 
organization was rejuvenated shortly after the close of the Civil 


81 Transactions of the American Society of Civil Engineers, V (1875), 115-146. 


82 Minutes of Proceedings of the Institution of Civil Engineers; with Other. Selected and 
Abstracted Papers (London, 1876), XLV, 300-304. 


88 House Reports, 44 Cong., 1 Sess., No. 494, pp. 4-5; New Orleans Democrat, May 29, 


: tame contains four columns of comment on this report and its praise of Bayley’s views on 
vees. 


84 New Orleans Republican, September 30, 1875. 
85 Ibid., October 1, 1875. 
8¢ Thid., October 5, 1875. 
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War. His name appears as No. 782 on a list of 820 members, in the 
“Register of the New Orleans Mechanics’: Society” for June 
1866 ;87 and in 1867 he was one of the three members of the 
“Education Committee” of that Society.’ He appears to have 
maintained his interest in this Society and other similar organiza- 
tions during the remainder of his life. While a member of the 
Louisiana Legislature, during the Extra Session of April 1875, he 
introduced a bill “to exempt mechanics doing business in any of 
the mechanical trades from the payment of license taxes’’, which 
was referred to the Committee of Ways and Means where it died.*®® 
A few days later he presented a “Memorial of the Mechanics and 
Workingmen’s Association of Louisiana to the General Assembly”, 
which was ordered printed in the House Journal and was referred 
to the Judiciary Committee. It covers a page and a half in the 
Journal, and is a complaint against burdensome taxation and 
licenses, etc. levied upon mechanics.”® When the Legislature 
convened in regular session in January 1876, Bayley introduced a 
bill ‘to amend and re-enact an act to incorporate the New Orleans — 
Mechanics’ Society, approved July 17, 1821, and the act supple- 
mental thereto, approved March 6, 1838”. The bill was referred to 
the Committee on Corporations on January 14, reported favorably 
by the Committee on January 28, debated on January 29, and 
passed by the House on February 7, 1876.9! However, the bill 


failed to pass the Senate. Bayley belonged to the Democratic 


minority in the House, and even the most meritorious bills intro- 


duced by him had little chance of passage. But his activities in 


behalf of the Mechanics’ Society while a member of the Legisla- 


ture do indicate that his interest in the welfare of skilled work- 


men was maintained as long as he lived. 


Bayley was also an active member of the New Orleans 
Chamber of Commerce during the latter years of his life. On 
September 7, 1874, as chairman of a committee appointed for that 


purpose, he reported on-the matter of the $2,500,000 in bonds 


voted for the benefit of the New Orleans, Mobile and Texas Rail- 
road Company.®*? At a meeting of the Chamber of Commerce, held 


87 Constitution, By-Laws and Rules of Order of the New Orleans ie ante Society. 


-Instituted in 1806. Revised and Adopted June, 1866 (New Orleans, 1866), 55. A copy of o/ A 


this rare pamphlet is in the Louisiana Room of the L.S.U. Library. 
88 Gardner’s New Orleans Directory, 1867, p. 518. 7 
89 Louisiana House Journal, Extra Session of April 1875, pp. 21, 31. i 
Ibid., pp. 32-34. 
Tbid., 1876, pp. 43, 44, 344. 
®2 New Orleans Republican, September 8, 1874. 
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on November 21, 1874, to consider the proposed New Orleans and 


ve 2 Texas Western Central Railroad, Bayley spoke in favor of a 


railroad to Texas and also for the continuation of such a line on 
the shortest route to the Pacific;®* and at a similar meeting on 
December 7, 1874, he presented a resume of the government grants 
of lands to the old Louisiana railroads.®* On January 4, 1875, he 
was made chairman of the Chamber of Commerce “Committee on 
Railroads’.®® Again, on May 10, 1875, at a meeting of the Cham- 
ber, he took an active part in the discussion of the plan proposed 
by Charles Morgan to construct a railroad to Texas.** When a 
similar meeting was held on May 19, 1875, “Mr. Bailey, without 
expressing a preference, gave valuable statistical information on 
all the routes” proposed for a railroad to Texas.°* His work as a 
delegate from the New Orleans Chamber of Commerce to the 
Interstate Levee Convention held in Vicksburg in.October 1875 
has already been mentioned. When the standing committees of the 
Chamber of Commerce were revised at the regular monthly meet- 
ing of February 7, 1876, G. W. R. Bayley was continued as chair- 
man of the “Committee on Railroads’’.®® 


On April 20, 1875, during the Extra Session, Booth of Orleans 
introduced a bill “to renew and extend the charter of the New 
Orleans Chamber of Commerce’’, which was referred to the com- 
mittee on Corporations. Two days later, the bill was reported 
favorably by the Committee, passed by the House, and sent to the 
_ Senate for concurrence. Meanwhile the Senate had passed a bill 
of their own on the same subject, entitled “An Act to create a 
body politic by the name of the New Orleans Chamber of Com- 
-merce’’, which reached the House on April 23, and was passed by 
that body on April 24, 1875. In this act G. W. R. Bayley is 
‘named as one of the 158 incorporators.! Although Bayley is not 
‘mentioned in connection with the passage of this bill, as a member 
of the minority party he probably kept in the background, leaving 
to others the active sponsorship of the measure. 


Although G. W. R. Bayley was not primarily a politician by 
nature or inclination, he did take an active part in many of the 


. %3 Ibid., November 22, 1874. 
[bid., December 8, 1874. 
[bid., January 5, 1875. 

Tbid., May 11, 1875. 

Tbid., May 20, 1875. 

%8 Thid., February 8, 1876. 
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events of the earlier and later Reconstruction period. More than 
a year before the Civil War ended, when Louisiana was preparing 
to reenter the Union under President Lincoln’s plan of restora- — 
tion, Bayley was a prominent figure in the movement. He was at 
this time serving as City Surveyor of New Orleans. Early in 
March 1864, he was one of the 132 persons who attended a meet- 
ing of the “Committee of Arrangements” for the inauguration of 
the new State government.!®! Late in August 1864, he was 
appointed by the Mayor of New Orleans as a member of a special © 
committee of twenty prominent citizens and officials to arrange 
for a special welcome to Governor Michael Hahn, who had gone to 
Washington just after the adjournment of the Constitutional 
Convention of 1864, and was daily expected to return from this 
conference with President Lincoln and other 
officers.}° 


Besides these public activities, which had a political ee | 
Bayley was also prominent in other civic events which appeared to 
_ have no political significance. When the New Orleans Fire Depart-_ 
ment held a procession on March 4, 1865, in celebration of their 
twenty-eighth anniversary—the first such celebration in four 
years—G. W. R. Bayley acted as vice-president and eet aid to 
I. N. Marks who served as grand marshal.?® 


When the news of Lincoln’s assassination reached New 
Orleans, G. W. R. Bayley was one of about 170 prominent citizens 
who met at the City Hall on April 19, 1865, and issued a call | 
for a great mass meeting to be held on Saturday, April 22, 1865, 
at 7 P. M., “to take measures to show their respect for the great 
and good Abraham Lincoln, and of his able assistant and advisor, | 
Hon. Wm. H. Seward, and to express their indignation for those 
who have wrought this heavy national affliction.’!°* The mass 
meeting took place as scheduled, in Lafayette Square, with .a 
reported attendance of 25,000 mourners; but Bayley’s name does © 
not appear on either of the two long lists of vice-presidents — 
participating in the affair. When the “Grand Union Demon- 
stration” was assembled in Lafayette Square on May 17, 1865, 
by the friends of the Union and the national Administration, 
Bayley was one of the approximately 350 pe ereeicents who 


101 Daily True Delta, March 3, 1864. 
102 Tbid., August 23, 24, 1864. | 
103 Tbid., February 26, March 1, 2, 3, 4, 1865. 


304 Ibid., April 20, 21, 22, 1865. 
106 ITbid., April 23, 1865. 


| 


History of the Railroads of Louisiana 1087 


were in charge of the meeting.’°* And when Acting Mayor G. 
Burke, on June 24, 1865, issued his proclamation calling for a 
proper celebration of the Fourth of July, G. W. R Bayley was 
named as one of the committee of fifty prominent citizens to 
supervise and arrange this celebration! 


As previously stated, Bayley failed of reelection to the 
office of City Surveyor of New Orleans in March 1866, and shortly 
thereafter took up the position of Chief Engineer and Superin- 
tendent of the New Orleans, Opelousas and Great Western Rail- 
road. This new work doubtless fully occupied his time and atten- 
tion for the next few years. Then followed his period of service 
as Division Engineer of the New Orleans, Mobile and Chattanooga 
Railroad and as Chief Engineer and General Superintendent of 
the New Orleans, Mobile and Texas Railroad, which did not end 
until sometime in 1873. During this period of seven years, when 
Bayley was not prominently identified with the political events 
of the day, the radical Reconstruction program had been carried 
into effect and the carpetbag regime had attained the apex of 
its corruption and unpopularity. The conservative Democratic 
element in the State, who had attempted to restore Louisiana to 
the Union under the plans of Lincoln and Johnson, had been 
superseded in the control of governmental affairs by the radical 
Republican carpetbag group, supported by Negro votes. By the 
early 1870’s the Democrats had again attempted to regain con- 
trol of the State government, only to be thwarted by the pres- 
ence of Federal troops. After the election of 1872, the native 
white element was reorganizing for the purpose of overthrowing 


the existing radical Republican-Negro-carpetbag regime of cor- 
ruption and plunder. 


About this time, G. W. R. es severed his connection 
- with the New Orleans, Mobile and Texas Railroad; and after 
1873 we find him active in the political affairs of the State, where 
he continued to render valiant service as a member of the Demo- 
cratic minority until his death in late 1876. He was a leader in 
the “Unification Movement” and the “People’s Platform” of 
1873 ;1°8 and in the election of 1874 he ran as a Democratic candi- 
date for the State House of Representatives from the Tenth 


106 Ibid., May 18, 1865. 
107 Daily Picayune, July 1, 1865. 
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District of New Orleans, which district was entitled to three 
representatives. Bayley proved the most popular candidate in the 
district, polling more votes than either of the other two Demo- 
cratic aspirants and more than three times as many as the highest 


candidate on the opposition ticket, in the election held on Novem- 
ber 2, 1874.1° 


Bayley was present in the House on the opening day of the 
regular session, January 4, 1875; but when a controversy arose 
over the method used by the Republicans in the organization of 
the House, he was one of the large number of Democratic members 
who absented themselves as a protest.!!° This controversy lasted 
for several weeks, and it was difficult for the Republicans to 
muster a quorum go as to proceed with business in the House. The 
standing commitfees were not announced until January 18, 1875, 
and since Baytey was not in attendance, he was not appointed on 
any of those committees.'!! The Republican referred to him early 
in February as “Bailey, a distinguished railroad engineer in Lou- 
isiana, at present devoting much of his time to attendance on the 
daily sessions of the Democratic caucus at Dutch Company 
Hall.’’!'* However, shortly before the adjournment of the session, 
Bayley and other Democratic members appear to have returned to 
the House. He was among those voting in favor of the “Wheeler 
Compromise”, which carried by the narrow margin of 34 to 33 
votes. And, so that there could be no question as to his position on 
that disputed issue, he submitted in writing his reason for favor- 
ing the Compromise.'!* Because of the political deadlock, which 


made impossible any constructive legislation, the Legislature © 


adjourned on March 3, 1875,!!4 without having accomplished 
anything worth mentioning. 


_ This failure of the regular session of 1875 to do the work 
which it should have done, necessitated the call of an extra 


session in April to consider some necessary measures. This session 


lated only ten days, April 14-24, which did not allow much time 
for consideration of any but the most pressing legislation to 
enable the State government to continue functioning. 


109 New Orleans Republican, November 3, 6, 28, 1874. Bayley — 4739 votes, while | 
the other two Democratic candidates polled 4731 and 4637 votes, re The three 
Republicans in the contest polled only 1527, 1497 and 1414 votes, semmbetbvely 
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Bailey was present on the opening day of the session, and 
played a prominent part in the deliberations of the House. He was 
a member of the Democratic minority, and his slight political 
- influence was probably reflected in the organization of the House. 
On April 16, he nominated G. L. Hall of Orleans for the speaker- 
ship, but when the vote was taken Hall received only two votes, 
those of Bayley and Scales of DeSoto.'!* Despite Bayley’s lack of 
political influence, his recognized ability and-interest in certain 
matters of public interest led to his appointment on three impor- 
tant standing committees. He served as chairman of the Com- 
mittee on Railroads and as a member of those on Health and 
Quarantine and Canale and Drainage.'!* And near the end of the 
session he was appointed chairman of a special committee of the 
_ House to examine and report upon the proceedings of the Board of 


a Liquidation of the State Debt, of the Board of Audit, and to pro- 


vide for the publication of the said committee’s report.'!* The 
duties that were imposed upon this special committee would 
necessarily have to be carried out during the interval between the 


adjournment of the extra session and the opening of the regular ~ 


session of 1876, to which its report was submitted.'” 
The bills and resolutions introduced by Bayley indicate 


clearly his legislative interests. He introduced a “Joint Resolution — 


to appoint a committee of both houses to examine and report upon 


the proceedings of the Board of Liquidation of the State Debt, and — 


of the Board of Audit, and to provide for the publication of the 
said committee’s report,’ which was adopted after some discus- 
sion ;!2° and Bayley was made chairman of this special committee 
of five members, as mentioned in the preceding paragraph. 


‘He also introduced “An act to exempt mechanics doing busi- 
ness in any of the mechanical trades from the payment of license 


taxes,” which died in committee ;121 “An act relative to the seizure 


and sale of property for taxes by tax collectors in Louisiana,”’ 
which likewise died in committee;}2? “An act to consolidate the 
levee construction and levee repair funds provided for by the 
existing laws for the building of levees,” which met a similar 


115 Louisiana House Journal, Extra Session of April 1875, p. 3. 
116 Jbid., p. 13. 

117 Tbid., p. 19. 

118 Tbid., p. 41. 

119 [bid., 1876, pp. 266-271. 
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fate ‘“‘An act relative to births, deaths and marriages in the 
city of New Orleans, and empowering the Board of Health of 
New Orleans to enforce said act,’ which got no farther than 
reference to the Committee on Public Health and Quarantine, of 
which Bayley was a member;'2* and “An act to amend an act to 
provide for funding obligations of the State by exchange for 
bonds, to provide for principal and interest of said bonds, etc.” 
which-also died in committee.!25 All these measures possessed 
merit, but the brief time available during this short session 
probably accounts, at least in part, for their failure to receive | 
more ample consideration. | 


Bayley’s most important legislative service dering this ses- 
sion was as chairman of the House Committee on Railroads. He 
introduced “An act to incorporate the Louisiana Pacific Railway 
Company,”!2° which received scant attention during this session 
but was enacted into law at the next regular session, as Act No. 14, 
approved February 19, 1876, under the title of “An act to con- 
firm the notarial charter of the New Orleans Pacific Railway Com- 
pany, with amendments thereto; to extend the term of existence 
of said company, and to confer thereon certain powers and 
franchises.”’!27 This legislative sanction of the charter came after 
the railroad company named in the‘act had been organized on 
June 29, 1875, with G. W. R. Bayley heading the list of thirteen 
prominent New Orleans citizens as the incorporators.’** 
Bayley also introduced several other railroad bills during the > 
1875 Extra Session, none of which were enacted into law.!2° Again, — 
the lack of time for proper consideration of his railroad proposals 
probably accounts for their failure to become law. 


When the Legislature convened in regular session in Janu-- 
ary 1876, Bayley was again very active in the work of the House, 
as is evidenced by the appearance of his name on 159 of the 338 
pages of the House Journal.'*° Although a member of the Demo-. - 
cratic minority in the House, his ability and interest in certain 
phases of legislation was fully recognized, and he was appointed 


a member of the following standing ‘commnittecs, each composed 


123 Tbid. 

124 Tbid., p. 31. 

125 Tbid., p. 35. 

126 Tbid., pp. 21, 24, 50. 

127 Louisiana Acts, 1876, pp. 28-34, Act No. 14, pane February 19, 1876. 
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seven members: (1) Public and (2) Retrench- 


_ ment and Reform, of which he was chairman; (3) Railroads; 


and (4) Health and Quarantine.'*! Then, on January 25, he was 


appointed a member of the House special committee of five to. 


‘investigate the actions of the State Board of Liquidation ;'** and 
later in the session, March 1, 1876, he was appointed one of the 

five members of another special committee to investigate the 
_ affairs of the North Louisiana and Texas Railroad Company.'** 


One of the urgent problems confronting the Legislature was 
the condition of the levees. In his annual message of January 3, 
. 1876, Governor William Pitt Kellogg included a section on “Rela- 
tions of the State and the Louisiana Levee Company’, in which 
he said: “Act No. 4 of 1871 transferred the absolute control of 
the construction of all the levees of the State for twenty-one years 
to a company therein incorporated, known as the Louisiana Levee 
_ Company. All the powers of the State or parishes over the levees 

‘of the Mississippi were vested in this company.” The Governor 
further stated that the Levee Company. had not lived up to the 
obligations contained in its charter.'** The affairs of the Levee 
Company had been a subject of controversy for some time prior 
to this session; and when the matter had come up in the Extra 
Session of April 1875, G. W. R. Bayley, who was then in the 
employ of the Company as its chief engineer, spoke in its 
defense.'*° However, in spite of the fact that Bailey felt that the 
Levee Company was doing all that it had agreed to in its contract, 
it appeared evident that the financial situation of the State ren- 
dered it unable to bear the burden of all the levee construction 
that was needed. Therefore, early in the regular session, Bayley 
introduced a joint resolution, “Asking for an appropriation by 
the Congress of the United States for the purpose of constructing 


__ levees on the Mississippi river in Louisiana, and for the general 


- government to assume control of ‘all the levees in Louisiana.’ 
This resolution was adopted by the House January 15, sent to 
the Senate January 19, concurred in by that body January 20, 
and signed by the Governor | on — 3, (1876. 137 But the time 


181 [bid., pp. 33, 36, 47. 

132 [bid., p. 81. 3 ¢ 
133 [bid., p. 320. | 

134 Tbid., p. 9. 
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had not yet come thier the United States government was to 
assume any responsibliity for levee construction on the Missis- — 
sippi. However, after the disastrous flood of 1882 the Federal] | 
government changed its policy and began to lend assistance in 
the flood control program on the lower Mississippi. , 


The failure of the State to pay the Levee Company for the 
work it had done on the levees rendered the Company unable to 
pay the salaries of its employees promptly. The Levee Company 
also appears to have paid out of its own pocket for the services | 
of the Levee Commission of Engineers, although this expense was 
rightfully a State obligation. As chief engineer for the Levee 
Company and as its representative on the Commission, Bayley was 
financially interested in trying to improve the financial condition 
of the Company. Therefore, on February 14, 1876, he introduced 
_a bill ‘‘making an appropriation to reimburse the Louisiana Levee | 
Company for money advanced to the State to defray the expenses ( 
of the Levee Commission of Engineers in making the annual sur- 
veys of the levees of the State in 1875, for the purpose of ordering 
the levees to be built in 1875 and 1876 as prescribed by law;”’ and 
also a “joint resolution ratifying and approving the action of 
the Levee Engineers Commission of the State in relation to the 
_ fusion and aggregation of levee construction and repair fund 
. taxes, and the use of both said funds for the construction of 
_ levees,”’ which action by the Commission had been condemned in 

some quarters.'** The first of these measures was indefinitely 
postponed on February 23, 1876, and the second died in the Com- 
_ mittee on Lands and Levees.!*® On the same day as the two above- 
mentioned measures, February 14, 1876, Bayley also introduced a 
bill “making appropriations to pay the salaries of the State Com- © 
mission of Engineers, and of the secretary of said commission in — 
1875,”24° but this bill was killed in the Committee on Appropria- 
tions.141 Thus Bayley’s work for the promotion of levee con- 
struction and for the financial relief of the Louisiana Levee 
Company met with no success before the Legislature. 


Perhaps Bayley’s most important work during this session 
was in connection with legislation designed to promote the con- 
/, struction of the New Orleans Pacific Railroad, of which Company 

he was one of the leading incorporators. He introduced the bill 


1388 Louisiana House Journal, 1876, p. 187. 
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“to confirm the notarial charter of the New Orleans Pacific Rail- 
way Company, with amendments thereto, and to extend the term 
of existence of said company, and to confer thereon certain powers 
and franchises,’’'*? which was speedily enacted into law.'** How- 
ever, he was unsuccessful in his attempt to win legislative 
approval of a joint resolution asking Congress to divert the 
proposed aid for a Pacific railroad from the road or company to 
which it was proposed to grant it, to his New Orleans Pacific 
Railway Company.'*+ Moreover, his several efforts to have erased 


from the statute books the acts previously passed in favor of 


certain proposed railroads which had never been built, were like- 


_ wise futile,!*° several of these measures _— passed by the House 
but defeated in the Senate. 


But Bayley was successful in getting enacted into law one of 

_his pet railroad bills, “An act to prohibit the funding of the issue 

of consolidated State bonds in exchange for any portion of the 

unlawfully guaranteed bonds of the New Orleans, Mobile and 

_ Chattanooga Railroad Company, and of the $2,500,000 bonds 
issued unconstitutionally for stock in said company.’’!*® 


Bayley was unsuccessful in his attempt to have amended 
and reenacted “An act creating the Mississippi River Packet 
Company, and to grant State aid thereto, No. 29, published, with- 
out the Governor’s approval, in the volume of acts of the General 


Assembly of Louisiana for 1871.” The measure died in com- 
mittee.147 


Bayley had long aes an ardent pee of quarantine and 

the disinfection of vessels entering Louisiana, as a means of 
. preventing yellow fever epidemics; and he introduced a bill “to 
authorize and empower the Board of Health of the State of Louisi- 
ana to detain and disinfect and to pass after disinfection vessels | 
from infected ports, at and from quarantine stations, in lieu of a — 
time quarantine detention, in certain cases, and to repeal conflict- 
ing laws.”’48 This bill was speedily enacted into law.**®? A compan- 
ion bill introduced by Bayley, which passed the House but was 


142 Tbid., pp. 202, 376. 

+4143 Louisiana Acts, 1876, pp. 28-34, Act No. 14, ain February 19, 1876. 
144 Louisiana House Journal, 1876, pp. 57, 348. 

_ 148 Thid., pp. 105, 115, 128, 145, 357, 358, 361, 368, 369. 
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defeated in the Senate, was a proposal “to reorganize and render 
more efficient the Board of Health of the State of Louisiana; to 
define its powers and prescribe its duties and those of quarantine 
and other officers under its control, and to provide penalties for 
violations of this act and of the ordinances and orders made in 
pursuance thereof.’’»® It should be remembered that Bayley was 
at this time a prominent member of the State Board of Health 
and that his son, Dr. Robert A. Bayley, was one of the sanitary 
inspectors for the Board in the city of New Orleans. However, it 
does not appear that Bayley’s vested interests influenced to any 
great extent his activities in the Legislature. His proposed | 


measures were all in the interests of the general welfare of his 
adopted State. | | 


Bayley also introduced a bill ‘‘to proviile for the free vending 
of fruits and vegetables from wagons or otherwise, in the streets 
of New Orleans,’ which passed the House but failed in. the 
Senate.*! Just what interest Bayley may have had in such a 
measure is uncertain. He may have been attempting to destroy a 
monopoly in this business, which had come to be considered as 
contrary to public policy. | 


Another bill which 1 Bayley sponsored, “relative to the record- 
ing of births, deaths and marriages in the city of New Orleans; 
designating the president of the Board of Health of the State of. 
Louisiana as recorder, and empowering the Board of Health to 
enforce this act by ordinance or other suitable regulations,” like- 
wise passed the House but was defeated in the Senate.’*? Bayley 
had offered a resolution of the same tenor at a meeting of the 
Board of Health on November 6, 1874.'** In bringing the matter 
before the Legislature, he doubtless felt that he was sponsoring 


a measure for the promotion of: the general welfare, with no 
selfish e behind his actions. 


An act passed at the regular session of 187 6, in which 
Bayley had: a personal interest, but which he neither introduced 
nor sponsored, was “An act granting to the Charity Hospital 
Medical College of New Orleans the right to confer degrees and 
grant diplomas, to have the same effect, and to confer. on said 
Charity Hospital Medical College the same powers and privileges 
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that are possessed by the Medical Department of the University of 
Louisiana.”** Dr. Robert A. Bayley, one of G. W. R. Bayley’s 
sons, was a recent graduate of that Medical College and was at 
_ that time employed as a sanitary inspector in New Orleans by the 
State Board of Health.'** His degree would be more valuable as a 
result of the act, but if the father worked for the passage of this 
measure, his work was all done behind the scenes. 


Most of the other measures sponsored by Bayley during this 
session dealt with matters of taxation and financial reform and 
relief. As chairman of the Committee on Retrenchment and 
Reform, he reported favorably on a bill for the financial relief 
of the city of Shreveport,°* which was speedily passed by the 
House, approved by the Senate, and became law. 157 As a measure 
of relief for hard-pressed citizens, he introduced a bill “to repeal 
an act entitled an act to enforce the payment of taxes due the 
State; providing for the seizure and sale of the property of 
delinquent taxpayers, and regulating the proceedings against 
them and against their property and tenants;” but it was killed 
by the Judiciary Committee to which it was referred.'°® 


In line with his interest in the welfare of skilled workmen 
and professional men, Bayley introduced a bill “to prevent the 
imposition and the collection of any license tax in this State upon 
and from persons depending upon any mechanical trade or learned — 


profession for a livelihood,” which likewise died in the Judiciary 
| Committee. 


In the interest of needed tax relied he introduced a bill “‘to 
define and limit and establish the basis of the assessment of 
taxable property in this state,’”’ which passed the House but failed 
in the Senate.1®° Another bill which. he introduced “to carry into 
effect an act for the relief of parties who have not paid and those 
who have paid their taxes to the drainage company in the parish of 
Orleans, approved March 22, 1866,” was killed in the Committee 
on City Affairs.1* Another relief measure by Bayley, “to amend 


154 Louisiana Acts, 1876, pp. 87-88, Act No. 40, approved March 20, 1876. 
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‘an act entitled an act to provide a revenue, and grant and collect 
licenses; to prescribe certain penalties and certain duties of 
’ judges of courts, justices of the peace, State and parish officers, 
~ and to repeal all acts inconsistent therewith, approved March 5, 
- 1872,” died in the Committee of Ways and Means.!* Still another 
reform measure which Bayley reported favorably, as chairman of : 
the Committee on Retrenchment and Reform, “‘to fix the number 
of employees in the State Treasurer’s office, and determining the 
salaries thereof,” passed the House but failed in the Senate.'® 


On February 23, 1876, as chairman of the House select com-_ 
mittee appointed at the Extra Session of April 1875, to examine 
into and report upon the proceedings of the Board of Liquidation 
of the State Debt, created by Act No. 3 of 1874, on the Funding 
Board and the Board of Audit, Bayley submitted an illuminating — 
and detailed report,'** upon the basis of which he introduced | 
two bills: (1) “to increase the number of members of the Board 
of Liquidators of the State Debt, or the ‘Funding Board’, pro- 
vided for by acts No. 3, approved January 24, 1874, and No. 11, 
approved May 17, 1875;” and (2) “to preseribe the manner in 
which the old obligations of the State which have been, or may 
hereafter be, funded or exchanged for new bonds by the State 
Funding Board shall be canceled, recorded and destroyed, and to 
limit and define what obligations may be funded by said board.” 
Both these measures were reported favorably by the Committee > 
on Retrenchment and Reform, of which Bayley was chairman; 
but they received no further consideration during the session.’© | 


On January 17, 1876, Bayley gave notice of intention to 
introduce two other bills: (1) “to provide for the partition of 
property held in community between the surviving partner and 
the heirs of the deceased partner in community, and to define 
the jurisdiction of the courts relating to said partitions,” and 
(2) “to lease the ferry at Simmsport, Louisiana.’’!** However, the 


House Journal does not reveal that either of these proposed bills 
was ever introduced. | 


With the adjournment of the regular session of 187 6, Bayley’s 
career as a Louisiana legislator came to an end. He had worked 
hard in the cause of levee construction, yerene development, 


162 Tbid., pp. 187, 374. 

163 Tbid., pp. 242, 279. 

164 Tbid., pp. 266-271, for this pminating report. 
165 Tbid., p. 383. 
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improvement of public health and sanitation, retrenchment and 
reform in taxation and State finances, and the welfare of skilled 
workmen and professional men. But the carpetbag regime was 
still in control of the State administration, Bayley was a member 
of the minority party in the House, and his proposed reform 
measures met with scant success.. However, his proposals pointed 
the way for his successors. When the Reconstruction era came 
_ to an end and the new day dawned in Louisiana politics, only 
a few months after Bayley’s death, his proposals were to receive 
a more favorable and sympathetic consideration. Many of his — 
proposals were subsequently enacted into law. He was ahead of 
his time in the matter of reform legislation. 


A very important engineering project which attracted much 
public interest in the 1870’s was the proposal to deepen the mouth 
of the Mississippi River by the construction of jetties. The com- 
merce of New Orleans was being greatly hindered by the shallow 
depth of water over the bars at the mouth of the river, and ways 
_ and means for relieving this troublesome situation were being 
advocated. Leading engineers differed as to the best method of 
handling the problem. Some favored a canal from some point 
_ below New Orleans, connecting the river with the Gulf of Mexico; 
others favored the construction of jetties at one of the mouths 
of the river, as a better solution of the problem. G. W. R. Bayley 
was a leader among the group of engineers who advocated the 
construction of the jetties. As early as July 1874, he gave pub- 
_ licity to the proposed jetty project.'*? He had studied the Danube 
jetties, and he published an article, entitled. “The Danube Jetties 
Perfectly Successful,” in which he quoted a letter he had received 
-from Sir Charles A. Hartley, the eminent British engineer who 
had been in charge of their construction.'** There was consider- 
able opposition in Louisiana to the proposed jetty project, but 
Bayley- supported the plan and answered its opponents.'® In 
meetings of the New Orleans Chamber of Commerce, held to 


discuss the jetty project, Bayley actively ee the plan 
which many of.the members opposed.!7° 


| The publicity given Bayley’s view on the jetty project prob- 
— ably brought him to the attention of Captain J ames B. Eads who 


167 New Orleans Republican, July 11, 1874. 


168 [bid., Septembér 2, 1875. This letter, dated “Reform Club, Tendile August 7, 1874,” 
fills a full column in the newspaper. | 


_ 169 [bid., February 3, 1875. 
179 [Tbid., February 23, 1875. 
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headed the movement. At all events, Bayley’s active support of the 
project soon worked out to his personal advantage. Early in 
April 1875, the following item, copied from the St. Louis 
Republican, appeared in the New Orleans Republican: “Captain 
Eads has appointed Mr. G. W. R. Bayley, of New Orleans, his first 
assistant and resident engineer, and upon this gentleman will 
devolve the active supervision of the work.’!7! Another notice 
of Bayley’s appointment as local superintendent of the jetty work 


also appeared in the same New Orleans paper about two weeks © 
later.” | 


When Captain Eads arrived in New Orleans on May 11, 1875, | 
he was tendered a public dinner at which about 150 prominent 
citizens were present. G. W. R. Bayley presided at this banquet 
and introduced Eads to the guests. In his response to the greeting, © 
Eads said, among other things: “As one of the means to insure 
success I have associated with me that distinguished and able 
engineer—your fellow townsman—Mr. G. W. R. Bayley, whose 
skill and judgment are recognized and applauded all over this 
land. But to make assurance doubly sure, I shall call to my aid 
and counsel other able engineers who have made the jetty system 
the study of almost a lifetime. Among them I will name but one | 
—Sir Charles A. Hartley, of England, from whom I today received 
_a cable dispatch announcing that he will soon be here to assist me © 
with his counsel, and to offer the benefit of his wide experience.” 
These words of praise by the head of the jetty project must have 
been highly pleasing to-Bayley’s ears. This great engineering work 
was to be the last in which he was ever to engage, and he was to 


die prematurely before much of the program had been accom- 
plished. | | 


There appears to have been little public comprehension of the 
enormity of the jetty program, or of the length of time necessary 
to complete the work. Bayley took Captain Eads to the office of the. 
New Orleans Republican on the morning of May 12, 1875, where 
the latter assured the editor that he meant to push the project and 
- give New Orleans a deep water outlet.17* Captain Eads, accom- 
panied by Bayley and several other men interested in the project, 
then boarded the Revenue Cutter John A. Diz for a trip to inspect 


171 Tbid., April 4, 1875. 3 
172 Tbid., April 21, 1875. 
173 Ibid., May 12, 1875. 
174 Tbid., May 13, 1874. 
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- the passes at the mouth of the Mississippi. They had returned to 
New Orleans by May 18, 1875.1 Shortly thereafter another party 
of engineers, of which Bayley, Caleb G: Forshey, M. Jeff. Thomp- 
son and-.General P. G. T. Beauregard were the most prominent, 

| made another inspection of the passes.17° 


Little work on the jetty project appears to have been at- 

tempted during the hot summer months of 1875, but between 

: - October 23 and, 26 Bayley made a thorough inspection of the 

: passes at Port Eads.!77 Then on November 23, 1875, under the — 

heading, ‘““‘The Jetties,” the New Orleans Republican published the 
Report of the Advisory Committee of Engineers.'** 


The public was impatient of delay and did not seem to appre- 
- clate the vastness of the project or the time that it would take to 
complete the job. In a letter. to the public, dated Vicksburg, 
Mississippi, April 15, 1876, “Alligator” named Bayley as a lead- 
ing proponent of the jetties and called upon him to explain 
why they had not thus far measured up to his claims;* and 
a little later, the same “Alligator” wrote another letter, dated 
Vicksburg, May 2, 1876, criticizing Bayley. 180 The New Orleans 
press kept the jetty project before the public,'®*! and Bayley ap- © 
_ pears to have pressed the construction work as rapidly as possible 
until his death on December 14, 1876. 


_ G. W. R. Bayley had been engaged as resident engineer of 
‘the jetty project for over a year before he entered into a formal 
contract with Captain Eads. It was not until June 7, 1876, that 
the formal contract was signed between Captain James B. Eads 
and G. W. R. Bayley. Under this contract Bayley was to receive 
a one twenty-fifth interest in the net profits and emoluments 
accruing from Captain Eads’ contract with the United States 
government for the construction of the jetties at the South Pass 
of the Mississippi River, and also a one twenty-fifth interest in 
the net profits and emoluments accruing from Eads’ contract with 
Colonel James Andrews for the construction of the works.’*? 
Bayley apparently received no remuneration from this contract 


198 Tbid., May 18, 1875. Article headed ‘‘Return of the Jetty Men.” 
176 Tbid., May 25, 1875. 


177 Ibid., November 6, x ly ane headed “The Latest from the Jetties,’’ quoting a 
_ letter from Bayley, dated October 3 


178 Ibid., November 23, 1875. ~ilp report fills two and a half columns in the newspaper. 
179 Tbid., April 18, 1876. 
180 Tbid., May 4, 1876. 

181 Jbid., September 2, 1876. 
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District Court of New Orleans, Civil Courts — yal Street. 
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up to the date of his death; settlement was finally made with 
his heirs, who received a cash payment of $5,000 from Captain 
Eads’ company.}** 


While G. W. R. Bayley was supervising the first phase of 
the jetty construction work, he had many other irons in the fire. 
He was chief engineer for the Louisiana Levee Company, a mem- 
ber of the Levee Commission of Engineers, a member of the 
State Legislature, a member of the. Louisiana State Board of 
Health, and the leader in the promotion of the New Orleans 
Pacific Railway. With so many and varied interests and duties, © 
it is difficult to explain how he was able to find the time to give — 
proper attention to all his obligations. Overwork doubtless 
brought on the heart attack which ended his life prematurely. 


_ Bayley’s legislative activity in behalf of the proposed New 
Orleans Pacific Railroad has already been related briefly. A com- | 
pany to promote this railroad had either been organized or was 
under contemplation prior to the Extra Session of the Legislature 
in April 1875, at which Bayley sought, unsuccessfully, to have 
passed an act to incorporate the Company.'** Notwithstanding 
this failure to procure legislative sanction for the Company, the 
Board of Directors, of which Bayley was a member, held a meet- 
ing on June 11, 1875, for the election of officers.'** The Company 
then proceeded to incorporate under a notarial act passed on 
June 29, 1875, and duly recorded. The name of G. W. R. Bayley 
heads the list of thirteen incorporators mentioned in this notarial 
charter.'*® Under authority of this charter the Company pro- 
ceeded with its plans. However, so many previous projects for 
connecting New Orleans with the Pacific by railroad had ended 


in failure, that it was difficult to arouse public interest in this 
new project. 


The public interest in the new oeeeees was probably spveniid 
by Governor William Pitt Kellogg’s support of the plans of the 
Company. In his message to the General Assembly at the opening 


of the regular session, January 3,'1876, he made the came sree 
statement: 


During the summer of last year the New Orleans and | 
Pacific Railroad Company was incorporated under the gen- 
eral laws of the State. The company has thus far manifested © 


183 Information from G. W. R. Bayley Succession Records. © 

184 Louisiana House Journal, Extra Session of April 1875, pp. 21, 24, 50. 

185 New Orleans Republican, June 12, 1875. 

186 Louisiana Acts, 1876, pp. 28- 33. This notarial charter, dated June 29, 1875, is 
printed in full in the preamble to Act No. 14, approved February 19, 1876. 
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an energy, enterprise and vitality in commendable contrast 
with the supineness of other companies heretofore incor- 
porated by the act of the General Assembly with great powers 
and subsidies. The present Southern terminus of this com- 
pany is near Alexandria, and its Northwestern terminus will 
connect with the Texas Pacific railroad at some point not yet 
determined upon. The road, I am informed, has been graded 

- from Alexandria to Cotile, a distance of fifteen miles through 
the swamps. The open fields and higher grounds have now 
been reached, and the work will consequently progress more 
rapidly. No aid has been asked nor can any be given by the 
‘State to this company, and no combined effort has been made 
to secure aid from the parishes through which its route 
passes. One or two parishes have, however, subscribed 

_ liberally to the stock of the company. The completion of this 
_ line with a terminus below the falls of Alexandria would open 
- up deep water and railroad communication between New 
Orleans and the Texas Pacific Railroad all the year round, 
and would be of incalculable benefit to the city and State: I 

have great confidence in the early completion of this road. 


7 The present running terminus of the New Orleans, 

_ Mobile and Texas railroad is at Donaldsonville, but the road 

~ has been completed some ten miles further, nearly to Bayou 
Goula. If a road were completed from this point to connect 
with the New Orleans and Texas railroad at Alexandria, the 
problem of direct railroad connection. with Northern Texas 
would be measurably solved. If any company or combination 
of companies could be formed to complete railroad connec- — 
tion between New Orleans and the Texas Pacific, I feel sure 
that Congress, while it may not be disposed to grant any new 
money subsidies, would not turn a deaf ear to the properly 
presented request to transfer to such companies the grant of 
1,600,000 acres of public land, originally made for;the express 
purpose of building a railroad from New Orleans to the 
Texas Pacific. Much the greater part of the land thus granted 
lies between Donaldsonville and Shreveport. The value of 
these lands, as I have already said, will, in a few years, 
nearly or quite repay the cost of construction of the road.'*? 


These encouraging words of the Governor must have been 
welcomed by the officials of the New Orleans Pacific Railway 
Company. State support of the project, even though the Governor 
had specifically stated that no State aid would be granted, would 
help to enlist the financial support of individual citizens and of the 
towns and parishes along the route. Bayley now set about to 
erase from the statute books some:of the rubbish of legislation 


187 Louisiana House Journal, 1876, pp. 14- 15. ‘Governor W. P. Kellogg’s message to 
. the General Assembly, January 3, 1876 
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which had in past years been passed for the benefit of other 
proposed railroads to connect Louisiana with the Pacific.’** His 
efforts in this direction were largely unsuccessful, however. 


In an effort to arouse public interest in the new Pacific rail- 
road project, a great mass meeting was held in St. Patrick’s Hall, 
in New Orleans, on the evening of January 26, 1876. G. W. R. 
Bayley was one of the approximately 200 vice-presidents in charge > 
of arranging for and sponsoring this mass meeting.1®® At this 
meeting a series of resolutions were adopted, favoring the proposed 
railroad and petitioning the General Assembly to memorialize 
Congress in behalf of the project. These resolutions, dated New 
Orleans, January 29, 1876, were presented to the Legislature on 
January 31, 1876.) A bill was then before Congress for granting 
aid for the construction of the Texas Pacific Railroad, and the 
Louisiana branches thereof; and a joint resolution indorsing this — 
bill had been introduced in the Louisiana House on January 7, 
1876.1*! This action led to a fight by the proponents of the New 
Orleans Pacific Railroad to have that road substituted for the - 
Texas Pacific as the recipient of the land grant then under con- 
sideration in Congress; and on January 19, 1876, a joint resolu- 
tion to that effect was introduced in the House.!*? Both these 
measures were referred to the Committee on Railroads, and on 
February 1, 1876, this Committee reported unfavorably on the 
first and,favorably on the second resolution, by substitute.!*3 


After considerable parliamentary skirmishing, the first reso-_ 
lution was tabled on February 3, 1876, by a vote of 59 to 25, the 
second was also defeated, and the substitute approved.’®* And on 


February 7, 1876, the substitute was passed by the House in the 
following form: 


Joint resolution Mivastens the passage of the bill how 
before Congress to grant aid for the construction of the Texas 
Pacific Railway, and asking for the substitution in said bill 
of the New Orleans Pacific Railway, Baton Rouge and Vicks- 
burg Railroad, as the agency to build the New Orleans branch 
of said Pacific Railroad, and fixing the terminal points of 


said New Orleans and Pacific Railway ny at new 
Orleans and Shreveport.) | 


188 Ibid., pp. 105, 115, 128, 145, 357, 361, 368, 369. 

189 New Orleans Republican, January 27, 1876. 

19° Louisiana House Journal, 1876, pp. 115- 116, prints the resolutions of the New Orleans 
mass meeting in full. 

191 Tbid., pp. 29, 339. 
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Adeteeeis this measure passed the House by the decisive vote | 
of 59 to 19, the New Orleans Pacific Railway Company had not 
yet won a complete victory. The vested interests of the opposition 
railroads now had their day in the Senate, and the above resolution 
_. was defeated in that body. 


| Two other measures in aid of the construction of the New 
Orleans. Pacific Railroad were introduced in the House on Feb- 
_ ruary 10, 1876. One of these authorized the city of New Orleans, 
after a favorable popular vote on such action, to levy a special tax 
to pay for stock in the said railroad; and the second authorized 
and required similar action on the part of the municipal author- 
ities of incorporated cities and towns and the police juries of the 
parishes along the route of the proposed railroad.}** Both meas- 
_ ures were referred to the Committee on Railroads, which reported 
them favorably on February 16, with some amendments; and on 
- that same day both bills were passed by the House.’** They were | 
soon passed by the Senate, and on March 38, 1876, were both 
approved by the Governor, under the following titles: 


No. 20. An Act to authorize, with the consent of a popu- 
lar vote, a special tax on property in New Orleans to pay for 
stock in the New Orleans Pacific Railway Company, to 


provide for the submission of the question at a special elec- | | 


tion; to provide for the securing and collection of the tax, if 
voted ; to impose certain duties on the State officers of election 
and on the city officers, and to punish violation of this act; to 
authorize the issue of tax stock, and to provide a remedy by 
mandamus to enforce official duty under this act.!*® 


No. 21. An Act to authorize and require the police juries 

in certain parishes and the municipal authorities of incor- 
porated cities and towns, the city of New Orleans excepted, to 
submit ordinances to the popular vote of said parishes with 
reference to subscriptions to. the stock of the New Orleans 
Pacific Railway Company, and, in the event of a favorable 
vote, to require said police juries to subscribe to the stock of 

_ said company, to issue bonds therefor, and to levy a tax to 
meet the principal and interest of said bonds, to provide 
penalties against a diversion of said tax, and remedies in 
favor of the holders of said bonds, and to declare the use to 
be made of moneys to be paid to said railroad; to provide a 
remedy by mandamus:and for damages, to force a compliance | 


_ with this act; to provide a preference for certain appeals; to 


impose special duties on State officers of election in said 


196 Tbid., pp. 169, 373. | 
197 Ibid., pp. 208-209, 373. 
198 Louisiana Acts, 1876, pp. 43-44, Act No. 20, approved March 3, 1876. 
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parishes, and on parochial officers, and to provide for the 
collection of the taxes provided in this act, and to repeal 
conflicting laws.'*® 


With this favorable legislation in preanest for itencial nid 
in the construction of the new Pacific railroad, G. W. R. Bayley. 


introduced in the House on February 15, 1876, “An act to confirm 


_the notarial charter of the New Orleans Pacific Railway Company, 


with amendments thereto, and to extend the term of existence of 


» said company, and to confer thereon certain powers and fran- 
_chises.” The measure met with no opposition in the House, which 


speedily passed it on the same day.”°° The Senate passed it without 


any delay, and the Governor approved it on February 19, 1876.79 


Thus the New Orleans Pacific Railway Company was now ina 
favored position for the construction of its proposed road. 


_ While these measures were under consideration in the House, 
a report reached that body to the effect that the New Orleans 
Pacific Railway Company had entered into a contract with the 


- lessees of the State Penitentiary for the construction of the road- — 


bed with convict labor. This report aroused some protest, as there 
was a feeling in some quarters that convicts could not legally be 


employed outside of the walls of the Penitentiary. On February 5, 


1876, Mr. introduced the following resolution in 
House: 


Resolved, That the Committee on Penitentiary inquire 
and report to this body the nature of a contract alleged to 
have been made and entered into between the lessees of the 
State Penitentiary and the New Orleans Pacific Railroad 
Company for the construction of a road bed by convict labor, | 
and whether under [sic] the employment of convicts outside | 
of the walls of the State Penitentiary has not by statutes been 
created a criminal offense, and whether the lessees of the 
Penitentiary have not forfeited their lease, with instructions 


and power to said committee to send for —— and papers, 
and to administer oaths. 202 ) 


The Resolution was ordered to lie over under the rules of the 


| apes on February 7, 1876, Mr. Murrel called up the Resolu- 
tion 


it was adopted by the House.2°* Murrel was a reformer, 
as indicated by some of the other measures which he introduced ; 


199 Ibid., pp. 45-47, Act No. 21, approved March 3, 1876. 

200 Louisiana House Journal, 1876, pp. 202, 376. . 

2°01 Louisiana Acts, 1876, pp. 28-34, Act No. 14, approved February 19, 1876. 
202 Louisiana House Journal, 1876, p. 138. 

203 Tbid., p. 144. 
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but in this instance the majority of the House agreed with him. 
However, the Journal does not reveal that any further action was 
- taken on his Resolution during the remainder of this session. 


G. W. R. Bayley had succeeded in having enacted into law 
several measures that would materially aid in the construction of 
the New Orleans Pacific Railway. But it would take a considerable 
amount of time to realize on the authorized financial support of 
_the railroad from taxation which might be voted in its behalf by 
the city of New Orleans and by the parishes and incorporated 
cities and towns along its route. Bayley was not destined to be 
spared to see the final outcome of his plans for the railroad. The 
realization of his dreams for this last railroad enterprise in which 


he figured prominently came after he had passed from the _—— 
of action. 


From available source materials it is impossible to locate the 
residence of G. W. R. Bayley during a part of the earlier period of 
his operations in Louisiana. When he first appears in Louisiana, 
his home was on Nyades Street, between Polymene and Euterpe, 
in New Orleans ;2% and he still resided at:this address in 1850.2 
The Louisiana State capital was transferred from New Orleans to 
Baton Rouge late in 1849, but some of the State officers apparently 

ontinued to maintain offices in New Orleans. No records are 
salable to establish the fact that Bayley made his home in 
Baton Rouge during the 1850’s, although he is not listed as a resi- 
dent of New Orleans after 1850.7 It is possible that he may have 
_ removed his family to some point near the scene of his engineering 

activities during those years. However, during the entire period 
he is listed as having an office in New Orleans, as Assistant State 
Engineer, and also after 1859 as: Engineer for the New Orleans, 
Opelousas and Great Western Railroad.?” 


When the first New Orleans Directory following the Civil 
War was published in 1866, G. W. R. Bayley is listed as City 
Surveyor of New Orleans, with residence at 458 Baronne Street. 
It is impossible to determine how long he had been living at that 
address, since no New Orleans Directories were published between 
1861 and 1866.2? After he became Chief Engineer and General 


204 Cohen’s New Orleans & Lafayette Directory, 1849, p..14. 
205 Tbhid., 1850, p. 6. 
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of the New Orleans, Opelousas and Great Western | 
Railroad, in April 1866, Bayley removed to Algiers, and took up 
his residence at the corner of Delaronde and Lavergne streets, 


where he continued to live until he severed his connection with that — 
railroad in 1869.?!° 


Although the sheriff’s sale of the Sew Ovleana. Opelousas and 
Great Western Railroad did not take place until May 25, 1869, the 
proceedings leading up to this event had been in progress for some 
time prior to that date. Probably in anticipation of the loss of his » 
position with the railroad, Bayley purchased a home in New | 
Orleans on March 3, 1869. This property consisted of five lots of 
ground in the square bounded by Constance, Laurel, Washington 
and Fourth streets, and the residence thereon carried the number 
476 Constance Street.?!! This continued to be the family residence 


until after Bayley’s death ;*!* and his funeral took place there on 
December 15, 1876.7}% 


Bayley’s home at 476 Constance Street is Rieeertbed as a 
“double one-story and attic elevated frame building, built upon a 
brick basement.” The house was situated on two lots with a front- 
age of 69 feet on Constance Street and a depth of 130 feet. These 
two lots and the house thereon were purchased for $7650. Three 
other lots were also purchased as a part of the property: (1) a lot 
30 by 130 feet, facing Constance Street, for $1200; (2) another 
lot of the same dimensions, forming the corner of Constance and 
Fourth streets, for $1300; and (3) a lot 30 by 129 feet, fronting 
on Fourth Street, for $975. The total cost of the entire property - 
was $11,125, of which Bayley paid $5625 in cash and gave a. 
promissory note for $5500 to cover the balance. The note carried 
a mortgage clause, with interest at 8%, and was due one year after 
February 20, 1869. The act of sale was registered on March .8, 
1869; and the mortgage was canceled on May 29, 1872. The prop- 
erty was purchased from “Mary Jane Glenfield, widow of the 
late Walter J. Tallant, deceased, now the wife separate in prop- | 
erty, of James W. Seymour,” of New Orleans.?!* | 


310 Ibid., 1867, p. 54; Graham’s Crescent City Directory, 1867, 484; Gardner’s New 
Orleans Directory, 1868, p. 76 of Appendix on Algiers and McDonog ville; ‘ibid., 1869, con- 
tains no Appendix on Algiers and hence does not list G. W. R. Bayley. 3 

211 Conveyance Records, Book 94, Folio 546; Notarial Records, Notarial Act No. 16, 
Book 22, William Shannon, Notary ; G. W. R. Bayley Succession Records, Second District 
Court, No. 39,139, also contain papers bearing on this transaction. All are in Civil Courts — 
Building, Royal Street, New Orleans. 

212 Edwards’ Annual Directory, City of New Orleans, 1870, 62; ibid., 1871, p. 54; 


ibid., 1872, PI 53; ibid., 1873, p. 54; Soards’ New Orleans City ‘Directory, "1874, p. 134; 
ibid., 1875, p. 126; ibid., "1876, p. 126. 


3 Daily Picayune, ‘December 15, 1876. 
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On September 30, 1870, Bayley also Hurchased twenty lots 
in the Sixth District of New Orleans (‘late Greenville, Parish | 
of Jefferson’) from Mrs. Victoria Burke.2!> The purchase price 
of these lots has not been ascertained. In addition to his prop- 
erties in New Orleans he also owned a total of 7484.73 acres of 
land, apparently swamp lands, in the parishes of Iberville, St. 
Landry, Calcasieu and Rapides, which he had purchased between 
1858 and 1861, apparently for speculative purposes. In Iberville 
he owned one tract of 522.38 and another of 488.98 acres, both 
_ purchased on March 9, 1858; and two other tracts of 220.27 and 
380.92 acres, respectively, both purchased on July 27, 1860; mak- 
ing a total of 1612.55 in that parish. In St. Landry he owned ten 
tracts, totaling 1055.43, all purchased on: May 16, 1861. His hold- 
ings in Calcasieu and Rapides parishes appear to have consisted 
of a single tract of 4816.75 acres, purchased on March 21, 1860.?'¢ 
The prices paid for these rural properties is unknown. 


It was the custom in those days for residents of New Or- 
- leans who could afford it, to have summer homes in a more health- 
ful location. On September 25, 1871, G. W. R. Bayley purchased 

the “Mont Alto” farm near Rome, Floyd County, Georgia. It 
contained about 480 acres, and apparently was used as a summer 
home for the family during the latter years of Bayley’s life.?!7 
_ The price paid for this farm has not been ascertained. 


G. W. R. Bayley died of a heart attack on December 14, 1876, 
and was buried on the following day.2’* The undertaker for the 
burial was T. W. Bothick, whose total bill was $149.50, a sum 


sufficient to cover a very respectams funeral service in those 


Bayley had made his last will and testament on March 31, 
1873, apparently without revealing its entire contents to all the 
- members of his immediate family. Three days after his funeral, 

Dr. Robert A. Bayley, a son, petitioned Judge A. L. Tissot, of 
the Second District Court of New Orleans, to open -his father’s 
- gafety deposit box in the Canal Bank, to search for the will, 
~ according to the terms of which, he averred, he thought he was 
- named testamentary executor. This petition was filed on Decem- 


215G. W. R. Bayley Succession Records, Second District Court, No. 39,139, Inventory : 
made of his property after his death. | 


216 Tbid. 
217 Tbid. 
218 Daily Picayune, Desuubee 15, 1876; New ‘Griedea Republican, December 16, 1876. 


219G,. W. R. Bayley Succession Records, Second District Court, No. 39,139, contain — 


the bill for funeral expenses. 
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ber 18, was approved by the Court on December 19, 1876, and 
the safety deposit box was opened and the will found. But the 
son had been mistaken; his mother was named in the will as 
testamentary executor. The will was very brief, merely constitut- 
ing the wife, Harriet Sarah Ann Lawes, as testamentary executor — 
and directing that the estate should be divided among the wife 
and children according to law. On December 21, 1876, the Court 


approved the widow as testamentary executrix, and she qualified 
as such that same day.??° 


| G. W. R. Bayley left five ibaa (1) Robert A., who had 
graduated from the Charity Hospital Medical College and was 
a practicing physician in New Orleans; (2) Ida P., who had 
married D. W. Bowman and was apparently not a resident of 
New Orleans at the time of her father’s death; (3) Henry P., 
who was a Pullman conductor at the time of his father’s death 
but died before the estate was finally settled ; and (4) Nellie E. 
and (5) Harriet L., both of whom were minors at the time of 


the father’s death, and apparently had not reached the age of 
majority when the estate was finally settled.?*! | 


In conformity to Louisiana law regarding successions, ap- 
praisers were appointed by the Court to make an inventory of the 
estate. The property in New Orleans was appraised as follows: 


The home property, consisting of five lots and a two-story | 
house, of twelve rooms, seven of which are designated as bed- 
rooms, was valued at $8,000; and the twenty lots in the Sixth 
District of New Orleans (late Greenville, Parish of Jefferson) © 
were valued at $700. The value of the furniture in the home was 
_placed at $709; and the value of Bayley’s interest in the profits 
accruing from the Captain Eads Jetty Company was estimated 

‘at only $500 by the appraisers. The lands in the parishes of 
_ Iberville, St. Landry, Calcasieu and Rapides, and the farm in 
- Georgia ma inventory, but no valuation was placed 

upon thes perties by the appraisers. In addition there was 

-.In cash in the Canal Bank the sum of $2327.94, and a claim for 


salary due from the Louisiana Levee Company in the sum of 
$333.40.222 


220 Will Book, No. 18, pp. 457-459, Civil Courts Building, Royal Street, New Orleans, 


for the Will; G. WwW. R. Bayley Succession Records, Second District Court, No. 39, 139, for 
proceedings in probate of the Will. 


221 Information from papers filed in Succession Records of G. W. R. Bayley, and other 
sources listed in preceding footnotes. 


222 G. W. R. Bayley Succession Records, Second District Cont, No. 39,139. 
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| ‘The settlement of the estate proceeded slowly. The death of 
one of the sons, Henry P. Bayley, before final settlement may 
have been one cause of delay, as he left two minor heirs, Nar- 
cissa P. and William J. Bayley. In preparation for the final 
settlement, Isaac N. Marks was; on May 6, 1879, appointed by 
the Court as under tutor for Nellie E. and Harriet L. Bayley, 
the two minor daughters of G. W. R. Bayley. Then, upon appli- 
cation of John ‘Quincy Adams Fellows, attorney for Widow 
Bayley, judgment was rendered by the Second District Court on 
May 23, 1879, homologating the final account of the testamentary 


-executrix; and on October 28, 1879, Widow Bayley was finally 
discharged of the trust and liability. 223 


Sometime during the period when the succession was under 
settlement, the Eads Jetty Company made a cash payment of 
$5000 in full settlement of G. W. R. Bayley’s interest in the net 
profits of that Company; and the $333.40 due from the Louisiana 

Levee Company was collected. This added a sum of $4500 to the 
_ value of the-estate, since the appraisers had estimated Bayley’s 


interest in the Jetty Company at only $500. ‘The figures accepted 
by the Court were as follows :*?4 


Real estate: | 
Property corner Fourth: and | 
stance streets $8,000.00 
in Sixth District. 700.00 
$ 8,700.00 
Personal estate: | 
_.....-$2,327.94 
Salary from La. Levee Co............... 333.40 
_ Cash from Capt. Eads’ Jetty Co..... 5,000.00 
8,370.34 
$15,112.88 


223 Ibid. 
224 Tbid. 
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There is no mention in the Succession Records of the final 
disposition of the real estate in the outlying Louisiana parishes, 
nor of the farm in Georgia. These matters may have been settled 
in courts outside of New Orleans. The Louisiana lands were 
doubtless swamp lands, purchased for speculative purposes; and 
during the last years of the Reconstruction era, and for some 
years thereafter, such lands were practically unsalable. If the 
heirs of G. W. R. Bayley ever received any money from this source, 
the evidence of it is missing from the Succession Records in 
New Orleans. The farm in Georgia may also have been a “white 
elephant” at this time; no mention of its sale is found in the 
Succession Records.22> 


G. W. R. Bayley had his life insured with the Knickerbocker 
Life Insurance Company of New York. The original policy is in 
the file of papers bearing upon his succession.??° But this policy 
is not listed among the assets of his estate. He may have realized 
upon it prior to his death; or his widow may have been named 
as the beneficiary, in which case it would not enter into the assets" 
of the estate of G. W. R. Bayley. If the latter be true, the presence © 


of the original policy in the Succession Records presents an inter- 
esting puzzle. 


G. W. R. Bayley must have died henntie in debt. The widow 
appears to have purchased the home property, buying the shares 
of the other heirs. But in the final distribution of the proceeds 
of the estate, the share of each of the five children amounted to 
only $641.28.227 This may, however, represent only the share of 
each in the cash available for distribution, other assets being 
represented by real estate. When the sale of a part of the real 
_ estate, probably the home property, to Widow Bayley was being 
considered, a family meeting was convened to deliberate on the 
_ matter. This was necessary, under Louisiana law, as the interests 
of four minors were involved—the two minor daughters of 
G. W. R. Bayley and the minor daughter and son of the deceased © 
son, Henry P. Bayley. George W. Bayley, the father of G. W. R. | 
Bayley, who must have been an octogenarian, presided over this 


family meeting held on May 19, 1879; and the sale of the real | 


estate in question was approved by the group.?* Unless a part 
of the share of each heir was represented by real estate that was 


225 Tbid. 
226 Tbid. 
227 Ibid. 
#28 Ibid. 
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_ divided, it is difficult to account for the small cash payment 


received by each of the children in the final settlement of the 
succession. 


There can be no sonia of G. W. R. Bayer S eminence as a 
civil engineer. During his known residence of approximately 
_ twenty-seven years in Louisiana, he had held the following im- 
portant and responsible positions: (1) Assistant State Engineer, 
1849-1861; (2) Engineer and Land Agent for the New Orleans, 
Opelousas and Great Western Railroad, 1852-1862; (3) City 
Surveyor of New Orleans, 1864-1866; (4) Chief Engineer and 
_ General Superintendent of the New Orleans, Opelousas and Great 
Western Railroad, 1866-1869; (5) Division Engineer of the New 
Orleans, Mobile and Chattanooga Railroad, 1871; (6) Chief 


Engineer and General Superintendent of the New Orleans, Mobile © 


_ and Texas Railroad, 1871-1873; (7) Chief Engineer of the Loui- 
giana. Levee Company, 1874-1876; (8) member of the Levee Com- 
mission of Engineers, 1874-1876; (9) Resident Engineer of the 

Eads Jetty Company, 1875-1876; (10) member of the Louisiana 

State Board of Health, 1874-1876; (11) member of the Board 

of Directors of the New Orleans, Opelousas and Great Western 

Railroad Company, 1864-1865; (12) member of the Board of 

‘Directors and one of the leaders in the organization of the New 

Orleans Pacific Railway Company, 1875-1876; (13) member of 

the Louisiana Legislature, 1875-1876; (14) Chairman of the Rail- 


road Committee of the New Orleans Chamber of Commerce, 1874- . 


1876; and (15) member of the Education Committee of the New 
Orleans Mechanics’ Society, 1867-1868. In all these positions he 
rendered valuable and faithful service. Few, if any, of his con- 
_temporaries could produce a record of so much accomplishment, 
even during a much longer lifetime. And the accomplishments 
of G. W. R. Bayley seem more impressive when it is remembered 
that he died prematurely at the age of fifty-five; and that all 


his activities in Louisiana were crowded into a period of only 


a little over a quarter of a century. Had he been spared to live 
- out the span of years commonly allotted to man, his great ability 
and wide and varied experience in his profession should have 
enabled him to be of still greater service in the rehabilitation of 
his adopted State during the decade or two immediately follow- 
ing the end of the Reconstruction era. 


G. W. R. Bayley won high praise in his profession during 
his lifetime, and some of his writings on controversial engineer- 
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ing subjects were cited with approval for many years after his. 
death. In 1868, M. M. Cohen, a leading New Orleans attorney, 
stated that “as an engineer and railroad superintendent, [Bayley] | 
had few equals and no superiors in this country.”**° In 1875, 
Captain James B. Eads lauded Bayley as “that ditinguished and 
able engineer. . . , whose skill and judgment are recognized and 
applauded all over this land.”?°° And in 1876, Hon. E. John Ellis, 
a Louisiana representative in Congress, in a report on Missis-. 
sippi River Levees, referred to Bayley as one who stood “in the 
front rank of civil engineers.’’?*! 


The obituary notices in the New Orleans press were highly | 
complimentary. The Daily Picayune published the following: 


THE DEATH OF G. W. R. BAYLEY 


Our community will be shocked this morning at the 
intelligence of the sudden death, from disease of the heart, of 
our distinguished fellow-citizen, G. W. R. Bayley, Esq. The © 
loss to his friends and the public cannot be easily measured by 
words. A man of great scientific attainments, and an old and 
trusted servant of the city and State, he had won an exalted 
reputation in his business which few have attained, and which 
he richly ‘deserved. In private life he had engaged the loving 
regards of many friends by the remarkable truthfulness, 
purity and honesty of his character. He was an earnest 
believer in the doctrines of Swedenborg; and as husband, 
father, friend and citizen, he was a model to all men. He has 
passed away leaving the rich legacy of an honorable name to 
his wife and children, and his loss will be regretted as a 
public calamity by the people of Louisiana.?*? | 


The New Orleans Republican, the political organ of the oppo- 
site political faction from that of which Bayley was an adherent, 
published the patois more factual but less laudatory notice: 


| A DEATH OF AN OLD CITIZEN pA | 
W. R. Bayley, Esq.,:a well known civil engineer of this 


city, ied on Thursday, at the age of fifty-five years. He was | 


a native of New York, but had resided here many years. He 


229 United States District Court, District of Louisiana, No. 700, in Bankruptcy: In the 
Matter of the New Orleans, Opelousas and Great Western Railroad Company, Against Whom 
a Petition in Bankruptcy Has Been Filed. Argument of M. Cohen, Attorney of the Com-— 
pany (1868), 55. A copy of this rare pamphlet is in the Sccaulos Collection, Louisiana Room, 
L.S.U. Library. 

230 New Orleans Renebiténn, May 12, 1875. 


House Reports, 44 Cong., 1 Sess., No. 494, §: Orleans Democrat, May 29, 


232 Daily Picayune, December 15, 1876. 
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was a member of the last legislature from the Fourth Dis- 
trict, had been for many years connected with various rail- 
roads in the State, had been a valuable member of the Board 
of Health in the days of its usefulness, and was at the time 


of his death resident engineer of Captain Eads’ jetty 
company.?** 


When the national House of Representatives was considering 


the bill to provide for the organization of the Mississippi River | 


Improvement Commission, in 1879, Hon. Randall L. Gibson, a 
Louisiana representative, quoted at length from the writings of 
Bayley on the effect of levees and referred to him as “a dis- 
tinguished engineer, long a resident of Louisiana and a close and 
accurate observer.’’?*+ Again, in 1883, Hon. E. John Ellis, of 
Louisiana, in submitting to the House of Représentatives the 
minority report of. the Select Committee on the Improvement of 
the Mississippi River, referring to the work of Bayley, said: 


“Mr. Bailey [sic] was an engineer of note and entire respon- 
sibility.’’?%° 


Appioxinentiie half of G. W. R. Bayley’ s life had passed 
before we have definite information of his presence in Louisiana; 
and, as previously stated, no information of consequence on this 
early period of his career has been found. His father was 


George W. Bayley, who spent at least a part of his last years in 


New Orleans, residing in the home of his son.**° The mother’s 
name has not been found. : 


The information on G: W. R. Bayley’s private life is very 
scanty. The names of his wife and children have already been 


given. But it is not known when or where he was married. This 


may have occurred prior to his arrival in Louisiana, or after- 
wards; the ages of his children at the time of his death lead this 


writer to the opinion that he was married in Louisiana. All that 


is known of these matters has already been related. 


233 New Orleans Republican, December 16, 1876. 


234 Improvement of the Mississippi River: Speech of Hon. Randall L. Gibson, of Loui- 
siana, in the House of Representatives, February 5, 1879 (Washington, 1879, 22 pp.), - 
Improvement of the Mississippi: Remarks of Hon. Randall L. Gibson, of Louisiana, in the 
House of Representatives (Washington, 1879, 21 pp. ), 14-15. These two pamphlets duplicate 
a great deal of material. Copies of both are in the Pamphlet Collection, Louisiana Room, 

L.S.U. Library. 


235 House Reports, 47 Cong., 2 Sess., “No. 1985, a 2, “Improvement of the Mississippi 


River: Views of the Minority of the Committee” Bhs -2. A pamphlet copy of this report - 
ibr 


-is in the Pamphlet Collection, Louisiana Room, ary. 


236 Soards’ New Orleans City Directory, cae p. 134; ibid., 1875, p. 126; ibid., 1879, 
p. 114; ibid., 1880, p. 129. The entry on George W. Bayley for 1879 lists his occupation 
as “carpenter” ; but none of the other entries cited give any designation as to his occupation. 
See also G. W. R. Bayley Succession Records, Second District Court, No. 39,139, for the 
family meeting over which George-W. Bayley presided in 1879. 
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From a perusal of his career in Louisiana, this writer con- 
cludes that he was a gentleman of high principles, strict integrity, 
sturdy honesty, and unblemished character. Some insight into his 
personal beliefs and convictions is afforded by the statement, in 
one of the obituary notices, that “he was an earnest believer in the 
doctrines of Swedenborg.” Emanuel Swedenborg (1688-1772), 
an eminent Swedish scientist, philosopher and theologian; at- 
tempted to reconcile science with the Scriptures, and developed a 
system of ideas or doctrines which might be termed theosophy.?*? 
His doctrines were introduced into America in 1748, and the 
General Convention of the Church of the New Jerusalem, based 
upon his views, was founded in 1817.”** A congregation of Sweden- _ 
borgians was established in New Orleans by 1856,2%° or earlier; 
but it is not definitely known that G. W. R. Bayley was a resident 
of the city at that date. This congregation was still in existence in 
the 1870’s, though its location had- been changed.24° The doctrines 
of Swedenborg appealed to men of high intelligence and scientific 
bent, such as G. W. R. Bayley; although the New Orleans congre- 
gation was never large, it included many prominent citizens in its 
membership.”*! The doctrines of Swedenborg inculcated upright- 
ness of character and strict personal integrity; and all the evi- 
dence that has been found indicates that G. W. R. Bayley lived 
strictly in accordance with the teachings of that denomination. 


The preceding biographical sketch should afford ample evi- 
dence of the ability and competence of G. W. R. Bayley to write a 
“History of the Railroads of Louisiana.” The accuracy of his 
numerous quotations from the acts of the Legislature and various 
legal documents is proof that a vast amount of detailed and 
laborious research was necessary for the compilation of the 
work. The installments were published at the average rate of 
three per month, September being the only month in which none © 
appeared. Most of them appeared in the Sunday editions, which at 
that period carried more feature articles than the other daily 


387 Encyclopaedia Britannica, XVI, 313; XXI, 653-654, for biography of Swedenborg 
and explanation of the doctrines formulated by him. | 
238 Dictionary of American History, V, 213, for brief sketch of this religious organiza- 
tion in the United States. : 
2389 Kerr’s General Advertiser and Crescent City Directory, 1856, p. 15, locates the 
Swedenborgian Church of New Jerusalem on Prytania, between Erato and alia streets, 


with L. E. Reynolds as presiding officer. The organization seems never to have employed what 
might be termed ministers or preachers. | 


TF 240 Pdwards’ Annual Directory, City of New Orleans, 1871, p. 786; ibid., 1872, p. 621; 
ibid., 1873, p. 498; Soards’ New Orleans City Directory, 1874, p. 934; ibid., 1875, p. 849; 


-- 1876, p. 837, all located the Swedenborgian Church of New Jerusalem on Melpomene, 
at the corner of Camp Street. : 


341 Edwards’ Annual Directory, City of New Orleans, 1872, p. 621, lists Glendy Burke, 
a prominent New Orleans banker, as reader for the congregation. 
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issues; 18 of the 26 appeared on Sundays. The installments vary 
in length from two to four and one-half columns in the newspaper, 

the total running to about seventy-five columns, or an average of 

about three columns per installment. The first appeared on March 
10 and the last on December 17, 1873. 


- This writing was done while Bayley was apparently without 
any other employment, between the time when he severed his 
connection with the New Orleans, Mobile and Texas Railroad and 
the time when he was employed as engineer for the Louisiana 
Levee Company. During the same time that Bayley was con- 
 tributing his “History of the Railroads of Louisiana,” he found 
time to contribute several other long communications to the editor 
of the Picayune, on railroad matters and other timely topics of — 
_ the day.?42 He must have been a tireless worker to have found the 
time to accomplish all this work within a period of nine months. 


‘This serial history must have attracted a great deal of atten- 
tion and interest at\ the time of its publication. Newspapers are 
not in the habit of printing such extensive contributions, unless 
they are welcomed by readers and have a tendency to increase the 
subscription list. Railroads were a timely topic in New Orleans 
and Louisiana in 1873, and public interest could be aroused in any 
sort of railroad project which promised to broaden the trade 
territory of New Orleans, particularly in the direction of Texas 
and the Great West. 


There were those who acaba to see this serial “History of 
the Railroads of Louisiana” reprinted in pamphlet form, shortly 
after the death of the author. Ina full-column letter to the editor, 
entitled “Railroad Policy,” a correspondent who signed himself 
“B. J. S.”, recommended, among other. suggestions for promoting 
railroad construction in Louisiana, that “I would gather Bayley’s 
- papers on the history of the railroads of Louisiana, and publish 
them in pamphlet form.”*** This recommendation, which went 
unheeded at the time it was made, is being carried out by the 
Editor of the Quarterly, after a lapse of seventy years. 


The Picayune published the serial history without any edito- 

rial comment. No mention of the work is found in the editorial 

_ columns of that paper before, after, or curiae the progress of its 
publication. | 


242 Dail Picayune, 1873, passim, contains several c nunicati ns over the signature 
of G. W. R. Bayley. 


343 Thid., May 29, 1877. 
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The only editorial emendations that have been made in tran- 
scribing Bayley’s work are corrections of some obvious typo- 
graphical errors made by the printers. Otherwise, the “History of 
the Railroads of Louisiana” is republished below exactly as it 
appears in the pages of the Daily Picayune. 


HISTORY OF THE RAILROADS 
OF LOUISIANA 
By G. W. R. BAYLEY, C. E. 


New Orleans, March, 1873. 


Considering that a history of the railroads of Louisiana, from 
their commencement in 1830 to the present time, would be inter- 
esting, and that its publication might serve a useful purpose, and 
possibly influence future legislation in relation to railroads, I 
have taken some trouble to procure the necessary information 
and respectfully submit the same to the public through the 
medium of your paper. 


We need a general law in velatiod to railroads, which: will 
tend to expedite and secure their construction, particularly as 
respects main trunk lines, without unnecessary waste of our 
resources, and with as little special legislation as possible. But 
little wisdom or discretion has been manifested heretofore in 
regard to the construction of railroads in this State, and the man- 
ner and extent of granting aid to them. Very large amounts 
have been appropriated to aid in the construction of railroads 
within the State, especially since the war, and the State debt has 


thereby been very largely increased, with no corresponding good. 
results. 


We need railroads—the commerce, growth and prosperity of 


our city and State require them; but it must be evident to the 


most casual observer that millions have been squandered to little 
purpose, so far. It is impossible for this state of things to con- 
tinue; it must cease, or the State and city will become bankrupt, 


.and our power to aid and foster the construction of railroads will . 
be lost; we will be left, as now, without an adequate system of | 


railway communication with the country which should be tribu- 
tary to New Orleans. 
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If the policy of granting aid to railroads by the State, city, 
towns and parishes is to be continued, then it should be done 
under proper and sufficient guarantees, and in accordance with 
general laws. We should oppose special grants, particularly such 


as are sought to be obtained by the use of corrupt means. We 


should reconsider what we have done and are doing, endeavor to 
learn wisdom from our past unfortunate experience, and inaugu- 
rate a new system. 7 


I propose to give an outline of the history of each railroad 
commenced in Louisiana, the salient points of each one, and to 


< consider them in the order of their commencement as to time, 


with such comments: as seem to be requisite. Louisiana began 
among the very first of the States to build railroads; she is now, 
it must be admitted, among the very last as regards their extent. 
- Europe and the United States are covered with a network of 
railways; we can hardly claim any completed roads of importance. 


From the annual report of the Railroad Commissioners of 
New York for 1855, we quote the following: “The first railway 
opened for public traffic and the carriage of passengers was the 
Stockton and Darlington in 1825. The celebrated trial of locomo- 
tives on the Liverpool and Manchester Railroad, in 1829, deter- 
mined the successful application of the locomotive engine to 
railway transport. The Quincy Railroad, built in 1827, was the 
first constructed in the United States. The Maunch Chunk, nine 
miles long, was built in 1827.. The first passenger railroad was 
the Baltimore and Ohio, which was opened with horse power, for 
fifteen miles, in 1830. The Mohawk and Hudson Railroad was 
: opened for public travel, with horse power, in the summer of 
1831. The South Carolina, commenced in 1830, was opened for 

public travel in 1832, for a distance of 62 miles. Locomotives 
- were first used in this country in 1831, on the Mohawk and 
Hudson Railroad, and the next year upon the Baltimore and Ohio, 
and on the South Carolina Railroad. The first engines were 
built by the West Point Foundry, and — about 4 tons, and 
ran twenty miles per hour.” | 


PONCHARTRAIN RAILROAD 


The act to incorporate the Ponchartrain Railroad Company 
-was approved on the 26th of January, 1830. The building of this 


railroad, from the Mississippi River, in and through the contin- 
uation of Elysian Fields street, to and into Lake Ponchartrain, . 
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about five miles, was commenced early in 1830, and opened to the 
Lake for public travel, with horse power, on the 23d of April, 
1831. The use of locomotives was commenced on this road in 
September, 1832. | | 


It will thus be seen that our old Ponchartrain railroad was _ 
commenced and opened among the very first in the United States. 
According to the statements of the New York Commissioners, it 
can be claimed to be the second in the list. : 


The act of January 26, 1830, to incorporate the Pontchartrain 
Railroad Company, granted perpetual succession to said corpora- 
tion, fixed their capital stock at $150,000, with power to increase 
same to $250,000, shares $100; gave power to borrow money by 
pledge of stock or other security. Provided, that a board of seven 
directors, each to own twenty shares of stock, should manage the 
affairs of the company, and fixed the company’s domicile at 
New Orleans; gave the company “exclusive right and privilege of 
constructing and using a railroad leading to and from the city of 
New Orleans, its fauxburghs, and the incorporated limits thereof, 
to and from Lake Pontchartrain,” for twenty-five years, after- 
wards extended to thirty-five years—from the passage of the 
act. By act approved March 19th, 1835, this company was 
authorized to increase its capital stock to $500,000. By act ap- 
proved April 2d, 1835, they were authorized to build branches to 
*- Lake Borgne, the Rigolets, Chef Menteur, or Bayou Bienvenu, 
and to increase their capital stock for this purpose. By act 
approved March 12th, 1836, they were empowered to increase 
their capital stock .to $1,000,000, and to “enjoy all the privileges — 
usually accorded to banks to issue notes, loan, negotiate, take 
mortgages and pledges, to discount,” etc., on certain conditions, 
to-wit: To expend $35,000 annually on the Chef Menteur or Lake 
Borgne branch, and to complete the same within ten years; to 
subscribe for 200 shares of the Barataria and Lafourche Canal 
Company’s stock; to donate $5000 for a road from Mandeville 
to Pearl River, $10,000 for certain roads and bridges in St. Tam- 
many and Washington parishes, $5000 for improving the naviga- 
tion of Bayous Des Glaizes and Rouge, in Avoyelles parish and 
$5000 to the Male Orphan Asylum. If the conditions were com- 
plied with, the banking privileges granted were to continue in 
force for the term of thirty years from the passage of the act. } 
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seem that in those “good old days,” the system of 
black mailing was very different from what it now is. Then it was 


TS done for the benefit of public works and charities; but as the 


company did not build branches nor do a banking business, it is 
to be presumed that the required donations were never made. 


_ By an act approved January 8, 1838, the Pontchartrain com- 
pany was authorized ‘to mortgage their road, to build a new 
track, and to improve their harbor. 


By an act, approved April 28th, 1853, the 'Pontehiaetionin com- 
pany was authorized to construct a railroad from New Orleans to 
Mobile—to increase their capital stock to two millions of dollars— 
to borrow two and a half millions on a mortgage of their property, 
on condition that they should complete the road within the limits 
of this State within three years. It was expressly stipulated that 
no exclusive privilege was granted. By an act, No. 110, approved 
March 15th, 1854, the city of New Orleans was authorized to 
subscribe $1,500,000 to the stock of the Ponchartrain Company, 
_to enable said company to construct a railroad from New Orleans 
to Mobile, payable in six per cent bonds, provided that the depot 
should be located above Canal street, and that the voters of the 
city should, at an election to be held for that purpose, decide in 
favor of said subscription. This subscription having been ap- 
proved by the voters of New Orleans, was made, and in May, 
1854, the city issued to the Pontchartrain Company $500,000 
in city bonds in part payment of her subscription. Surveys were 
made for the location of this road to Mobile, to some extent, but 
the project fell through. No work was done, and in January, 1858, 
the city authorities succeeded in procuring the return of $329,000 
of the bonds issued to said company, leaving $171,000 outstanding, © 
for which no equivalent was received. In January, 1862, the city _ 
redeemed and paid $38,000 of these bonds, leaving $133,000, 
which now constitutes a portion of the city debt. 


By act No. 140, approved October 6, 1868, the Pontchartrain 
Company was authorized to increase its capital stock from 
$500,000 to $750,000, and the construction and extension of their 
road from the head of Elysian Fields street, along the levee front 
of the city, to the head of Girod street—which had been done 
previously, in the same year—was approved, the right of way 
granted, and the use of “steam power of locomotion along the 
said route,” authorized to Girod street, etc. 
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By an act No. 10, approved February 24, 1872, the State 
authorized the Pontchartrain Company “to sell to Charles Morgan | 
all that portion of said railroad with its main and side tracks, its 
rails, turnouts, depots, appurtenances and franchises thereunto 
appertaining, . . . from its former terminus at the intersection of 
Elysian Fields andilietec streets, ... to the upper side of Girod 
street, . . . reserving only the rolling stock . . . for the sum of. 
$250,000.”’ Charles Morgan was authorized to “maintain, manage 
and use the levee portion of the Pontchartrain Railroad so pur- 
chased, with steam power of locomotion along the said route,”’ 


‘in connection with his Louisiana and Texas Railroad and river 


ferry for the transfer of cars, and to “maintain continuous and 
unbroken transportation. . . to and from said Morgan’s Louisiana | 
and Texas Railroad, over the portion of said Pontchartrain Rail- 
road so purchased by said Morgan, to the passenger and freight 
depots at the head of Girod and Lafayette streets,” etc., etc. 


In 1870 Mr. Morgan was the owner of about two-thirds of the 
entire stock, $750,000, of the Pontchartrain Railroad Company. 


- The New Orleans, Mobile and Texas Railroad was opened from 


New Orleans to Mobile in November, 1870. From this time for- 
ward, until December, 1871, a strong competition existed between 
the new railroad to Mobile, and the line composed of the Pontchar- 
train Railroad and Mr. Morgan’s steamers to the Gulf coast 
watering places and Mobile. Passengers and freight were trans-. 
ported at very low rates; cotton for fifteen cents per bale, flour > 
for six cents per bbl., etc. The public was benefited by the 
opposition, and great numbers visited the coast watering places. 
The old Ponchartrain Railroad was worked to its utmost capacity ; 
its business was vastly increased. In December, 1871, the 
end came; a compromise was agreed upon. The N. O., M. and T. 
R. R. Company, after suffering heavy losses, purchased two of 
Mr. Morgan’s steamers, besides other property, and the old Pont- 
chartrain Railroad from the head of Girod street to the lake, | 
including all of its rolling stock and property. 


The “terms of the sale of the Pontchartrain Railroad, as 
arranged by Charles Morgan, and approved by the Pontchartrain 
stockholders on the 16th of April, 1872, and subsequently carried 
out, were as follows, to-wit: “That such of the stockholders in 
the Pontchartrain Railroad Company as might wish to avail 
themselves of the privilege, should have the right of effecting an 
exchange of the shares of stock respectively held by them in the 
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Pontchartrain Railroad Company, by transferring the said shares | 

_ so held by them to the New Orleans, Mobile and Texas Railroad 
' Company, on the following terms, to wit: That the said share- 
holders in the Pontchartrain Railroad Company should receive in © 
exchange for the shares in the Pontchartrain Railroad Company, 
‘so to be transferred to them.” 


“1. A transfer from the N. O., M. and T. R.R. Co., of an 
equal number of shares fully paid up in the capital stock of the 
said N. O., M. and T. R.R. Co. 


“2. Income bonds bearing 8 per. cent interest, payable semi- — 
annually, for amounts equal to the par value;»of the stock in the 
Pontchartrain Railroad Company, so to be transferred as afore- 
said. 


ug An amount of first and second mortgage bonds, secured 
_ by mortgage on that portion of the New Orleans, Mobile and 
Texas Railroad lying west of the Mississippi river, equal to the par 
value of the shares of stock in the Pontchartrain Railroad Com- 
pany, so by them transferred, respectively, in the proportion of 
$714.66 24 of first mortgage bonds, and $285.33 14 of second 
mortgage bonds (the latter guaranteed by the State-of Louisiana = 
all bearing interest at 8 per cent per annum.’ 


As the total number of shares in the Pontchartrain Railroad 
Company was 7500, of $100 each, or $750,000, the amount to be 
paid for the property, according to this agreement, in stock, 
income and mortgage bonds, was $2,250,000. This, for a railroad 
only about six and a quarter miles in length, was, to say the least, 
certainly all that it was worth. 


Subsequently, Mr. Morgan, per » net No. 10, approved Feb- 
-ruary 24, 1872, bought back the Levee portion of the Pontchar- 
train Railroad, from the head of Elysian Fields to the upper side 
of Girod street, about one mile and a quarter in length without 
rolling stock, for the very liberal price of $250,000, leaving to the 
New Orleans, Mobile and Texas Railroad Company the remaining 
portion of the old road, from the head of Elysian Fields street to 
the lake, about five miles long. The Levee portion of what was 
the Pontchartrain Railroad is now a component part of Morgan’s 
Louisiana and Texas Railroad. | 


And so, as an old railroad man expressively phrased it at the 
time, the venerable old Pontchartrain Railroad, the pioneer of 
Louisiana, became a “Chattanooga switch,” or siding. 
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In January last the regular election of directors of the Pont- — 
chartrain Company was held, and the New Orleans, Mobile and 
- Texas Railroad Company owned nearly all the stock—all except 
a few shares not yet transferred—said company “elected a suffi- 
cient number of its own directors to constitute a large majority of 
the Pontchartrain board. The two boards of directors have there- 
fore, in effect, been merged into one, with their joint office in 
New York, to which place, it is said, the seal and books of the 
Pontchartrain Company have been removed. 


The Pontchartrain Railroad was constructed under the old — 
system of stock subscriptions; the company received, for the 
Pontchartrain Road proper, neither State nor city aid, but the 
attempt to construct a railroad to Mobile, caused a loss to the 
city of $171,000, in six per cent bonds. 


_ The business of this road, prior to the opening of the Mobile 
road, was sometimes sufficient for a small dividend on its stock, 
before its increase, but $750,000 of stock, for only six and a 
quarter miles of road, or $120,000 per mile, was too much for 
profitable working. The building of the Mobile Railroad, and the 
withdrawal of the steamers, has reduced its business very much. © 
It would be best for its owners convert it into a street railroad, 
as was done with the Carrollton® And run single cars at short 


intervals, with horse power, or with the latest improvements in 
steam dummies. | 


The stockholders were very fortunate in being able to dispose 
_ of their stock so advantageously, in consequence of the Vanderbilt 
policy of running a strong opposition, and selling out Bat. you 
have “driven your opponent to the wall. “ 


_ [End of installment No. 1: Daily Picayune, March 10, 1873. ] 


WEST FELICIANA RAILROAD 


The next in order of date is the West Feliciana Railroad 
Company, which was incorporated by act No. 55, approved March 
25, 1831, to construct a railroad from St. Francisville to the 
State line of Mississippi. Capital stock $150,000, with right to 
increase to $250,000. Road to run through town of Woodville. 


Exclusive right for forty years. To begin within two years and 
complete within five years. | 
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Act No. 1, approved January 9th, 1833; authorized the Gov- 
ernor to subscribe for one hundred shares, or $10,000, of the 
stock of this company,, but the State was only to pay one-half 
of this subscription after individuals had subscribed and paid 
in 500 shares, and the residue in installments as the stockholders 
pay. After paying one-half of said 100 shares, the Governor to 
appoint an additional director in said company. 


_ By an act approved March 22, 1833, the time to begin the | 
construction of this road was extended to April, 1834, and to com- 
plete it, to April, 1839. By act approved March 10, 1834, the 
- West Feliciana Railroad Company was authorized to do a bank- 
ing business in the State of Mississippi, as per authority con- 
ferred upon the company for that purpose, by the Legislature 
of that State, but this right was not to be exercised in the State 
of Louisiana. Time to begin work extended to April, 1835. By 
act 96, approved March 25, 1840, the time to complete this road 
was extended to March, 1845. It was finally completed, but the 
business of the road, it is presumed, was never such as to make 
- the money expended in its construction a profitable investment. 
The company borrowed money on bonds, and these and the 
stock passed into the hands of a few persons, who now own this 
_. road. Judge McGehee is said to be the principal owner at this 
_ time, and J. B. McGehee is the president of the company. This 
road is about twenty-seven miles long, and is still operated, on 
a limited scale, by its present owners. It was never sold. The | 


$10,000 State subscription for stock appears to be the only aid 
to it. | 


CLINTON AND PORT HUDSON RAILROAD » 


_ This is a local railroad of about 25 miles in length only, but 
there are numerous acts of the nay 8 regard to it. 


: The act to incorporate the company approved February 

- 7, 1833. Capital stock $100,000, with right to increase to $200,- 
000, and build a railroad from Port Hudson, on the Mississippi 
_ River, to Clinton, in East Feliciana parish. To have exclusive 
right for 25 years, and 25 years’ exemption from taxes. A sup- 
- plementary act was approved March 26, 1833, by which it was 
provided that the State Engineer was to prepare plans and esti- 
mates of cost for this road, and the Board of Public Works was 
- authorized to subscribe for 200 shares, or $20,000, of its stock. 
By act approved March 10, 1834, the capital stock was increased 
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to $500,000; the company was authorized to borrow money, issue 
bonds and notes of not less than five hundred dollars, and to do 
a banking business. By act, approved February 9th, 1835, the 
company was allowed two years, or until February, 1837, to 
- commence the work of construction. By act, approved February 
_ 15th, 1837, this company was authorized to extend their road 
eastward to a connection with the proposed New Orleans and | 
Nashville Railroad and to increase their capital stock to $1,000,- | 
000. By act 68, approved March 28, 1839, the State agreed to — 
loan this company $500,000, provided the company bound itself, 
by pledge of its stock and property, and by subrogating the State 
to all mortgages in favor of said company by its stockholders, 
being $750,000 in amount. The company to pay principal and 
interest of State bonds issued for the loan. If not paid, the rail- 
road to become the property of the State. Assent of stockholders 
to be evidenced by notarial act and by act of pledge and sub-_ 
rogation, to be examined and approved by Attorney General. 
Copies to be deposited with Secretary of State and State Treas- 
urer. State bonds to bear five per cent interest, redeemable in 
ten, twenty and thirty years, one-third in each period. If com- 
pany fail to pay either of said bonds, or the interest thereon, 
property to be seized and sold and proceeds deposited in State 
Treasury. Company allowed until Jan. 1, 1840, to complete road. 
from Port Hudson to Clinton. Legislature to appoint committees 


with “most ample and powers to the affairs 
of said company.” 


By act No. 92, approved March 8th, 1841, “To protect the 
credit of the State of Louisiana,” it was provided that whereas | 
$498,000 of State 5 per cent bonds had been issued; the road 
completed and equipped with machinery and fixtures; interest 
on State bonds due and unpaid by company; therefore the State 
Treasurer was required to pay the interest due and unpaid, and 
said Clinton and Port Hudson Road was declared forfeited to 
_the State, its revenues to be paid into the State treasury and 
Attorney General required to foreclose aeeumemm after March : 


10th, 1842. 


Act 159, eslodaved March 26, 1842, the State 
--urer, under direction of the Governor, to institute suits for for- 
feiture of charter, sale of property, etc. Act 83, approved March 
25, 1844, authorized and directed the State Treasurer to sell 
this road and all its property. It was sold for $45,500; but, as 


» 
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the State could not make a good title, the purchaser refused to 
comply with the terms of his purchase, therefore act 134, 
approved June 1, 1846, authorized the State Treasurer to sell 
again. It was sold again, and.a new company was organized under 
the general law of 1852, and specially by act 167, approved March 
18, 1858. Other acts, relative to the liquidation of the affairs of 
this company, were passed, but it seems that the State lost 
nearly if not quite all its stock, $20,000 in this road, and also 
the $498,000 in bonds loaned to the company, notwithstanding 


the apparent care taken to eseeaenss the interest of the State 
originally. 
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There was not, in the enterprise itself, sufficient merit to 
| justify State aid at all; no prospect of its ever paying interest 
on its cost; hence the certainty, sooner or later, of the sale of 


the road at auction, and a loss to the State as a result. The road 
is yet operated. 


THE NEW ORLEANS AND CARROLLTON RAILROAD | 
The act to incorporate the New Orleans and Carrollton Rail- 
road Company was approved February 9, 1833; capital stock, 
$300,000; charter, fifty years; act approved February 9, 1835, 
- gave power to borrow money on mortgage property. Act approved 
April 1, 1835, increased capital to $3,000,000; authorized build- 

ing of railroad up left bank of Mississippi.River to Bayou Sara; © 
conferred full banking privileges; authorized establishment of 
Offices of discount and deposit at Bayou Sara, Baton Rouge and 
other places; gave exclusive privilege for thirty years; exemption 
from taxes twenty-six years, etc. Road and property to revert 

to State in seventy-five years. 


The act of March 1, 1836, repealed certain sections relative 
to forfeiture of charter, and required the company to pay the | 
State $75,000 for the completion of the “Attakapas Canal through 

_ Lake Verret,” and $25,000 for “a railroad or causeway between 
the English Turn and some point opposite the city of New 
Orleans.” This seemed to be in consideration of the banking 
privileges conferred. This Carrollton Railroad Bank was also 
required to loan $40,000 to the Springfield and Liberty Railroad 
Company, and $10,000 to the Iberville Railroad Company; also to 

_ donate $500 annually to the Male Orphan Asylum of New Orleans; 
company to be exempt from taxes for thirty years. Act 168, 
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approved April 6, 1843, authorized use of locomotives from Poy- 
_ dras street to Carrollton, and horse power from Canal street to 
Poydras, on Baronne. 


Under an act approved March 25, 1840, " ae the 
Jefferson and Lake Ponchartrain Railway Company, who were 
to construct a railroad from Carrollton to some suitable point on > 
Lake Pontchartrain, the Carrollton Railroad Company, about ten 
- years afterwards, extended their road to Lake Pontchartrain. 
This road from Carrollton to the Lake was, ostensibly, built by 
another corporation, and operated independently, but the two 
roads connected with each other in a union depot at Carrollton. 
The Pontchartrain Company’s exclusive privilege—which expired 
in 1865 only—to build and operate a railroad from New Orleans 
to the Lake, prevented the Carrollton Company from building 
their road to the lake. The distance to the lake from Carrollton . 
was 53% miles, and their new road was opened in January, 1853. . 
It was operated until December, 1864, but, not proving profitable, 
it was then abandoned. The rails were taken up shortly after-— 
wards and sold for old iron, except some of the best of them, — 
which were used to repair the Carrollton track proper... 


| In 1834 the Carrollton company acquired the right to build 
a branch road through Jackson street to the river, about one malls, 
and this branch was built. 


In 1848, the company acquired the right to build branches 


through Louisiana and Napoleon avenues, to the river, about 


three-fourths of a mile each. 


In 1866, Gen. Beauregard and aseotiates leased the Carroll- 
ton Railroad and its branches, and city ordinance No. 45, ap- ~ 
proved May 10, 1868, authorized the construction of a double 
track through Baronne, Delord and St. Charles streets, from 
Canal to Toledano street, or the then upper limits of the city, on 
condition that cars should be run every five minutes from daylight 
until 10 P. M., and every half hour from that time till midnight, 
and that the use of steam power should be discontinued within 
eighteen months. In 1867, the lessees and stockholders of this 
road consolidated their interests and reorganized the company, 
with a capital stock of $800,000, in shares of $100, to be divided 
equally between the lessees and stockholders. Previously, or in 
1866, before the road was leased, the capital stock was $586,000, 
in shares of $75 each. This road is now operated as a double 
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track street railroad from Canal street to Carroliton, 534 miles, 
with a double track branch through Jackson street to the river, 
about one mile, and single track branches with sidings through 


Louisiana and Napoleon Avenues, about three-fourths of a mile 
each. 


Gen. Beauregard is the president of the new company. He 
has rebuilt and re-equipped the road, made very extensive im- 
provements, and reorganized everything. 


Steam was abandoned and horse cars. commenced running in 
1867 ; the road now is operated profitably. 


In 1866 the company’s stock was worth but $7.50, par being - 
$75. In 1871 it was worth $115 per share, par being $100, and 
it has been up to $120 per share. It is quoted now at about $115. 
In 1866 the daily earnings were from $300 to $350; the daily 
earnings now are about $700 on the average. In 1866, trains, 
with steam power, left Tivoli Circle every hour; now the cars 
run through every five minutes, and about every three minutes 
during the busiest portions of the day. Before 1865 the fare 
from Canal street to Tivoli Circle was 5 cents, and thence to 
Carrollton 25 cents. Now it is ten cents through—five from Canal 
street to Napoleon Avenue and five thence to Carrollton. Number 
of cars now in use fifty-nine. 3 


‘Gen. Beauregard i is NOW preparing to use exclusively, between 
Napoleon Avenue and Carrollton, Lamm’s ammonia engines, and 
expects to realize a large saving by so doing. He has given one 
of them a thorough trial, with perfectly satisfactory results. 


Under Gen. B.’s management, and as reorganized, the Car- 
~ rollton Railroad, from a financial failure, has been made a suc- 
cess. Its earnings will increase with the increase of the population 
in the upper portions of. the city and Carrollton. 


No State aid was ever granted to this company. Road in 
operation, including main line and branches, about eight miles, 
of which more-than six and a half is double track; about seven- 
teen miles of single track in all. 


ALEXANDRIA AND CHENEYVILLE RAILROAD 
Incorporated March 16, 1833. Capital stock $250,000. Charter 
perpetual. Exclusive privilege fifty years for railroad from any 


point on Bayou Boeuf, north of Cheneyville to Red River, in 
parish of Rapides. Domicile, Alexangria. 
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By act of March 26, 1833, the State subscribed for 200 shares 
of stock, or $20,000. An act approved April 2, 1835, it would 
seem, changed the name of this company to, and re-incorporated 
it as the “Red River Railroad Company.”’ Capital stock $300,000; 
may be increased to $500,000. To build railroad from Alexandria 
to Cheneyville and down the Boeuf. Exclusive privilege fifty 
years; thirty years exemption from taxes. By act approved 
March 12, 1838, the State engaged to loan this company $100,000. 
on a first mortgage of its road and all its property, etc. 


This road was constructed from Alexandria to Bayou Boeuf, 
about sixteen miles, and was subsequently sold at auction to a — 
Mr. Smith, who continued to operate it until some time during — 
the late war, when the rails were taken up and used to cover 
gunboats. Nothing but the old road-bed is now left. If the State 
paid for its stock, and issued its bonds for the loan granted, 
it must have suffered loss to that extent. This was a local road,- 


and the income from its business could not have been sufficient 
to pay the interest on its cost. 


THE NEW ORLEANS AND NASHVILLE RAILROAD 


Incorporated by act approved January 30th, 1835, to con- 
struct a railroad from New Orleans to Nashville, Tenn. Capital 
stock $6,000,000, with power to increase to $8,000,000. Exclusive — 
privilege for twenty years after completion to Mississippi State 
line. Proviso that rates of transportation shall be fixed so “as 
not to allow annual dividends of more than an average of fifteen 
per cent” upon the stock “from the time the same is paid in.” 
Exemption from taxes twenty years. By act approved March 13, 
1837, the State agreed to loan this company $500,000, on condi- 
tion that the company should execute to the State a first mortgage 
on its road, and all its property of every description, for the 
payment of the principal and interest, at 6 per cent thereon, which 
was to be paid by the company, and said bonds were only to be 


negotiated at par. The capital stock of the company was increased 
to $10,000,000. 


The construction of this road was commenced soon after the — 


organization of the company. In November, 1836, one mile of 
track had been completed, on piling, from about the intersection 
of Canal] and Robertson streets and extending out towards the 
Metairie Ridge. From December, 1836, until the end of March, 


“4 
a 


“History of the f Louisiana 1129 


1837, the work of track-laying continued, but then ceased for 
want of funds. March 12, 1838, an act was approved to authorize 
the State Treasurer, when in possession of the proceeds of the 
remaining $300,000 in State bonds, appropriated in favor of this 
road, to deliver said proceeds to said company at the rate of 
$10,000 per mile of road completed beyond the crossing of the 
New Canal. The State Treasurer only was to negotiate for the 
sale of the State bonds, at par, to the banks of the city of New 
Orleans, whose charters entitled the State to loans of money. The 
_ railroad company was required to pay the interest on the State 
bonds to the State Treasurer. The Governor was required to 
appoint commissioners to inspect and appraise the company’s 
property, and every possible precaution was taken to guard 
the State against loss, but the State, nevertheless, did suffer loss, 
and why? Because the time had not arrived and the necessary 
means could not be procured for the building of so great a road. 


‘In May, 1838, the work of construction was resumed and 
the track laying was continued until the end of July, 1839, or 
to a point on the lake shore of Pontchartrain, about five miles — 
from Bayou Labranche, when the company’s funds again gave 
out. The work of extending the road was, however, continued, 
with the labor of the company’s negroes until the end of 
March, 1841, when the track was laid three miles beyond Bayou 
_-Labranche, or 31 miles in all from New Orleans. 


: The work of building this railroad here ended. Subsequently 
the State seized and sold the road, its property and franchises 
and the slaves belonging to the company. 


Act No. 83, approved March 24th, 1844, directed and author- 
ized Ate State Treasurer to sell the property, engines, lands, 
slaves, privileges, etc., of the N. O. and N. R.R. Company in bulk, 
for not less than $25,000. 


An act approved March 8th, 1848, “Alex. Gor- 
don and Germain Musson and their associates, constituting the 
Mexican Gulf Railroad Company” to renew ahd extend their 
notes, due in that year, for $29,475, being balance due on pur- 


chase at sheriff’s sale of the Nashville ae Mexican Gulf rall- 
3 roads. 


Alex. Gordon, G. and associates purchased the prop- 
erty of the New Orleans and Nashville Company, and used all 
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the available materials they coyld obtain therefrom in. the con- 


struction of the Mexican Gulf Railroad from New Orleans, to 
Lake Borgne. 


There are still unpaid of the State bonds issued to aid the 
New Orleans and Nashville Company, 441 bonds of $441,000, 
redeemable in 1887, the time having been extended twenty years, 
under the provisions of act No. 114, approved March 26th, 1867. 
The Auditor’s estimate of expenditures for 1873 contains the 
item of $27,600 for interest on these bonds. 


THE MEXICAN GULF RAILROAD COMPANY , 


Incorporated March 9, 1837. Capital stock $1,000,000, with 
power to increase to $2,000,000. To build railroad from New 
Orleans to any suitable point on the Gulf of Mexico, with a branch © 
to Lake Borgne, at Proctor’s Shell Bank, which was to be first 
built. Sixty years exclusive privilege and exemption from taxes 

after completion of road. Road to be commenced within three 
and completed in ten years from passage of act. 


By act, approved March 12, 1838, the State sensed to loan 
this company $100,000 on a first mortgage of their road and 
property and the usual guarded conditions. 


Several miles of this road were completed between the years 
1839 and 1841, from the intersection of Elysian Fields and Good 
Children streets, down the river, but the company soon exhausted 
their means without completing their road to any business point. 
The company failed to pay the interest on the State bonds, and — 
act No. 159, approved March 26, 1842, authorized the State Treas- 


urer to pay said interest, and to institute proceedings against | 
the company. 


By act 83, approved March 25, 1844, the State Penebaeer 3 
was authorized and directed to sell the Mexican Gulf Railroad, 
for not less than fifteen ($15,000) thousand dollars. It was sold 
at sheriff’s sale, and Alex..Gordon, G. Musson and associates 
became the purchasers of both this and the New Orleans and 
Nashville Road. By act 85, approved March 8, 1845, Gordon, 
Musson, and associates were incorporated as the Mexican Gulf 
Railroad Company, with all the rights and privileges of the old 
company, and they completed the railroad to Proctorville and 
operated it for many years, or until some time during the late 
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war. The materials taken from the old Nashville Railroad were 
; used in the construction of this road to Proctorville, but it was 
never extended to its proposed terminus on the Gulf of Mexico. 


| Several attempts have been made to do this, but all have 
failed. In or about the year 1865, the rails were removed from 


this road and sold for old iron; ; it has ceased to exist as a rail- 
road. 


Had this road been completed to deep water on the Gulf coast 
opposite Cat Island, it would have been an important road to 
New Orleans, but, to construct, maintain and operate such a 
road, across the numerous salt water bays and bayous intervening 
where the teredo navalis—or sea-worm, is so terribly destructive 
of unprepared timber, and to build and maintain wharves and 
landings on the coast for vessels from twenty to thirty feet draft 
of water, would require the expenditure of several millions. Such 
a road may yet be constructed, but the time for it has not yet 
arrived. If built at all, it should be to a point accessible to vessels 


of the largest class, such as cannot pass over the bar at the mouth 
of the Mississippi River. 


[End of installment No. 2: Daily Picayune, March 16, 1873.] 


During the period from 1833 to 1837, both years included, 
charters were granted for the location and construction of rail- 
_ roads in all parts of the State, but nearly all of them were local 
and of little general importance. The “railroad fever’ was epi- 
demic, and the most extravagant ideas prevailed in regard to the 
profits to be realized from investments in railroads. In the case of 
the New Orleans and Nashville Railroad, a special proviso was 
inserted in the charter of: the company that the dividends should 
not exceed fifteen per cent, from the date of the payment of stock | 
‘subscriptions. 


_The history of ‘shia roads actually built, either wholly or in 
part, has been given, and it is a history of failures principally. 
Of all the railroads chartered from 1830 to 1837, but four now 
remain—the Pontchartrain, 5 miles long; the Feliciana, 27 miles; 
the Port Hudson, 25 miles, and the Carrollton, with its branches, 
about 8 miles, or a total of only 65 miles. 


. The State, in its ill-advised attempts to aid and expedite the : 
construction of railroads during this first period, lost heavily, | 
notwithstanding the great care taken to guard the State against 
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loss. As nearly as we can now ascertain, the State lost by the 
Feliciana Railroad subscription about $10,000; by the aid to the 
Port Hudson Railroad about $500,000; in the Alexandria Railroad 
about $120,000; New Orleans and Nashville Railroad $475,000, 


and Mexican Gulf Railroad about $85,000: A total loss of $1,190,-— 


000, possibly a little more or less, and not taking into account the 
loss of interest paid. Of this amount there still remains unpaid, 


classed as debts proper of the State, $36,000 of the bonds issued to~ 


the Mexican Gulf Company in 1840, and $441,000 issued to New 
Orleans and Nashville Company in 1837 and renewed, in part, in 
1867, a total amount, yet unpaid, of $477,000, the annual interest 
upon which is now $29,760, as stated in the Auditor’s estimate 
of expenditures for 1873. The amount of interest paid for the 
last two roads named, within the past thirty-five years, exceeds 
$1,000,000, and said roads have, years ago, ceased to exist. 


_ The history of this first period or first attempt to build rail- 


roads in Louisiana shows the results of inexperience, unwise 


legislation and improvidence. Care was taken as to the details of - 


the manner of granting State aid, but there was none apparently, 
or very little, as respects the merit or general importance of the 


road proposed to be built, its prospects for future remunerative 
business, the ability of its proj jectors to complete what they had : 


undertaken, etc. 


Local railroads, dependent upon way business, in or through » 
a sparsely settled country, are not proper subjects of State aid. 
The general good of the State as a whole, should be the primary | 


consideration. Main trunk central lines are first required; local 


roads should be built afterwards, as branches or feeders. Special 
legislation is always more or less objectionable. The tax-payers 


of the State should not be assessed for the benefit of individuals, 
but this was the result in every instance wherein the State 
appropriated money or bonds to the old railroads. 


From 1837 until 1851-2, but few railroads were even a 
jected; no new ones were built. The “fever” had subsided ; the 
first failures had been disheartening. 


' Early in the year 1851 another attempt build railroads 


in Louisiana was initiated by the busness men of New Orleans. 
Meetings were held, and it was determined that two trunk lines 
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were needed—from New Orleans to Nashville, Tenn., and from 
New Orleans to Texas. The second period in the history of the 
railroads of Louisiana began. 


Examinations and surveys were commenced, and conditional 
subscriptions were made to defray ‘the expenses thereof, on both 
of the lines proposed. Surveys were .continued, and preliminary 
arrangements were made for the formation of two companies, 


- to undertake the construction of the two great trunk lines 
contemplated. 


Act 175, cmetana March 12, 1852, “for the organization of 
corporations for works of public improvement and utility,” pro- 
vided that any number of persons, not less than six, may form 
themselves into a corporation for the construction, working and 
maintenance of any railroad within or without the limits of this 
State. Act No. 176, approved March 12, 1852, provided “for the 
subscription by the parishes and municipal corporations of this — 
State to the stock of corporations undertaking works of internal 
improvement.” Act 119, approved March 8, 1852, provided “for 


the expropriation of lands for railroads and other works of 
public utility.” | 


: Under wat 176 of 1852, three corporations were formed to 
construct three lines of railway—the New Orleans, Jackson Great 

Northern, the New Orleans, Opelousas and Great Western, and the 

Vicksburg, Shreveport and Texas Companies. Another effort was 

to be made to build railroads in Louisiana, with a correct appre- 
ciation of what was needed. The first attempt had failed, let 
us see how the second resulted. We will first give an outline 
of the history of : 


THE NEW ORLEANS, JACKSON AND GREAT ‘NORTHERN RAILROAD 
Act 186, approved March 18, 1850, “to provide for the right 
~ of way for the building and constructing of a railroad from 
the city of New Orleans to the city of Jackson, State of Missis- 
-gippi,” which provides that “any company that may be incor- 
porated shall have right of way through State lands north of 
Lake Ponchartrain,”’ seems to have been an invitation for the 
organization of such a railroad company. In the spring of 1851, 
in anticipation of a legal organization, provisional arrangements 
were made, and about $300,000 subscribed, to defray the expenses 
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of preliminary surveys and examinations of the country from 
New Orleans towards Jackson, Miss., for 4 railroad line. Five 
per cent of said subscription was paid at the time of subscribing. 


A corps of engineers was organized, under the direction of 
Col. Campbell, in June, 1851, and in that month commenced an 
examination of the country between New Orleans and the State 
line. The unbroken cypress forests, swamps and marshy prairies 
were penetrated, Nearly a year was. consumed to complete the 
survey through the swamps to the pine hills north of the Manchac 
Passes. A corporation was formed under the general law of 1852, 
No. 176, and the capital stock was fixed at $3,000,000, to build 
a railroad from New Orleans to Jackson, and thence through 
the State of Mississippi in the direction of Nashville, Tenn., ‘“‘on 
such a scale as shall serve for the main trunk line of communica- 


tion between New Orleans and the Northern and ppeatern portions 
of the Confederacy.” 


Books were opened in April, 1852, and the stock subscriptions 


were increased to $617,750. Application was made to the city 
of New Orleans for a subscription of $2,000,000, under act 175 
of 1852. This was granted by an ordinance approved May 17, 
1852, and approved by the voters of New Orleans. Under this 


subscription the tax-payers were to become shareholders for the 
amount of their tax. 


The whole line to Canton, Miss., was hnented, about 206 
miles, and thence to Aberdeen, near the line between Alabama and 
Mississippi, and on to Chickasaw Bluffs, on the Tennessee River, 
408 miles from New Orleans. Surveys were continued to Nashville. 
In September, 1852, the first eleven miles of the road were put 
under contract, and in October the next 2514 miles to Pass Man- 
chac. In December, 1852, the whole road to the State line, about 88 
miles, was under contract. The distance from New Orleans to the 
pine hills is about 46 miles. The work of building the road to the 
State line was prosecuted vigorously, under the able management 
of Jas. Robb, President of the company, and in August, 1854, the 
New Orleans, Jackson and Great Northern Railroad was opened 
for public traffic to Osyka, or to the State line of Mississippi, but 
it was not until March 31, 1858, completed and opened to Canton, 
where it connects with the Mississippi Central] Railroad. 


_ By special act No. 148, approved April 22, 1853, the N. O., 
J. and G. N. R.R. Company was reincorporated, with a capital 
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stock of $8,000,000, exemption from taxation for ten years after 


the completion of the road within the limits of the State, and 
perpetual existence of charter. By act 177, approved April 28, 


1853, the State of Louisiana subscribed for $1,600,000, or one-fifth 


of the capital stock of this company, payable in the proportion of 
one-fourth of the actual cash payments of all other stockholders. 
The amount collected on the city tax subscription of $2,000,000, 
for 1853, should have been $333,333, or one-sixth of the two 
million, but only $263,592.62 was paid to the company. By an 
act approved in March, 1854, the Common Council of the city of 


_ New Orleans was authorized to substitute a subscription of 
~ $2,000,000 to the capital stock of this company payable in 6 per 


cent twenty year bonds in lieu of the previous tax subscription. — 
The Mayor was to subscribe for 80,000 shares of $25 each, payable 


as above, with interest coupons attached, “‘payable semi-annually 
in New Orleans or New York,” and convertible into the stock of 
said company, at the option of the holder, at any time within ten 


years after their date. The new plan of subscription was to be 
submitted to the voters of the city for their approval. The railroad 


_ company to receive the city bonds at par, for certificates of stock 


to an equal amount. City stock to remain forever pledged for the 
redemption of said bonds. City Council to elect annually three © 
directors in the company: Balance of the tax subscription for 1853 
to be collected and paid over to the company. | 


The necessary ordinance was. passed and approved by the . 


- voters of the city. In May, 1854, the city issued to the company 


$2,000,000 in bonds, and received certificates of stock for eighty 
thousand shares, therefor. In 1863 the city redeemed $8,000 of 
these bonds, leaving $1,992,000 outstanding at this time, 1873. 


In April, 1858, the cost of construction to Canton, Miss., 206 


miles, had been $4,703,571, or about $22,833 per mile of road. 


The graduation had cost $9,074 per mile; the rails alone $7,350; 
the track, including rails, materials and labor, nearly $10,000 


per mile of road. Subsequent expenditures, necessary for comple- 


tion, increased this cost. In addition to the cost of the road to 
Canton, $138,000 had been expended beyond Canton. To March 
1st, 1862, there had been expended for real estate, right of way, 
construction, buildings, depots, structures, etc., $6,075,407, equal 


to $29,492 per mile of road to Canton, in operation. For engines, 


cars, and machine shop tools, $1,041,171 more, or, for the road 
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and its equipment, $7 166,578. The interest payments, exclusive of 


interest upon mortgages and real estate tax bonds, had amounted . 


to $727,073, and including the latter to $1,469,901. For contin- 


gencies, legal expenses and taxes, advertising and printing, com- 


missions expenses, etc., $398,069 had been expended. 


In all, we have $8,984,548, or $43,614 per mile of road to 


Canton, in operation. Deducting the amount which, on the 1st of 
January, 1862, it is reported had been expended for graduation, 
right of way, real estate, etc., north of Canton, $445,000, there 


is left $8,538,548 por the 206 miles to Canton, or same 454 per 


mile of road. 


The company’s receipts on account of stock icicatathiies to 
March 1st, 1862, were from individuals, $678,826, from city of 
New Orleans $2,000,000, State of Louisiana $884,000, State of 
Mississippi $448,375, New Orleans tax for 1853, $263,593, Canton 


and Jackson Railroad $44,170, counties in Mississippi $389,479, © 


in all $4,664,273. But, deducting discount on city and State bonds 


given at par for stock, $456,993, the amount actually realized for | 


stock was $4,208,280. First mortgage bonds issued $2,741,000; 


less discount $422,238, amount realized $2,319,762. Total earnings © 


of road to same date $4,835,108; less maintenance and working 


expenses, $2,932,364; surplus $1,902,744. Amount realized on | 


stock, bonds and surplus earnings $8,430,786. Interest on city and 


State bonds received $264,480; loans from State of Mississippi - 


$220,000, miscellaneous receipts to balance $69,282 ; total $8,984,- 
548 as above. 


The first cost to open this road to Canton, in 1858, was 
about $22,833 per mile, exclusive of equipment; but in 1862 
fourteen [four?] years later, this cost, including equipment, 
expenditures for renewals and reconstruction incident to wear and 
tear of road, structures and stock, interest and discount on loans 
and bonds, but exclusive of maintenance and transportation 
expenses, usually so called, had been increased, as shown, to 
$41,454 per mile of road in operation. | 


This is by no means unusual, and the statemient. is : ale only 
for the purpose of showing to what extent the cost of railroads 
may be increased by the loss of time in their completion, due to 


our system of building them on credit principally. Economy re- | 


quires rapid construction and cash payments. 
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The cost of the Jackson Railroad to Canton, even up to 1862, 
exclusive of interest and discount on loans and bonds, and with a 
full equipment in complete working order of 49 locomotive 


- engines, 46 passenger, baggage and express cars and upwards 


of 500 freight cars, was only about $7,000,000, or less than $34,000 


_ per mile. The net earnings for the year ending December 1, 1860, 


were $556,712; for the year ending March 1, 1862, $598,480; for 


- the year ending March 30, 1870, $691, 435, on the gross earnings, 
$1,463,322. 


For the year  eniinn March 1, 1871, the gross earnings were 
$1, 699, 777, and the business of the road is steadily increasing. It 
is safe to say that this road can be made to pay 10 per cent 


ie dividends on a capital stock of $7, 000, 000, if clear of debt. 


On the ist of January, 1862, ‘the total liabilities of the 


_Jackson Railroad Company were $3,670,407. 


“On the 24th of April, 1862, the locomotives and rolling 
stock of the company were taken possession of by Gen. Lovell 
and removed to that part of the road north of Ponchatoula, where 


it remained under his absolute control for twenty days, when it 
was returned to the officers of the road, who continued to manage 
the same during the years 1862, 1863, 1864 and a portion of 1865, 


up to the date of the surrender of the department by Gen. Taylor.” 
In the spring of 1863 the company attempted to convert 


- their Confederate securities by purchasing cotton, but after buy- 


ing about 750 bales the country was invaded by the United States 


- forces and 500 bales were burned at Canton by order of the Con- 
_federate general in his retreat. 


In the years 1863 and 1864 nearly all the company’s loco- 


motives and rolling stock were destroyed or damaged by the 
- contending forces in Mississippi and rendered unfit for service. 


The track was torn up and destroyed in many places, the rails 


bent and twisted by fire, and the bridges burned. Many of the 


cross-ties were burned, and what remained were rendered more 


or less unfit for use by decay. Bushes, briars and grass enveloped 


the road-bed over much of the line. 


“Of the splendidly equipped road of 1861 and 1862, with 
49 locomotives, 37 passenger cars—many of which had never 
been used—and 550 freight, baggage and gravel cars, there 
remained, in 1865, fit for use, though in a damaged condition,” 
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_ 4 locomotives, 4 passenger cars and 36 freight, baggage and other 
cars. Ruin could hardly have been more complete; but little was 
left. 


In previous years this road had its denis of troubles caused | 
by overflows from the Mississippi River, by crevasses in the 
levees opposite its line near New Orleans, as.in 1859, and by 
storms in October and November, 1860, which raised the sur- 
face of Lake Pontchartrain and submerged its track; but beyond > 
a temporary interruption of traffic, the damage done was not 
very serious. Every railroad constructed in or across the Missis-— 
sippi Valley is liable to occasional interruption by crevass over- 
flows from the river, and will be until a reliable and perma- 
nent levee system is established and maintained. 


We consider it demonstrable and beyond a doubt, that but | 
for the war and its disastrous results, the N.O., J. and G.N. R.R. 
Company would have been able to extinguish their entire floating 
and bonded debt, and to declare 10 per cent dividends thereafter 
upon their stock. Their bonded debt was not due until 1886, and © 
the net earnings of the road, near $600,000 annually, and steadily 
increasing, would have been ample for this. The company would 
have been able also to have completed their road to Nashville, 
Tenn. The enterprise of the projectors of this road would have 
been rewarded by complete success, and the State and city stock 
in it would have been made a profitable investment. | 


| The history of this road after the war will be given in our 
next chapter. 


[End of installment No. 3: Daily Picayune, March 23, 1873. | 


On the 24th of June, 1865, the N.O., J. and G.N. R.R. Co. 
‘received from the United States military authorities that portion 
of the road in their possession, and one locomotive, one passenger — 
car, one baggage car, four box, ten flat and two cattle cars. 


“Of all the depot buildings and platforms -attached, wood 
sheds and water stations and division houses—except at New 
Orleans—which were in complete repair in 1862, there were left 
only the buildings at Osyka, Magnolia and Summit; the remainder 
having all, from time to time, been destroyed by the armed forces 
in their vicinity.” “Of its financial condition, it need only be 
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said there was not a dollar of available funds in its treasury.” 
“To rebuild the road and restore its shattered finances was the 
first work to which the directors addressed themselves.” 


Previous to the war, besides the completed road to Canton, 


_ 206 miles, there had been graded north of that place, in the direc- 
_ tion of Aberdeen, 26 miles of roadway, at a cost of $220,000, and 


“an additional section to Kosciusko,” was under contract to be 


completed in 1861. Another section, extending south from Aber- 


deen, 9 miles, was under contract and nearly ready for the track. 


_ Other work, extending over about 40 miles in Monroe county, had 


been done, at an expense of about $85,000. That portion of the road 


_ from the crossing of the Mobile and Ohio Railroad to Aberdeen, 


9 miles, was completed afterwards and is now operated by the 
latter company. In 1869 it was reported that $541,000 had been 


expended on the extension north of Canton. 


When the Jackson Railroad was returned to the company, in 


_ June, 1865, the track was in fair condition to Ponchatoula, 47 


miles from New Orleans. Thence to Brookhaven, 81 miles further, 


it was in very bad condition, requiring new bridges, cross-ties _ 


and extensive general repairs. Thence to Canton, 78 miles, the 


greater portion of the road was in “I but ut was in a very dilapi- 


dated state. 


Workmen were cans to rebuild the bridges, relay the 
track, and repair the road generally. The company’s shops were 


reorganized for the reconstruction of locomotives and-cars, and 
_ for general work. Locomotives and cars were purchased of the 


United States Government, but of these only one locomotive and 
twenty-five cars were received in 1865. 


On the 3d of October, 1865, the road was repaid for public 


traffic to Canton, Miss., and on the 1st of March, 1866, the gross 


earnings, from June 26, 1865, had amounted to $765,132, nearly 
all of which had been expended on repairs, renewals and re- 


equipment. The rolling stock had been increased to 15 loco- 


motives, 17 passenger, baggage and express cars, and 219 freight 
cars of all kinds. One hundred thousand new cross-ties had been 


placed in the track, and thirty thousand more were on hand and 


paid for. Up to March, 1869, over 300,000 cross-ties, costing . 
nearly $160,000, had been placed in the track. A new drawbridge 


was built at Pass Manchac in 1865. 
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The indebtedness of the company in March; 1866, exclusive 
of the first mortgage bonded debt, $2,741,000, was $1,579,016; of 
which amount $669,844, was for debts incurred prior to May, 
1862, and $909,172 for over due coupons on first mortgage bonds, 
which the company were unable to meet. ak 


In May, 1866, the President and two of the inti ot 
the company were appointed commissioners to confer with the 
Northern and European first mortgage bondholders in relation . 
to the coupons of interest due them. The commissioners proceeded 
to New York, and thence to London, conferred with the largest 
bondholders and entered into an agreement with them, which 
was to be submitted to the other bondholders, to the following 
effect: —To deposit with trustees the matured coupons held by 
them, including those to fall due July 1, 1866, and to receive 


in lieu thereof the second mortgage bonds of the company at. 


par, on condition that in case of failure on the part of the com- 
pany to meet their new obligations and the coupons of the first — 
mortgage bonds to fall due on and after January 1, 1867, the 
bondholders to have the right to reclaim their first mortgage © 


bond coupons and surrender the second mortgage bonds issued 
for them. | 


To the 1st of March, 1867, the trustees in Sdn had funded 
$460,040 of coupons, and $281,000 had been funded in New 
Orleans under this arrangement, or in all about 68 per cent of 
the entire amount outstanding. On: the lst of March, 1870, all 
but $12,360 of the coupons due had been funded in this manner, 


or 25,000 first mortgage bond coupons, —" to $1, 000,000 
in all. | 


On the 3d of April, 1867, reported 
that nearly all of the rotten crossties had been removed from 
the track; 109 bridges, the aggregate length of which was 10,- 
744 feet, or over two miles, had been reconstructed, and the com- 


_ pany had on hand 27 locomotives, 34 passenger, baggage and ae 


express cars, and 345 freight cars of all kinds. The gross earn-. 
ings of the road for the past year had amounted to $1,628,134,. 
_ and the net earnings, over operating expenses proper, to $567,081. 
Total indebtedness, floating and bonded, about $4,700,000. 


On the 2d of April, 1868, the gross earnings for the year 
past were reported to have been only $1,331,402, but the net 
earnings proper were $588,936. The yellow fever epidemic of 
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1867, prostration of trade, and other causes, had caused a reduc- 
tion of gross receipts, but the net earnings were more than for 
the previous year. Twenty-six new bridges had been built, twenty 
others repaired, new buildings had been erected at all of the 
stations on the line, two locomotives, three first class passenger 
cars, and 127 freight cars had been added to the rolling stock. 


- Total indebtedness about the same as in 1867. 


On the Ist of April, 1869, the gross earnings for the year © 
past were reported to be only $1,169,462, and the net earnings 
$518,922. Floating and bonded debt $4,628,724.50. 


In 1868-9 surveys were made for the extension and location 
of the Jackson Railroad from Aberdeen, Miss., to Decatur, Ala., 
on the Tennessee River, instead of Chickasaw Bluffs, the former 
objective point. This distance was ascertained to be 117 miles, © 
and the cost of constructing the road. was estimated at $3,447,000 
by engineer Greene. The total distance from Canton, Miss., to 

Decatur is given as 23914 miles, and the total estimated cost 
- of construction $5,887,000. President Beauregard, in his report 
of March 30, 1870, says that it had been. “decided that an inde- | 


pendent corporation should be organized, under the style of the : 


‘Decatur Branch Railroad’, under the influence and auspices of 
this (his) company, to undertake the work.” The old company, 
- notwithstanding their troubles, were wholly in earnest in their 
efforts to complete their road to the Tennessee River, to a con- 
nection with the Memphis and Charleston, and Nashville and 
Decatur Railroads, to the end that they might have an outlet to 
the east and north, independent of the Mississippi Central Rail- 
road, and by a shorter route. | 


- On the 30th of March, 187 0, the gross earnings for the year 
one: were reported to be $1,494,222.50, and the net earnings 
$691,435. The company then had in good running order 33 locomo- 
tives, 507 cars of all kinds, and 35 pairs to timber trucks, all paid | 


for from the revenues of the road. The entire road from New 


Orleans to Canton had been rebuilt and re-equipped, and it was 
claimed to be then almost equal to what it was before the war; 
but the company had been able to do little or nothing in the way 
of “renewals of rails”, and new rails, to replace those damaged 


-. and worn out, were very much needed. The company had also 


built an extension of their road from Calliope street to the Missis- 
sippi River. This levee extension was necessary for expediting and 
facilitating the beat ci of freight to and from the river 
front. 
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President Beauregard, in his annual report, eed Moock 30, 
1870, gives the floating and bonded debt of the company on the 
28th of February, 1870, as follows: 


First and second series of mortgage bonds..................$3,909,000.00 
Accrued interest on first mortgage bonds not funded 12,360.00 
Sundry obligations of the company..... me 802,591.93 


Total indebtedness 


When the war ended, says President Beauregard, “half of the 
cross-ties were either rotten or had been destroyed; thirty miles 
of iron rails had been bent and twisted in all kinds of shapes; 
seven and a half miles of bridges and trestle work had been burnt; 
its large rolling stock had been reduced to two old locomotives 
and about twenty cars, in very bad condition. The company had te 
not a dollar in its treasury, with a pressing debt of about $500,000, 
exclusive of coupons and interest which had fallen due during the 
war. In less than four years we had paid that debt, compromised 
with the bondholders, restocked the road nearly as well as it was 
before the war, thoroughly repaired the roadway, and the stock 
had risen from $2.50 to $6.50 per share.” 


On the Ist of April, 1870, an act of the Legislature of Lou- 
isiana, No. 76, was approved, which authorized and directed the 
Governor of the State, “within ten days after the passage of this 
act, to sell all the stock now owned by the State in the New 
Orleans, Jackson and Great Northern Railroad Company,” and 
also authorized the city of New Orleans, through its Common | 
Council, to sell the city stock in said railroad company. The © 
Governor and the City Council were “authorized to make all | 
necessary transfers on the books of the New Orleans, Jackson 
and Great Northern Railroad company in favor of the purchaser 
of the stock held by the State and city, respectively ; and said pur- 
chaser is hereby authorized to vote as any other stockholder in 
said company, according to the number of shares held by him,. 
that is, one vote for each share.” This act was promulgated 

April 10, 1870. On the’2d of April Gov. Warmoth published a 
notice in the New Orleans Republican newspaper that he would 


receive bids at his office “for the purchase of the stock of the State 


in the New Orleans, Jackson and Great Northern Railroad, until 
12 o'clock, M., Saturday, April 9th, instant, at which time and 
place the sale of said stock will be ordered to the highest bidder.” 
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’ EES, McComb. bid $4 per share, and the sale was awarded to him. } 
: ‘On the 2d of April, the Common Council of the city of New 
-_— Orleans passed an ordinance to sell the city stock, and Mr. 
McComb’s bid was accepted for this also. 


-According:.to the State Auditor’s report for 1870, the State 
received $141,400 for its $884,000, equal to 35,360 shares at $25 
| each, and the city of New Orleans received $300,000 in May and 
$20,000 in June, 1870, or $320,000 in all for its $2,000,000 or 
80,000 shares. President Beauregard states that the amount of 
private stock full paid, in 1870, was 36,054 shares, amounting to 
$901,350, and that the State of Mississippi had paid cash for 
17,363 shares, or $434,075, or say 53,417 shares in all. This may 
not be exactly correct, but it is believed to be a near approxima- 
tion. As the purchaser of the State and city stock acquired 115,360 
shares, he thereby obtained supreme control of the road and its 
management. : 


The general law, No. 231 of 1853, “‘to provide for the manner | 
of giving the aid of the State to Railroad companies,” enacted _ 
“that the stock held by the State in any railroad company shall | 
be specially reserved and set apart for the payment of the prin-_ 
cipal and interest of the bonds issued” to said company, and | 
“that the Governor, by and with the advice and consent of the 
Senate, shall appoint three directors to serve in the Board of 
Directors of said company,” and act 177 of 1853, provides that 
“the shares of stock . . . with the revenues that may be derived 
_ therefrom, shall be set apart and remain forever pledged,” etc. 
The State subscription for 64,000 shares of stock in the Jackson 
Railroad was received, and the 6 per cent bonds accepted at par 
for stock, on these conditions, and: it would seem that said con- 
ditions thus became a part of the vested rights and franchises 
of the company. The city subscription for 80,000 shares, payable 
‘Im six per cent bonds, was made upon the same terms and 
conditions. 


No certificates of stock had ever been issued to the State 

of Louisiana, for the reason that the State had paid but 5514 

per cent of its subscription, or $884,000 in six per cent bonds 

on account of $1,600,000; therefore the State had no full paid 
shares, according to the terms of the company’s charter, to sell 

* | and transfer on the railroad company’s: books. | 
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President Beauregard resorted to protests, injunctions and 
other legal measures, to prevent the consummation of the sale of 
the State and city stock, and\the transfer on the books of his 
company, but unsuccessfully. The purchaser of said stocks over- | 
came all obstacles, captured the road, and has since held and con- 
trolled it. Of how it was done and how managed, although 
severely criticised at the time, and condemned in very strong 
terms by the House Committee on Railroads to the Legislature 
of 1871, in a special report, which was published, it is useless | 
to say much now. It is a thing accomplished, and all resistance 
to it has, apparently, ceased. The constituted authorities of the 
State and city at the time should alone be held responsible for 
this sacrifice of the State and city stock in the New Orleans, 
Jackson and Great Northern Railroad.. 


- The city of New Orleans received $320, 000 for its $2, 000, 000. 
of stock, but has still outstanding $1,992,000 of its six per cent 
bonds given for same, having redeemed $8000 in 1863. $1,694,000 
of these bonds are redeemable in May, 1874, $198,000 in January 
and $100,000 in March, 1875. When the last of these bonds fall 
due, in 1875, the city subscription, principal and interest included, 
will have amounted to $4,400,000. The State bonds, six per cent, 
are redeemable in the years 1893 to 1898, for the whole amount 
issued, $884,000. When the last of these bonds fall due, in 1898, 


the State subscription will have amounted to $3,005, 600, on 
and interest included. 


The tax-payers of the State and a will have paid or be - 
bound to pay, to the dates given, $6,944,200 in excess of the 
amounts received for their stock, but this time we can console our- 
selves with the reflection that 206 miles of railroad, constituting a 
great trunk line of vast importance to the commerce of New 
Orleans, are in operation and in the hands of those whose interest 
it is to increase the business capacity of the road and improve it | 


to the utmost, which we believe —_ are doing, with commendable 
energy. 


From the annual report for the year ending Dehousst 28th, 
1871, by President McComb of the new company, the only one 
we have been able to procure and, we believe, the only one pub- 
lished since the new company obtained possession of the road, 
we learn that the new owners of the stock “‘were put in posses- 
sion” on the 17th June, 1870. President McComb reported then | 
that he found “only about $5000 on hand and in bank,” with 
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“large debts due and maturing,” and “a large sum due to em- 

ployees for back pay-rolls,” and that he had been obliged ‘“‘to 
_ provide, out of our (his) own funds, the money to liquidate these 
and other claims long past due, aggregating the sum of $406,- 
000.” He gave the gross cotianie the past year as $1,669,777— 
the road and general expenses $1,264,092—construction and equip- 
ment, $540,167—coupon interest, etc., $384,282—due on contracts 
for materials then being received for-construction and equip- 
ment, $585,000—or a total of expenses paid and incurred during 
the year, of $2,773,541—-showing a “deficit in the year’s business” 
of $1,103,764. He reported that “‘no new rails had been laid in 
the track for years past, and not nearly ties sufficient to keep 
up current repairs”—that new and more powerful locomotives: 
were needed—that the crib-work on the road must be filled up, 
etc. “We have added (he says) nine new powerful locomotives— 
eight new elegant passenger coaches and 285 new freight cars” 
to the rolling stock. “Over 60,000 new ties have been laid” and 
~ 100,000 more contracted for to be delivered.” “Forty miles of 
new iron rails have been delivered, laid in the track and being 
laid, and twenty miles more of new iron bought, in addition to 
- three miles of steel rails.” He says that “more extended accom- 
modations than we now have will be necessary to provide ade- 
quate depot grounds on the Levee,” and he estimated the cost 
of “proper warehouses, motive power, etc.,” for this river con- 
nection at $1,000,000, and, in addition, he reports that “it will 
require $3,000,000, to be expended on your road and its equipment 
and depots, to make ready for the conflict of competition,” which 
he foresaw was to come with the new line North and East, 
opened in November, 1870, via Mobile. In addition to the stated 
deficit in the first year’s business, $1,103,764, four millions more 
are called for for improvements, in all equal to $24,755 per mile 
of road in operation, or considerably more than its first cost to 
Canton, exclusive of equipment, up to 1858. The effect upon the 
holders of the minority of stock could not have been encouraging ; 
they must have considered these “bear” and unvarnished state- 
ments as good reasons for selling out. We poor tax-payers, how- 
ever, whose stock was sold without our consent, are interested 
now in having steel rails and iron bridges on the whole line, 
with elegant coaches and the best of equipment generally. We 
should rejoice to see that the new company is determined . to 
make this great road first-class in every respect. 
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During the year ending April, 1871, a track was “laid through 


the streets of New Orleans, from the company’ s yard, at Euphro- © 


sine and Claiborne streets, to property purchased at Front and 
St. Joseph streets, thence along Front street to the Gas Company’s | 
wharf on the Levee; also from Euphrosine street through Mag- 
nolia to and into the gas works.’”’ Since 1871, very extensive and 
conveniently arranged freight warehouses and yards have been 
constructed or arranged for use opposite the heads of St. Joseph, 
Market and Calliope streets, near the Levee, and the company’ ... 
freight business is now conducted there. 


The company’s shops have been removed to McComb city, 
about 105 miles from New Orleans, where very extensive buildings © 
for machine, car, blacksmith, boiler and pattern shops, and for a 
foundry, car sheds, storerooms and offices, and a round-house, 


with stalls for thirty locomotives, have been erected in the best 
manner. | 


We are now informed that 46 miles of the road have been 
relaid with new fish-bar rails, and presume that the entire road 
will be ere long; that additional side tracks, buildings, water 
tanks, platforms, and other improvements have been constructed 
and made over the whole line; that the company now have 52 
locomotives, 41 passenger, baggage, express and postal cars, and 
785 freight cars; that all but about two miles of the cribwork 
between New Orleans and the pine hills has been filled, and the - 
whole soon will be; that the track is to be raised over a portion of 
the line to Manchac about two feet or more; that the extension to 
Kosciusko, 21 miles beyond Canton, is to be completed next sum- 
mer, and that rails are now being received for that purpose. The 
gross earnings for the past year, 1872; we learn were $1,769,399, 


with $977,737 for operating expenses, leaving — 662 for net 
earnings proper. 


H. S. McComb and associates now own or estwol the Mow f 
Orleans, Jackson and Great Northern Railroad, 206 miles in 
length, the Mississippi Central, 235 miles, and the Mississippi and > 
Tennessee Railroad, from Grenada to Memphis, 100 miles—in 
all 541 miles of railway. The Jackson and Mississippi Central 
roads are now operated as one main trunk line from New Orleans 
to Jackson, Tennessee, 441 miles, under the able and general man- - 


agement of Col. Frost, one of the most experienced. railroad 
officers in the South. 


| 
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The new road from Jackson, Tenn., to Cairo, 106 miles, 
which, when completed, will connect New Orleans with Chicago, 
via Cairo, with only one change of cars, is now being constructed 
by Mr. McComb and associates. The necessary means for this 
work, and for the improvement and equipment of the whole line 
up to the McComb standard of what a railway should be, have 
been provided by the indorsement, it is said, of $6,000,000 of 
bonds by the Illinois Central Company. Said bonds to be placed 
upon the Jackson, Mississippi Central and the new roads. We are 
informed that 21 miles of the new road from Jackson to Milan, 
on the Louisville line, 12 miles east of Humboldt, will be open 


for public traffic in May next. This will shorten the distance to 
Louisville 8 miles. _ 


It is probable that the McComb company will complete the 
Jackson Railroad extension from Canton to Aberdeen at an early 
day, and possibly from Aberdeen tod Decatur, Ala. | 


So far as relates to the commerce and local trade of New 
Orleans, and to the general prosperity of the State, the value and 
_ importance of the Jackson Railroad has been much improved 
under the McComb administration, and this is as it should be, 
for it will have a tendency to reconcile our tax-payers to the loss 
of the city and State stock in this road. To the war first, and to 


the precipitate action of our constituted authorities afterwards, 
this loss is due. 


The Jackson Railroad was needed, it was not commenced too 
soon, its first cost was not great, and it is certain that it would 
have paid cash dividends of at least ten per cent to its stockholders, 
had it been built on a cash basis; but the history of this road can- 
not be considered a recommendation of the plan of granting aid by 
issuing State and city bonds for stock, thus entailing a debt upon 
our descendants which we are not willing or able to pay. If in-. 
dividuals are disposed to pay cash for stock in railroads, why 
should not the State and city do the same? We should assure our- 
selves, however, beforehand, that the road proposed is needed, 
that it is first in general importance for the period, that if con- 
structed and operated properly and economically it will pay 
«dividends upon its cost, and that the tax payer’s stock is as 
fully secured: and guaranteed as that of the most favored indi- 
viduals. 


(End of installment No. 4: = Picayune, March 30, 1873. ] 
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THE NEW ORLEANS, OPELOUSAS AND GREAT WESTERN RAILROAD 


‘To the Editor of the Picayune: 


On the 11th of March, 1851, a meeting of citizens, who were 
in favor of the construction of a railroad from New Orleans | 
to the Attakapas parishes and Opelousas, was held in New Orleans 
and Mr. Payne was instructed to examine the country for the © 
purpose of ascertaining the practicability of building a railroad | 
over the route proposed, the amount that would be subscribed 
for stock, the advantages to the city and country of such a rail- 
road, etc. On the 7th of May, another meeting was held at the 
office of the Crescent Mutual Insurance Company to receive 
Mr. Payne’s report. He expressed astonishment that so beautiful 
and fertile a country as he found in the Attakapas district was 
so unknown, but said this was explained by the fact of its being 
“completely cut off from direct communication with the Missis- 
sippi River and New Orleans, by swamps, trembling prairies, 
lakes and tortuous bayous.”’ He estimated that the whole road 


could be built for $10,000 per mile, reported the whole route ~ 


practicable, that ample subscriptions could be obtained, gave 
statistics to prove that the road would earn dividends of 22 per 
cent on its cost, suggested the extension of the road to Texas, 
El Paso and San Diego, on the Pacific coast, etc., etc. 


An executive committee was appointed, subscriptions ob- 
tained, and surveys were made by A. 8S. Phelps and Major 
Blanchard, between Algiers and Berwick’s Bay, from December, 
1851, to April, 1852, for the purpose of, determining upon the 
route, at a cost of $3500. Immediately thereafter a corporation | 
was formed under the “Act for the organization of corporations | 
for works of public improvement and utility,” approved March © 
11, 1852, and lists for subscriptions were opened. The capital 


stock was fixed at $3,000,000, in shares of $25 each, domicile, — 


New Orleans. Board of Directors to be composed of eighteen > 
members. Company to be styled the New Orleans, Opelousas and 
Great Western Railroad Company, and it was declared to be 
established for the purpose of constructing, working and main- - 
taining a railroad from Algiers, opposite New Orleans, to Ber- 
wick’s Bay, thence to Washington or near it, on the Courtableau, 
in St. Landry parish, “and from thence hereafter to be continued 
to the point on the Sabine River most favorable to the purpose 
of continuing said road through the State of Texas to El Paso 
on the Rio Grande.” 
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“After the organization of the company, the surveys were 
renewed under the direction of Mr. Gibbes, chief engineer.” “The 
location was under the immediate direction of Mr. Bayley, (the 
_writer,) and the experimental surveys from Washington, St. 
Landry parish, northwards to Natchitoches and the Sabine River, 
under Mr. Phelps.” The location of the road was commenced in 
August, 1852, opposite New Orleans, by Mr. Bayley, and con- 
tinued through the swamps and marshes to Berwick’s Bay, thence 
up the Teche to New Iberia and across the prairies of the Attaka- 
_ pas to Vermilionville, Opelousas-and Washington, on the Courta- 
bleau, about 172 miles from New Orleans, which point was 
reached in April, 1853. Mr. Phelps surveyed experimental lines 


to Logansport and Darnall’s Ferry, on the Sabine, from Washing- | 


-ton, via: Natchitoches. The construction of the road was com- 
menced from Algiers, in October, 1852, under a system of small 
_ contracts at first, but later under a contract with Bates, Benson 
& Co. J. H. Overton, Esq., was the President of the company, 
and B. F. Flanders, Esq., Secretary. : 


_. By an ordinance, approved May 13, 1852, the city of New 
Orleans subscribed for 60,000 shares of the stock of this com- 
pany, amounting to $1,500,000, subject to the approval of the 
_ tax-payers of the city—who were to receive stock for the amount 
of the tax paid by each—at an election to be held for that pur- 
pose. Said election was held June 22, 1852, and the vote was 
2932 for and 490 against the subscription. Up to June, 1853, 
the stock subscriptions were: By individuals, $1,063,000; by 
parishes, $834,400; by city of New Orleans tax, $1,500,000; by 
the State, $1,200,000; in all, $4,597,400. But several of the parish 
subscriptions were conditional and were never paid, others only 
in part, and only partially by individuals. 


By special act 149, approved ‘April 22d, 1853, this company 
was reincorporated with a capital stock of $6,000,000, perpetual 
existence of charter, tax exemption for ten years after comple- 
tion of road within the limits of the State, etc. By act 176, 
approved Apri] 28th, 1853, the State of Louisiana subscribed for 
48,000 shares of stock, amounting to $1,200,000, payable in six 


per cent bonds at par, in the proportion of one-fourth of the 


actual cash payments by all the other subscribers combined. The 
amount due on the city tax subscription for 1853 was $250,000, 
but only $189,665 was collected, less $9635 reimbursed, according 
to the charter to private subscribers, leaving $180,030 realized. 
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By an act approved March 15, 1854, the Common Council of the 
city of New Orleans was authorized to substitute a subscription 
for 48,000 shares, or $1,500,000, payable in six per cent bonds at 
par, for its previous tax subscription, with no deduction for the 


amount of tax subscription already paid. This was submitted 


to and approved by the voters of the city and was carried into 
effect. The city stock was to remain forever pledged for the 
redemption of the bonds, and the Common Council, by joint 
ballot, was to elect three citizens of New Orleans annually; to 


serve on the board of directors of the company. In May, 1854, 


the city issued the greater part of the $1,500,000 of six per cent 
twenty year bonds to the company, in payment of the 48,000 
shares of stock. In January, 1863, the city redeemed $3000 of 
these bonds, leaving $1,497,000 still outstanding in 1878. 


The contract with Bates, Benson & Co., provided for the 


entire completion of this road from Bayou Lafourche to Washing- 
ton by the first of January, 1855, and the Railroad Company was.- 


to furnish rails, locomotives and cars whenever required by the 
contractors. In June, 1853, two thousand five hundred tons of 
rails had been received and three thousand tons more contracted 
for. Five locomotives had been ordered. The estimated cost of 


- building and equipping the road from New Orleans to Washing- 


ton, including a branch from New Iberia to Breaux Bridge via 
St. Martinsville, on the Bayou Teche, nineteen miles, but exclusive 
of the Berwick’s Bay bridge by Engineer Gibbes, was fixed at 
$3,300,000, which was too low an estimate. | 


In June, 1853, the contract made with Bates, Benson & Co., 


_ for the entire work, exclusive of iron and equipments, and the 


Lafourche and Berwick’s Bay bridges, was concluded; from the 
Lafourche to Berwick’s Bay they were to. receive $10,500 per 


mile of road, and for the road thence to Washington, including 


the branch, $6500 per mile, twenty per cent to be in stock of the 
company. Subsequently the same parties contracted to complete 
the road between Des Allemands and Lafourche, twenty miles, for 


$155,250. The terrible yellow fever epidemic of 1853 retarded © 
the prosecution of the work very much, but, up to January, 1854, 


twenty-four miles of track had been laid, four locomotives, six 


passenger and thirty-five freight cars had been received, and rails | 


for 215 miles of road had been contracted for, besides engines, 


cars, etc. Nearly $900,000 had been disbursed. Sixteen thousand 
tons of rails, deliverable from September, 1853, to April, 1854, 
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ond to be i for exclusive of re at $54 per ton, in the city 
tax bonds of the company, had been purchased, in addition to the 
quantity previously received, 5500 tons, or 21, 500 tons in all. 
The amount paid and due for rails was $1,470,380; for clearing, 


graduation, bridging, surveying and engineering, right of way, 


real estate, buildings, $449,062; locomotives and cars, $153,580; 
chairs and spikes, $67,015— or a total of $2,140,037. The large 


purchases of rails and other materials, in anticipation of the early 
completion of the road, which the company failed to accomplish in 


consequence of their inability to negotiate their securities on 
acceptable terms, was unfortunate, and was the cause of financial 
embarrassments and delay in the prosecution of the work. The 


_ indications of a war in Europe and the consequent depreciation 


and distrust of every description of railway securities in 1854 cut 
off all existing prospects of an early negotiation of the State and 


-city bonds held by the company, pape von: but six per cent interest, 


except at too great a sacrifice. 


The company’s report for 1854, dated in iJ anuary, 1855, states 
that Bates, Benson & Co., abandoned their contract, with the 
company’s consent, on the Ist of August, 1854, and were settled 
with satisfactorily to both parties. All work beyond the Lafourche 
was suspended, but the work of completing the road to Bayou 
Lafourche was continued, and the road was opened to Bayou 


Lafourche, about 52 miles, on the 6th of November, 1854. About 
the same time a contract was made for the building of the road 
from Lafourche to Terrebonne, three miles, across the deep 
cypress swamps—known as the Lafourche and Devil’s swamps— 


intervening. By many, it was believed that a railroad could 
not be permanently constructed and maintained across the 
cypress swamps and the prairies tremblante, on the line of this 


road across the Mississippi Valley, and some even refused to 


risk their lives by riding in the cars across them, for some time | 


- after the road was opened for public traffic; they were afraid that 


the road would sink under the weight of the trains and disappear 
from view. But as it did not, they finally, but with fear and 
trembling, ventured to take a ride. 


_ Those who now cross these swamps and prairies in luxurious 
coaches, flying at the rate of thirty or forty miles per hour, do 
not think of the hardships and trials of the locating and con- 
structing engineer and others who led the way “through the 
wilderness.” The writer, who had charge of the location of this 
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road, enjoys the luxury of a ride in the cars when he recalls 
the old time and thinks of how he waded through these swamps 
and prairies tremblante, and swam the bayous, amid mosquitoes, 
snakes and alligators, whose domain had seldom, if « ever before, 
been invaded. 


In January, 1855, the company had six locomotives, ten pas- 
senger and thirty-five freight cars only. The delivery of 5000. 
tons of the rails previously contracted for had been suspended, 
but 9764 tons of rails were stored in the Government bonded 
yard in Algiers. The earnings from passengers and freight had 
amounted to $38,031. The amount expended for preliminary 
expenses, surveys and engineering of the whole line, real estate 
and right of way, depots and buildings, rolling stock, tools and > 
general equipment, and for the construction of the road to Bayou 
Lafourche, about 52 miles, including 614 miles of sidings and. 
branch tracks, or 5814 miles of track, was a little less than $26,500 | 
per mile of road to Lafourche, which was certainly not large, 
considering the character of the country traversed. The items 
for interest and discount are excluded. 


In June, 1853, Mr. B. H. Payne, Superintendent, published 
an address to the stockholders, charging the direction with wanton 
extravagance and mismanagement, but it was_ satisfactorily 
proved that these charges were malicious. The mistake really 
made was in letting the whole work to one company of con- 
tractors, at a less price than it was actually worth, payable partly - 


in stock. Contracts for the construction of an entire road by _ 


one company of contractors almost always result unfortunately 
for the railroad company. Failures in making prompt payments, 
or to comply strictly with some other stipulation of the con- 
tract, puts the company in default, and the contractor seldom 
fails to take advantage of such failures, if it is his interest to do 
so, as it is generally, for he seeks only to make all the money 
he can out of his job. With competent: and reliable engineers 
a compahy can save the profits made by the large contractor, 
have their work better done and always under control, under a 


system of separate contracts for different kinds of work; for | 


the large contractor always sublets to others, and generally at 
such low rates that the subcontractor cannot afford to do his_ 
work in a proper manner. A practical example of the saving in 
cost of construction in this way will be given, as it occurred, in 
the history of this road. 
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| The Opelousas company contracted for the conuiiiien of their 
whole road to Washington, including the branch to Breaux Bridge, 
with Bates, Benson & Co., by the lst of January, the company 
agreeing to furnish rails and fastenings and rolling stock in time. 
-The company purchased 21,500 tons of rails and other materials, 
because under said contract they were bound to do so, and thereby 
incurred a very large debt which their subsequent failure to 
negotiate securities rendered them unable to pay. The contractors, 
discovering that they had undertaken the work at too low a price, 
sought pretexts for delay and for putting the company in default, 
and finally, by mutual consent, the contract was annulled. Much 
time was lost because of the consequent crippled condition of 
the company financially, but, under the able administration of 
President Hewes, afterwards, it recovered, and success was as- 
sured. The war came on too soon, however, and prevented final 
- success. But for that Bates, Benson & Co. contract the work of 
construction would probably have been prosecuted uninterrupt- 
edly, with energy corresponding to the company’s resources from 
time to time, and under judicious management the whole road 
might have been completed to the Sabine River before the war. 


7 + “The more haste the less speed,” is often true. 


In January, 1855, William G. Hewes, Esq., was elected Presi- 
dent, Mr. Seger was continued as Vice President, Mr. Flanders as 
Secretary, and G. W. R. Bayley was elected Chief Engineer. The 
projectors of this important trunk line of railway to Texas had 
been subjected to Payne-ful annoyances. Miscalculations and un- 
foreseen difficulties had operated to retard the work, but the | 
company had learned how to proceed, and now that they had got 
_ Hewes to it, they were ready to go ahead again. 


Had this company purchased rails sufficient only to reach 
- Berwick’s Bay, eighty miles at first, and made separate contracts 
for clearing, graduation, bridging, etc., for cash, from time to 
time, no. financial difficulties would have been incurred and much 
time would have been saved. 


President Hewes, in January, 1856, in his report, said “that — 
the enormous debt in which the company became involved was 
incurred in the endeavor to comply strictly with the terms of the 
contract to furnish iron at the times specified, and that the delay 
in paying of that debt was in consequence of the impossibility of 
_ disposing of their bonds, without submitting to the most ruinous 
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sacrifices.” “It was at this period of unavoidable heavy indebted- 


ness, diminished resources and impaired credit that the — 
board commenced their labors.”’ 


A contract had been agreed upon, by the old board, for the 


- completion of the road “from Terrebonne to the Bayou Boeuf, 18 
' miles, exclusive of rails and fastenings, for the sum of $300,000,” 
with two responsible gentlemen, “but in consequence of some dif- 


ficulties as to the details, it was abandoned.” The company’s 


engineer solicited the privilege of being allowed to do this same 
work with hired labor and by small contracts, and assured the 
President that it could be done thus for about $200,000, or 
$100,000 less than by the contract previously agreed upon, and 
he promised to run a train to Tigerville on the first of October. 
“The President was authorized to have the work executed (in this 


manner) with all possible dispatch, from the Bayou Terrebonne, — 


through the Chacahoula swamp” (4 miles wide), and the gl 


swamps (134 miles wide), “to Tigerville, on the Bayou Black,” 
distance of 11 miles in all. 


On the list of April, 1855, this work was commenced, “Mr. 
Seger, the Vice President, being charged with the furnishing of 
men, provisions, clothing and materials, and Mr. Bayley, the 


chief engineer, with the immediate direction of the work.” The 


President goes on to say that “it was doubted whether this 


difficult work could be finished before the 1st of November, and © 


that day, was therefore, fixed upon for its completion,” but ‘‘on 


the 1st of October, a locomotive was run to Tigerville.” “This 


undertaking having been satisfactorily accomplished at an ex- 
pense, (exclusive of rails and fastenings,) of $119,961.59, the 
board immediately decided that the work between Tigerville and 


the Bayou Boeuf (seven miles, including the Boeuf swamp, three 
miles wide,) should be done in the same manner, ... and the 


labor commenced about the 25th of October.” On the 24th of 
February, 1856, this portion of the road was completed, and soon 


afterwards opened for passenger and freight business. The dis- 
tance from Algiers to Bayou Boeuf'is seventy-three miles. The 


receipts from passengers and freight for 1855 were but $116,295. 


To the 18th of J anuary, 1856, the amount expended between — 


Tigerville and the Boeuf, exclusive of rails, etc., was $52,838. 
Amount estimated as required to complete to the Boeuf, including 


the filling in the crib-work across the Boeuf swamp with earth 


— 
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, hauled in cars, $27, 000, or, as President Hewes reported, a total 
from Terrebonne to the Boeuf, of $199,800. When completed, in 


February, 1856, including some extra work, the actual cost had 
amounted to about $205,000. 


Thus this company saved about $95,000 by having the work 
done in this manner, and, considering that about 8 miles of the 


18 were across deep cypress swamps and about 2 miles more of 
sie wet land, it was done rapidly. 


As President Hewes states in his report, the Chief aia 
and the Vice President “‘received the thanks of the board,” written 


in the best style of chirography, — sealed, and—their regular 
salaries respectively. 


On the 13th day of November, 1856, an agreement was con- 
cluded with Cornelius Vanderbilt for the establishment of a “line 
of first-class steamers between the terminus of the railroad—now 
at Bayou Boeuf and hereafter to be at Berwick’s Bay—and Galves- 
ton and other intermediate points in Texas, which line is to be 
daily, tri-weekly or semi-weekly, according to exigencies of the 
trade,” etc., but it was not until the lst of April, 1857, that the 
first steamship, the Galveston, was placed upon the line. Early in 
May the steamship Opelousas was added to.the line, and the route 
was extended to Matagorda Bay, in Texas. 


- On the 12th of April, 1857, the road was opened to Berwick’s 
Bay, 80 miles; but, for the want of proper wharf accommodations, 
“steamers and other vessels were unable to connect regularly 
_with trains at that point until about the middle of May.” In May, 
_ 1857, this road was in full operation to Berwick’s Bay, in connec- 
tion with the seaports of Texas, by a line of steamships, and with 
all points on the Bayou Teche, by means of steamboats. 


Subsequently, Mr. Vanderbilt sold out his steamship line to 
Charles Morgan, Esq., and the railroad company concluded an 
agreement with Mr. Morgan for the maintenance of the line of 
steamships between Berwick’s Bay and the seaports of Texas. 
Thenceforward, until the breaking out of the war and the block- 
ade, said line was operated in a much improved manner, and 
with steamships superior in every respect to those formerly used. 


The road receipts for 1856 were $206,365, and for 1857, 
$248,178. Rolling stock, 9 locomotives, 17 passenger and baggage 
ears and 202 freight cars. 
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The disbursements to the close of 1857, for surveys, engineer- | 
ing, salaries, general expenses, right of way and depot lands, 
depot and station buildings, wharves and platforms, machinery 
department and rolling stock of all kinds and construction of road 
for 80 1/5 miles to Berwick’s Bay, the Raceland branch road 
two miles long, and about nine miles of sidings, yard tracks, etc., 
had been $3,018,731, or about $36,732 per mile of main line and 
branch—82 1/5 miles of road. 


This road was built to a guage of track of five feet six inches. © 
[End of installment No. 5: Datly Picayune, April 6, 1873.] 


On the 3d of June, 1856, an act of Congress was approved 
to grant “public lands to’ Louisiana for railroad purposes,” for _ 
the purpose of aiding the construction of the roads from Vicks- 
burg, via Monroe and Shreveport, to the State line of Texas; 
from New Orleans, via Opelousas, to the Texas line, and from 
New Orleans to the State line, in the direction_of Jackson, Miss. 
The companies having in charge the construction of the two: 
roads first named, accepted this grant; the latter company did not. 
Six sections of land per mile of road were granted, or so much 
thereof as could be made up from vacant lands, designated by 
sections with odd numbers, within fifteen miles of the line on 
each side. The lands so donated could only be disposed of as 
follows: “A quantity of land, not exceeding 120 sections, and 
included within a continuous length of twenty miles of said road 
may be sold; and when the Governor of said State shall certify © 
to the Secretary of the Interior that any twenty continuous miles 
of said roads are completed, then another like quantity of land 
hereby granted may be sold; and so from time to time, until 
said roads are completed; and if said roads are not completed 
within ten years, no further sale shall be made, and the lands 
unsold shall revert to the United States.” 


It may be stated here that the Opelousas company never 
realized any benefits whatever from this land grant, but to the | 
contrary, suffered a considerable loss on account of it, although | 
_ nearly 720,000 acres of land were finally listed and approved to 
the company; but only in 1861, or just after the commencement 
of the war, did they become available. The delay in procuring 
approved lists of the lands inuring to the company under this 
grant, owing to the red-tape formalities of government offices _ 
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and the preference shown to land grant companies in the North- 


- western States, caused the loss of nearly five years, or one-half 


of the time allowed to complete the road, and the war prevented 
sales and the completion of the road during the remaining half. 
Some few sales were made, but the expenditures for obtaining 
the selections and approved lists were largely in excess of all 
receipts from sales of lands. There were no vacant lands worthy 


of mention opposite the first 125 miles of the line of the road, and 


the bulk of the grant was between the 190th mile and the terminus 
of the road at the 258th mile, or Sabine River. 


The writer attended to the duties of Land Commissioner as 
well as Chief Engineer, and thereby became cognizant of the facts 


connected with this land grant business. 


In January, 1857, Mr: Hewes reported that “In October last 


our chief engineer made a reconnaissance for the purpose of 


selecting a route from Opelousas west to the Sabine, and also a 
report on other routes recommended for a line of road to Shreve- 


port. His report was submitted to the board at a called and full © 


meeting, holden on the 18th ultimo. At that meeting the board 
unanimously adopted and definitely fixed the Sabine line from 
Opelousas to the Sabine at Thompson’s Bluff, nearly opposite 
to Burksville,” in Texas. “Three routes towards Shreveport were 


examined by the chief engineer: From Washington, following 


generally the valley of Red River, to Natchitoches, and thence 
by Mansfield to Shreveport; from Opelousas, through the prairies | 
and, pine woods east of the Calcasieu, in a direct line to Spanish 
Lake, and thence by Mansfield to Shreveport ;” and from Opelousas 
northwest, crossing the Calcasieu. and following the “dividing 


ridge between the waters of the Sabine and Calsacieu to a point 
_ about two miles west of Mansfield, and thence to Shreveport.” — 


_In.the summer of 1857, the adopted line from Opelousas to 


the Sabine, opposite Burkville, was located and prepared for 


construction, and maps of it were filed in the several land offices, 
Secretary of State’ s office, etc. | 


In his report for 1857, the company’s engineer recommended 


an application to Congress for an appropiration to excavate “a 


straight channel through Atchafalaya Bay, from deep water 
inside to deep water outside the reefs and shoals, and thus afford 


| for navigation from 10 to 12 feet depth of water at all times, 
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or as much as’is found upon Galveston bar.” “The tidal current, 
concentrated in such a straight channel, would maintain it per-— 
manently.” “The great advantage of such an improvement to 
Attakapas, to the State, and to your road, is manifest.” 


In January, 1858, Mr. Hewes reported that the total amount | 
actually realized from the stock subscriptions by the State, city, 
parishes and individuals, had amounted to only $2,800,000. The 
total debt of the company on the 23d of same mouth was less 
than $750,000. He said also that “the effects of the revulsion in 
monetary affairs, commencing in October last, have been so ex- 
tended and disastrous that further progress in construction must 
be suspended until a favorable change shall enable us to effect 
negotiations, which are, at present, impossible. In our last report 
we stated that the fonstruction of the road had exhausted the | 
realized means of the company.”’ 


On the 11th of April, 1858, a crevasse seourtied i in the Missis- 
sippi River levee, opposite the 5th mile from Algiers, on the Bell 
Plantation, and on the 13th of May another, on the Labranche 
Plantation, in St. Charles parish. These two crevasses inundated 
more than forty miles of this road, several feet in depth, and it © 
was not until October 25th that it was reopened for business. 
The damage done to the road itself was trifling—the cost of re- 
pairs was about $6000—but the loss by the interruption of busi- | 
ness was a serious matter, and nothing could be done to extend © 
the road west of Berwick’s Bay, in consequence of this and of 
the exaggerated general impression that the road was ruined > 
as a road by the overflow. The company knew better, that little 
or no injury had been done to the track; but, as the public would 
not believe us—the writer published a statement in a city paper 
at the time, to the effect that the actual cost to repair the road 
where washed away, opposite the Bell crevasse, would probably | 
be about $5000—as President Hewes stated in his annual report 
for 1858, “there was an absolute necessity for waiting the veri- 
fication of our estimates by the result and actual cost; and no 
move whatever could be made (as regards construction west of 


Berwick’s Bay) until the resumption of the regular business of 
the road.”’ 


And so another year’s time was lost. “We have experienced,” 
said Mr. Hewes, “a succession of mishaps and obstructions to 
our progress from the first inception of this great enterprise to 
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the present moment,” but ‘‘we have before us the finest country 
in the world, both for construction of the road and quick returns 
in the way of business after it is built.” ‘We must raise the 
“means for accomplishing the great object of the charter, a con- 
tinuous line of railroad from New Orleans to Texas.” 


The business men of New Orleans did not, however, realize _ 
then, as they do now, the importance to them of a trunk railway 
to Texas, and would not put their “‘shoulders to the wheel.” For 
unselfish devotion to the public good, for honesty of administra- 
tion and strict integrity in all business relations, no President 
and Board of Directors of any company ever surpassed Wm. G. 
Hewes and his board; but they were left principally to their own | 
_unaided resources in their struggle to complete this road to Texas. | 


In January, 1859, the company’s indebtedness had been re- 
‘duced. to $470,000, from $750,000 in 1858. 


For the purpose of obtaining means for the further con- 
struction of this road, the President was authorized and in- 
structed to issue $2,000,000, of first mortgage 8 per cent bonds, 
dated: first April, 1859, and redeemable in 1889, on the first 
‘division of the road, from Algiers to Brashear, or Berwick’s Bay 
80 1/5 miles, with the land over which it was constructed, the 
equipments, appurtenances, rights and franchises of the company, 
applicable to this portion of the road. This was done. 


| In J anuary, 1860, it was reported that the actual receipts 
for about ten months of business in 1859, were $370,062; two. 
months’ business having been. lost by an overflow caused by a 
crevasse in the levee of Bayou Lafourche. But for this the earn- 
ings would have amounted to about $445,000. By raising the 
embankments the recurrence of a’similar interruption was pre- 

vented, and the road was re-opened for business long before the 
- erevasse was closed. About 100 bonds were sold in April, “‘when 
the war in Europe put an end to negotiations,” but, to the close 
of 1859, 340 had been sold and the floating debt reduced to 
$268,000. Three locomotives and a number of cars had been 
added to the rolling stock, and many improvements made to the 
road and its equipment. New cross-ties, of cypress, eleven feet, 
or double the guage, in length and twelve inches in width, were 
used for all renewals of ties, because of the want of suitable 
- ballasting material, and these improved the track very much. 
There are five draw-bridges on the line of this road to Berwick’s 
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Bay, and the system of “safety signals” for these was adopted, 
by advice of the engineer of the company, in 1857, about, if not 
the first, instance of their use anywhere. The old system, still 
retained by many roads, required the showing of a signal when — 
the draw was open for the passage of a vessel, and is termed a 
“danger signal,” and the absence of a:'signal was understood to 
mean the bridge was closed and ready for the passage of trains, 
but as a light might be extinguished by wind or by accident at 
night, and the day signal might be concealed by a fog or other-— 
wsie, or as the locomotive engineer might fail to see either, there 
was danger of a train running into the drawbridge opening. The 
fatal Norfolk accident, and others, which might be mentioned, 
occurred in this way. Seeing a signal is positive evidence, and not 
seeing it, for any cause, should bring a train to.a full stop. It is 
still better to require:the draw-bridge keeper to supplement the 
“safety signal’ by another to “come ahead,” or “back,” as the 
case may be. Signals by difference of colors are dangerous for 
drawbridges, for some men cannot distinguish between colors, 
and others are “color blind,” to a greater or less extent. 


In 1859, the work of construction west was commenced at 
New Iberia, under a system of hired labor, and about six miles of 
roadway had been graded toward Vermilionville at the close of 
the year. A contract had been made for the grading of an em- 
bankment across the swamps and sea marsh—three miles wide— 
near to the west side of Berwick’s Bay, by means of a steam — 
dredge boat. This, at the time, was an untried experiment, and 
several engineers predicted its failure, but it was completely 
successful and resulted in a saving to the company of about $50,- 
000, over what would have been the cost of piling, or cribbing, and _ 
filling in with earth hauled. 


In January, 1860, the Commissioner of the United States 
General Land Office had notified the Governor of the State that 
there were 608,150 acres of clear land enuring to the road, and 
90,332 acres more suspended for examination. 


The advantages and importance of a speedy completion of 
the road to Texas, and also, by a branch, to Alexandria, on Red 
River, were fully set forth by Mr. Hewes. He adds: “With the re- 
maining bonds, and the very valuable lands to be acquired as we 
proceed with the construction of the road, we can have ample 
- resources for paying off our whole floating debt and carrying 
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out all the requirements of the charter. It remains, however, to 
be seen whether they who have such a deep interest in our suc- 
cess will, by purchasing the bonds, aid in pushing the work rap- 
idly through.” “The company have sufficient negotiable means to 
_ build and equip the entire road from Berwick’s Bay to Opelousas,” 
85 miles. “The punctual payment of the interest of the bonds is 
secured beyond a doubt.” “The company will be able conven- 
iently to commence in 1866 paying off the principal, as stipulated 
_in the contract.” ‘There will be ample means for continuing the 
road from Opelousas to the Texas line,”’ about 9214 miles. ‘““When 
we shall have reached the Sabine we will have a first class road, 
258 miles long, worth, at the lowest calculation, $6,500,000, and 
upon this whole property a mortgage debt of only $2,000,000, 
payable in thirty years and provided for from the earnings of 
the company.” “If the 608,000 acres of land (afterwards in- 
creased to nearly 720,000 acres) shall sell for the estimated. 
value, $3,000,000, then the stockholders will have $1,500,000 in 
addition to the value of the road.” 


This was the situation in the spring of 1860, and Mr. Hewes 
would unquestionably have accomplished all that he claimed, but | 
the black cloud of war, “no bigger than a man’s and,” had ap- 
peared on the political horizon, and soon after spread over the 
whole heavens—it was too late, too much time had been lost. 


In January, 1861, it was reported that the graduation of 
the roadway from Berwick’s Bay to New Iberia, forty-five miles 
—an intervening swamp one and a half miles excepted—would . 
be completed in about two months, and about twenty miles more, 
from New Iberia to Vermilionyille, was nearly finished. Con- 
tracts made for 4000 tons of rails, and 1100 tons delivered. Acres 
of land listed and approved, 462,633 ; suspended for examination, 
90,332 acres. Supplemental lists for 75,560 acres were received 
soon afterwards, making in all*719,193 acres. Earnings of the 
road for 1860, $481,922, or about $6024 per mile of road in opera- 
tion. Number of bonds sold, 566; floating debt, $339,297. Punc- 
tual provision made, by deposits monthly in advance, in the Lou- 
isiana State Bank, for the interest on the bonds sold, as per con- 


tract. Rolling stock, 12 locomotives, 19 passenger and baggage . 
cars, and 209 freight cars. — 


In January, 1862, it was véneeebiadl ‘that the roadway was 
completed—except 114 miles of swamp embankment—and ready 
for track-laying, for 63 miles from Berwick’s Bay, but the block- 
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ade had stopped the Rivery of rails. Under a contract for 100,- 
000 cypress cross-ties, 6 by 12 inches, and 11 feet long, 11,500. 
had been delivered on the west side of the bay. A telegraph line 
had been built from Algiers to New Iberia, 125 miles. Gross 
earnings for 1861, $401,783, a reduction in consequence of loss 
of Texas business by the blockade. Net earnings about 50 per 
cent. February 13, 1862, number of bonds sold 1165, and con- 
tracts made for completion of roadway to Opelousas within the 
year. “Floating debt” being “rapidly paid off, and we have on 
hand $163,692 in cash, available for this object.” “We decline © 
new loans, are paying all obligations as they mature, and discount 
such as can be procured of those not yet due,” says President 
Hewes, and, he adds, “the affairs of the company are now in the 
best condition and the prospects for the future very encour- 
aging.” 


Act No. 70, J anuary 20, 1862, authorized the issue 
of State bonds to the extent of $6000 per mile of road graded 
and ready for track, for the unpaid balance of the State sub- 
scription, $550,000, “for the purchase of railroad iron,” but the 
results of the war prevented the issue of these bonds. 


The total amount realized from stock up to 1862, was $2, 948, - 
259, or less than one-half of the capital stock. 


In August, 1862, President Hewes died in St. Landry parish, 
while still persistently attending to the work of construction. 
His persevering devotion to the interests of the Opelousas com- 
pany and the public good, his strict integrity, great ability, and. 
many noble qualities, cannot be too highly eulogized. | 


In January, 1863, President Seger reported that 1363 of the 
company’s bonds had been sold, up to the lst of March, 1862, 
leaving 637 on hand. No lands, except a small quantity, had been 
sold, because of the war, although many applications to purchase 
had been made. About 80 miles of roadway had been graded © 
between Berwick’s Bay and Opelousas, and the work of gradua- 
tion did not entirely cease until Gen. Bank’s Red River expedition 
put a final end to it. The floating debt at the close of 1862 was 
$193,053, and the bonded debt, $1,363,000. The interest, so far as — 
called for, had been paid. Up to the 25th of April, 1862, when 
New Orleans was captured by the United States military forces, 
the track, bridges, rolling stock, buildings and appurtenances of 
the road were in the best possible condition, and the company had 
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12 locomotives, 21 passenger and baggage cars, and 209 freight 
cars; also the river ferry steamboat Ceres, and three large decked 
barges, built expressly for the transportation of freight between 
New Orleans and Algiers. Two of these barges were burned by © 
the populace, as Com. Farragut’s fleet approached the city. 


On the 1st of May a “regiment of United States troops were 


: quartered in the Algiers depot, and the road and its equipments, 


together with the steamboat Ceres, and the remaining barge, were 


- taken: possession of by the commanding officer.”’ On the 8th of 


May “all the property of the company” was returned, “except 
the Algiers depot, the Ceres and the barge,” and the company was 
required to operate the road for the purpose of bringing in sup- 


plies of food for New Orleans. On the 26th of May a company 
of Confederate troops captured the down train at Bayou Boeuf, 


came down to Jefferson Station, 12 miles from Algiers, tore | 
up a portion of the track and returned to Berwick’s Bay, burning - 
the Des Allemands, Lafourche and Boeuf bridges behind them, 


and retaining, on the western end of the road, three locomotives | 


and about half of the company’s passenger and freight cars. On 
the 1st of July the military authorities resumed possession © 


of the road and operated it to Des Allemands, thirty-two miles, 


until November; the Confederates operating the remaining por- 
tion. Early in November the military forces of the United States 
captured the whole road to Berwick’s Bay; but the Confederates, 
in their retreat, burned and destroyed the principal bridges and 
buildings on the line of the road (except at Brashear) and two 
locomotives, eight passenger and baggage cars and 62 freight 
cars, besides other property. The steamer Ceres while in use as 


a Government transport, was blown up and destroyed at Ship. 


Island in October. Nearly $260,000 worth of property had been 
destroyed. so far. Thenceforward, until 1866, the road was 


operated by and for the exclusive use of the military authorities | 
of the United States. 


The company’s receipts for and ditne the early part of | 
1862, or until their road was taken from them, were $141,491. 
The total earnings from the beginning had amounted to $2,250,- 


983 to the close of 1862. 


-- On hand in cash, $119,542; State and city bonds, $57,000; 
sundry dues and bills receivable, $31,668; total, $208,210. The — 
payments on account of maintenance of way and transportation 
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had been, ferriage included, $1,623,331.50. The item for interest 
had amounted to $581,845; for discount on State, city and com- 
pany bonds to $578,257. The total expenditures from 1851 to 
1863, on account of right of way, general expenses, lands and — 
land grant, buildings and structures, construction and equipment, | 
telegraph line, repairs and renewals, etc.—exclusive of main- 
tenance and transportation, interest and discount—had amounted 


to $4,070,334, which shows that loss of time is a very important , 


element in the cost of public works. Rapid construction and cash 
payments secure economy in cost. 


The company preserved its organization and held its regular | 
elections for directors, from year to year, during the continuance 
of the war. Every effort possible was made, from time to time, to 
procure a return of the road, of the company’s property, and of 
the surplus earnings, but to no purpose. “The accounts rendered 
to the quartermaster’s department to the ist of July, 1863, (it 
was afterwards ascertained,). show the net earnings over the 
expenses to have been to that date, $127,993.66,” for one year’s 
operation. What they were for the remaining two years and 
seven months of the military occupation of this road is not known; 
the receipts, it is presumed, were increased considerably. The War 
Department general order No. 56, under which the Opelousas 
Railroad was returned to the company on the Ist of February, 
1866, provided, in section 5, that “Tabular statements will be 
made of all the expenditures by the Government for repairing each 
road, with full statement of receipts from private freight, passage 
and other sources; also a full statement of all transportation per- 
formed on Government account, . . . to be made in triplicate, one 
each for the Secretary of War, the military headquarters of the 
department, and the railroad company.” “This section of the © 
order,’ says President Seger, ‘“‘was ignored entirely,” because, | 
as alleged, there was “no record from which such statements > 
could be made.” How much of the surplus earnings were received 
by the Government we do not know, but it is certain that not one 
dollar was paid or credited to the railroad company on account of 
same, nor for the steamer Ceres and barge, valued at $45,000, nor 
for three locomotives, many passenger and freight cars, and 
“several steamboat loads of cast and wrought scrap iron, old 
wheels and axles,” etc., which were transferred to other roads, or 
“shipped off’? to a market. Instead of this, the company were : 
compelled, in order to get their road back, to assume payment of 
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$113,773, with 7.30 per cent interest, for property placed on the 
road by the Government managers thereof, (and paid for 
probably, out of the road earnings,) in lieu of “what had been 
worn out, destroyed or taken away,’ while the company had, 
what they believed to be, “a fair and just claim for more than 
treble the amount,” exclusive of surplus earnings. 


“The inventory and appraisement of the property transferred 

of sold by the Government to the company,” says President Seger, 
‘‘was made with the most searching comprehensiveness. It includes 
every article, large or small, new or old, good or bad, from a new 
- locomotive valued at the high price of $20,000 to a worn out 
feather duster valued at 5 cents, which could be claimed as having 
- been manufactured, constructed or reconstructed, purchased or 
procured for the use of the road.” 


The fact that: the State of Louisiana — the city of New 
Orleans owned more than one-half of the whole stock in this road, 
should have entitled the company to better terms and to the 
active efforts and influence of the State and city authorities to 
obtain better, but no help was given to the company, and it was 
compelled to buy back the wrecks of its property and submit to 
spoliation. 


{End of installment No. 6: Daily Picayune, April 13, 1873. ] 


The Opelousas Company, as before stated, obtained posses- 
sion of their road finally, on the Ist of February, 1866, nearly 
nine months after the war ended; the Jackson Company having — 
obtained theirs on the 24th of June, 1865. 


From the report for 1866, we obtain the » foeniee informa- 
tion: Of the $6,000,000 of capital stock, $4,094,181 had been 
subscribed, and $2,944,181 had been actually realized. The amount 
expended beyond Berwick’s Bay had been $343,452, for about 80 
miles roadway graded, bridging, depot lands and buildings at 
_ New Iberia. The channel in Atchafalaya Bay had been obstructed 
by a barricade of oak timber or trees, and in order to re-establish 
the steamship line from Berwick’s Bay to Texas it was necessary 
to reopen this channel. This the company did at an expense of | 
about $10,000, and in August, 1866, the Morgan steamship line 
to texas was again in operation. 
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The principal on the line of road, which 


been destroyed and replaced with temporary structures without 


draws, were reconstructed. General repairs were made in all 


of the road departments. 


Of the 12 locomotives, 21 passenger and baggage cars and 


209 freight cars on hand July 1st, 1862, there were returned 9 


locomotives, more or less out of repair ; 5 passenger cars, old and 
out of repair; 45 freight cars, generally in a damaged condition, 
and a portion of the wheels, axles and iron work of a number of 


wrecked cars. Two locomotives, one passenger, one baggage and © 


ten box freight cars had been sent to the Memphis and Little 


Rock Railroad, and one locomotive and cars to the Brazos Santi- | 


ago and Brownsville Railroad, by the military authorities, and 


no account, nor credit, nor return of this property was ever made 


to the company. 


The loss of rolling stock destroyed, worn out and sent away 
during the military occupation of — road, was estimated at 


about $300,000. 


The indebtedness of the company ‘was g1.4 429,000 for bonds \ 
sold, and $614,927 for floating debt, including the coupons to fall a 
due in April, 1866. Number of bonds pledged as security 408, | 


on hand 163. Available funds in treasury $129. 


The gross receipts for the eleven months in 1866 were $414, - 


_ 741, with only about four months of the Texas steamship business. 


Rolling stock 10 locomotives, 9 passenger and baggage cars and 


124 freight cars. 


Before the expiration of the ten years’ limitation of the land — 


grant, or early in 1866, the company sent.a memorial to Congress, 
backed by joint resolutions of the Louisiana Legislature, approved 
Feb. 28, 1866, asking for an extension of time for eight years 
‘from June 3, 1866. This memorial was referred to the Senate 


Committee on Public Lands, and the Senate passed an act, subse- © 


quently, granting the desired extension of time, etc., but it failed 
to pass in the House of Representatives, because, as alleged, of 
political considerations; of the expediency at that time of recog- 
nizing Louisiana as a State,-even thus indirectly. 


In 1867, the Opelousas Company again petitioned Congress 


for the revival of the grant, an extension of time to complete the 
_ road to the Sabine River, to June 3, 1874, and for authority to 
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adien and liquidate the unsettled accounts of the company with 
the General Post Office and the Quartermaster’s Departments of 
the Government. Resolutions indorsing and uniting in this peti- 

tion, and praying for the relief asked for, and setting forth the 
- advantages and importance of this railroad to the commercial, 
agricultural and manufacturing interests of Louisiana, Texas and 
‘the whole country, were passed by the Common Council of the 
city of New Orleans, by the Chamber of Commerce and by the 
Mechanics and Agricultural Fair Association. Another petition— 
measuring forty feet in length—of the same purport, signed by 
the principal business firms, banks, insurance companies, etc. 
and the business men of New Orleans, as well as by thousands of 
- our best citizens in the city and country, was also addressed to 
Congress. The press of New Orleans, without respect to party, 
united in advocating this measure, and, inasmuch as similar ex- 
tensions of time had been granted to railroads in the Northwest- 
ern States, including Missouri and Arkansas—in the latter State 
the time had not only been extended but the grant had been in- 
creased from six to ten sections per mile of road—it was confi- 
dently expected that the relief asked for would be granted, but 
it was refused. The intrigues and misrepresentations of a few 
would-be land speculators and others prevailed, and we are no 
nearer to Texas by rail to-day than we were in 1857—sixteen 
years ago. Had the relief asked for been granted, it is certain 
that our much needed railway to Texas would have been completed 
and in successful operation long ere now. The denial benefited © 
neither the General Government nor the schemers who intrigued 
for personal gain—all have suffered loss. Without the railroad 
there is and can be but little inducement for homestead settlements 
in Southwestern Louisiana; and the well-arranged and settled 
plan of having the railroad lands restored to private entry at: 
_ $1.25 per acre or less, and of entering up all the best of them imme- 
diately afterwards, was—squelched. | | 


In 1867, the Opelousas Company had to sustain its usual 
allotment of mishaps. The Mississippi levees in Pointe Coupée, 
West Baton Rouge and Iberville parishes, which had been 
neglected during and after the war, gave way in many places 
and the whole Atchafalaya Valley was inundated; the water 
reached a higher elevation than ever before known, higher even 
that the hitherto—as it was considered previously to 1865—un- 
approachable elevation of 1828. About twenty-three miles of the © 
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western end of the road was submerged from three to five feet in 
depth over the cross-ties. Trains ceased running beyond Terre- 
bonne station, fifty-five miles from Algiers, on the 17th of April; | 
the road was reopened to Berwick’s Bay on the 20th of June. The 
had been loaded or staked down in time, where liable to 
float, hence no injury resulted, other than a loss of business for 
two months, from the overflow. 


During the military management of the road, in 1865, a simi- 
lar crevasse overflow, caused by breaks in the levees of West Baton — 
Rouge and Point Coupée, although not quite so high as in 1867, 
floated away several miles of track, and some trouble was experi- 
enced in getting it back. 


After the overflow, in 1867, came the yellow fever epidemics | 
in New Orleans, Galveston, Texas, and elsewhere, in August, 
September, October and November. The quarantine restrictions on 
travel and commercial intercourse, imposed by the New Orleans, 


the Galveston and the village quarantine regulations, nearly des- 
troyed business. 


The war of quarantines, in 1867, assumed, to some observers, 
quite ludicrous phases. The object of quarantine is supposed to 
be to prevent the introduction and propagation of the infectious 
diseases ; but in 1867 “Yellow Jack” ran the blockade everywhere, 
got in, and then the object of quarantine seemed to be to keep 
him from getting out again. Galveston first quarantined New 
Orleans, then New Orleans quarantined Galveston; both succeeded. 
splendidly in keeping its own epidemic disease and devloping it 


to its highst type of virulence and universality. To the uninitiated | | 


it would seem to be useless to keep the door barred and guarded 
after the thief has got in through the windows. 


In March, 1867, the Opelousas Company arranged for the 
issue of $1,000,000 in 8 per cent bonds, bearing second mortgage 
on the first completed division of the road, for the purpose of 
funding the matured coupons of the first mortgage bonds, which 
had fallen due and accumulated while the United States military 
authorities had possession of the road and the revenues thereof; 
which latter, it is believed, were ample for the paymnt of said 
coupons as they fell due, from year to year, during the war. Only 
forty of these second mortgage bonds had been issued, and one 
thousand coupons funded at the close of the year 1867. 
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Gross earnings for 1867, $378,199. Indebtedness: for first 
mortgage bonds $1,355,000, for second ditto $40,000, for coupons 
of interest, bills payable and claims past due $572,527. Loco- 
motives 10, passenger and baggage cars 11, freight cars 137. 
Length: of main track 80% miles; of branch tracks and sidings 


12¥miles. 


In June, 1868, a statement of the condition of the company’s 
affairs, an estimate of the cost to complete the road to the Sabine 
_ River, on the line to Houston, Texas, and proposals for leasing 
and completing the road from Berwick’s Bay to the Sabine River, 
were published ; but nothing was effected in the way of a lease. 


The gross earnings for 1868 were $414,709, and the expendi- 
- tures for maintenance, transportation, construction, and improve- 
ments, all main office expenses, ferriage, revenue taxes, law 
expenses, etc., were $294,986. 


In January, 1869, President Seger reported that “in the 
Management and operation of the road, care has been taken that — 
the property of the company should not depreciate in value, and 
it is believed to be worth more than at any previous time.” “All 
just claims of whatever kind which are known to have existed 
against the company, prior to the lst of January, 1869, have | 
been paid, with the exception of the coupons of the bonds, other 
obligations based upon them, and that of the United States Gov- 
ernment,” that is to say, on the 25th of January, 1869, every 
dollar of floating debt, except for interest on mortgage bonds, and 
a balance of $34,011, claimed by the Government, of the amount 
exacted for the return of the road, had been _ The amount due 
on coupons was $651,646. 


In June, 1868, suit was brought i in the United States District 
‘Court to force the Opelousas Company into bankruptcy, on a claim 
of $400, for ten mortgage bond coupons. The case came to trial in 
‘November, and during this trial " proceedings were also com- 
menced in one of the State courts,” for the foreclosure of the 
‘mortgage, or with that end in view, on a claim of $219,000, for 
first mortgage bond coupons; but this suit was suspended, for the 
time being, by a mandate from the United States District Court. 
The bankruptcy suit, which was engineered by an agent of the 
Illinois Central Railroad Company, was dismissed, but the suit 
of Charles Morgan, Esq., which was withdrawn from the State 
Court and instituted in the United States District Court was 
pressed to a judgment. 
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Under date of April 15, 1869, the United States Marshal 
advertised that “by virtue of a writ of seizure and sale,” issued 
by the Circuit Court of the United States for the Fifth Circuit 
and District of Louisana, in the suit of Charles Morgan vs. the 
New Orleans, Opelousas and Great Western Railroad Company, 
he would proceed to sell at public auction, at the entrance to 
the Custom-House, on Old Levee street, on Tuesday, May 25, 1869, 
at 12 o’clock, M., the “whole of the completed grand division of 
the railroad between Algiers and Berwick’s Bay, with all its 
equipments and franchises,” etc. “Terms of sale—the sum of 
$606,600 and costs, payable in cash at the time of adjudication, 
and the remainder. of the purchase price payable on the Ist of 


April, 1889, with interest at the rate of 8 anil cent, oe semi- 
annually.” 


On the 2d of May, 1869, the board - directors, sills of 
some of our best known and most respected citizens, twenty-one 
in number, headed by Wm. S. Pike and Sam Smith, published 
an address to the citizens of New Orleans, appealing to them to 
come forward and save the road, the interests of the city and 
State in it, amounting to $2,150,000, and secure the immediate 
completion of this railway to Texas, by subscribing for $1,000,000 
of second mortgage bonds and stock. Each subscriber, on the pay- 
ment of $1000, was to receive a certificate for forty shares, (of 
$25 each,) of fully paid stock, and a second «eda 8 per vont 
bond for $1000, or two for one. | 


“With the funds derived from the sale of the 40,000 shares 
of stock, we (said the board, with Wm. S. Pike as President, ) 
purpose to pay to the holders of the past due coupons one-half. 
of the amount due to them in cash, and for the other half to issue 
to them the second mortgage bonds of the company,” maturing in 
1889. “Should the arrangements, as proposed, be consummated, 
the total bonded debt of the company would be as follows: First 
mortgage bonds $1,987,000; second ditto $1,000,000; second ditto 
for deferred interest $375,000, in all $3,362,000, which would com- 
prise the total and entire debt, saving such small debts as they 
have the ability to discharge in cash at any moment.” 


“The annual interest on the above bonded debt would isenined 
to $268,960,’ “with the certainty that the surplus earnings of even 
the road to Berwick’s Bay would be ample to provide for its . 
punctual payment, and with no other debt to prevent the use of 
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the entire net proceeds for the payment of interest.’”’ The dead 
- point in business and in repairing and re-equiping the road for 
traffic had been passed; the ever swelling tide of emigration to 
Texas had commenced, and the receipts of the road were in conse- 
quence steadily increasing; the surplus earnings of the first four 
months in 1869 had been $70,000, and the company, after paying 
off salaries, labor rolls, bills and accounts weekly, had a surplus 
of nearly $50,000 on hand; the new subscription for $1,000,000 of 
stock would entitle the company to receive from the State $250,000 | 
on her subscription for $1,200,000, (on which only $650,000, or 
one-fourth the payments of all other subscribers had been paid), 
and the company would have a balance of $625,000, after paying 
one-half in cash of the accrued bonded interest of the new sub- 
- seription, or there would be $875,000 available for the immediate 
completion of the railroad from Berwick’s Bay to Vermilionville, 
- 63 miles, which was graded and ready for track-laying, the esti- 
- mated cost of which work, including the bay bridge, at the then 
. cost of iron, was $1,000,000. So that it may be claimed as a cer- 
tainty, that had the people of New Orleans, in 1869, responded 
to the call for a stock bond subscription of $1,000,000, the com- 
pany would have been relieved from all embarrassments, the road 
would have been completed to Vermilionville in 1870, and to Texas 
in 1871, or 1872 at farthest. The subscribers would have been 
sure of their interest every six months, for the company proposed 
to execute a notarial act, ‘“‘pledging irrevocably from the receipts 
of the road, a properly regulated monthly deposit of an amount 
_ sufficient to meet each and every semi-annual iaeteement of 
interest at maturity.” 


The completion of the road to Vermilionville would have 
increased the business receipts of the road very much, and Wm. S. 
Pike and the board were fully justified in saying “to the property 
owners, merchants and citizens of New Orleans generally,” that 

‘“‘with the absolute certainty that the net revenues of the road 
will more than pay the interest on the bonded debt; with our 
_ charter and franchises preserved intact and our stockholders 

eventually secured, we entertain no doubt as to our ability to 
complete the road to the Sabine River within two years from this 
date, and hence we appeal to you for your immediate aid and 
co-operation.” But, as the terms of subscription were not binding 
or operative until the whole amount of $1,000,000 was subscribed, | 
and as only about $700,000 was subscribed in all, the whole plan 
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failed. Its success would probably have secured the revival and 

extension of the land grant by Congress, and perhaps the settle- 
ment of the company’s claim against the United States, amounting 
to several hundred thousand dollars: certainly the immediate 
completion of the railroad to Texas, and the saving of the stock | 
of the State, city and individuals in it, would’ have been secured. 
The absolute necessity of a railway to Texas, to the commerce of 
New Orleans, was not yet fully realized; St. Louis had not yet, 

as now, completed her railway connection with Galveston and all 
parts of Texas, and by so doing had not yet established the fact 


that she would deprive New Orleans of the trade of Middle and 
Northern Texas. 


On the 25th of May, as edvetinl the sale of the tick 
' division of the New Orleans, Opelousas and Great Western Rail- 
road, from Algiers to Berwick’s Bay, took place, and Charles 
Morgan, Esq., became the purchaser, for $2,050,000—equal to 
$25,561 per mile of main road—801/5 miles—and equipments. 
Subsequently, under a judgment of seizure and sale for the 
unsatisfied portion of the debt of the first division, the remainder 
of the property and franchises of the company, west of Berwick’s 


Bay, was sold, and Mr. Morgan became the owner of this also, 
for $250,000. 


The State loss was $650, 000, and her six per cent heii for 
same are payable June 1, 1893, to January 1, 1901. The city of 
New Orleans, of her subscription for $1,500,000, has still out- 
standing $1,497,000, in six per cent bonds, payable in May, 1874, | 
$1,125,000; in September, 1874, $147,000; in January, 1875, $150,- 


000, and in April, 1875, $75,000. In J anuary, 18638, occa of.the - 
bonds were redeemed and paid. 


And so the old New Orleans, Opelousas and Great’ icnains 
Railroad ceased to exist by that name, and became “Morgan’s 
Louisiana and Texas Railroad,” a component part of his great 
New Orleans and Texas steamship line, which, from a single 
steamer, the Columbia, in 1835, has increased to a fleet of fifteen. 
splendid iron sea-going steamers of the first class, running to 
all the principal seaports on the coast of Texas. The railroad, 
from Algiers to Brashear, saves nearly one-half of the distance, 
and fully one-half of the time, from New Orleans to Texas, by 


the river route, and hence is a very — adjunct to Mr. 
Morgan’s steamship line. 


[End of installment No. ‘Daily Picayune, 20, 1873.] 
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ian November, 1869, at the instance of Charles Morgan, — is 
a corporation was formed under the act of March 14, 1855, styled. 
the “Berwick’s Bay and Texas Railroad Company,” for the pur- 
pose of constructing and operating a railroad from the terminus 
of “Morgan’ s Louisiana and Texas Railroad,” on the east side of 
Berwick’s Bay, by the “most eligible route to the State of Texas, 
with a branch or branches to form connections with the districts 
_ of country on Red River, ... and which said railroad shall be con- — 
structed in such a manner that it will be fitted to serve for the | 
main trunk of a line of railroad to be continuous between the city _ 
of New Orleans, Texas and the States on the Pacific Ocean.”’ 
Capital stock to be $4,000,000; shares $100. Payment of two and 
a half per cent of amount of subscription required at the time of © 
subscribing, but no other call to be made “until the company shall 
_ become possessed of perpetual rights and franchises.’’ Corporation 
to be organized when $1,000,000 shall have been subscribed. 
Board of directors to be composed of five members. Each share of 
stock to be entitled to one vote, if held sixty days before being 
voted on. “No engagement with reference to the construction of 


the proposed railroad shall be made until all of the shares of the. 


capital stock shall have been taken.” No call to be made beyond 
the 214 per cent to be paid at the time of subscribing, until the 
whole capital stock shall have been subscribed for. Corporation to 
be dissolved by vote of three-fourths of the stock represented at a 


meeting called for that purpose after —— Gays public notice in 
official paper. 


- Charles Morgan, ei paneer for $2,000,000, or one-half 
of the capital stock of this company, “in the hope (as he says) 
that others who have a common interest with myself in the pros- 
_ perity of Louisiana would come forward and take the remainder 
of the stock.” “But in this (he says) I was disappointed. Only a 
little over $175,000 of the remainder of the stock has been sub- 
scribed for.” | 


And so this plan for the extension of the roel beyond Sen 
wick’s Bay, westwards, failed. ; 


Subsequently, under date of J anuary 25, 1870, Chas. a 
Esq., addressed a communication to the Senate and House of 
Representatives of the State of Louisiana, setting forth that “a 
railroad company to which:a subsidy in State bonds has already 
been granted, to aid it in building a road from New Orleans to 
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Texas, to the extert of $12,500 a mile, was pressing the Legis- 

lature to pass a bill which, among many most extraordinary and © 
objectionable provisions, provides for saddling the State with a 
further issue of State Bonds to the amount of $4,000,000— 
($3,000,000 was the amount actually donated, see act 31, approved 
February 21st, 1870,) which are to be granted to the company as 
a bonus, or mere gratuity, for building the road in question, and 
takes away from the city of New Orleans, without any compensa- © 
tion whatever, such an amount of the property of the city as 

would, if sold at a fair price, bring an amount suffitrént to liqui- 
date a large portion of the city debt;’”—and that ‘‘under the cir- 
cumstances, and for the purpose of aiding in the construction of a 
railroad between the city of New Orleans and the State of Texas 
and the country on Red River,” that he, Mr. Morgan, would, “‘if 
the bill which follows this communication be enacted into and — 
become a law, take all the remaining stock of the Berwick’s Bay 
and Texas Railway Company which is not taken by other persons 
within ten days after the passage of the act, and guarantee the 
entire completion of the proposed railroad,” to Texas and Red 
River, “within the period of three years from the date of the 
passage of the bill.” 


The bill which Mr. Morgan asked the Legislature to pass 
contained the usual provisions for specially re-incorporating the 
stockholders of the Berwick’s Bay and Texas Railroad Company 


_ with perpetual existence of charter, right of way across the State 


lands, exemption from taxation for ten years after completion of 
road, etc., and the CONDITION that the State of Louisiana should © 
promise and bind itself, and pledge its faith, in consideration of 
the construction, completion, equipment and actual putting into 
operation of a railroad from Berwick’s Bay to the State of 


Texas, by said Berwick’s Bay and Texas Railroad Company, “with _ 


their own funds and without receiving pecuniary aid of any kind | 
from the State,” within three years from the passage of the act, 
not to grant “to any railroad to be built or extended in that 
portion of the State lying between the Mississippi River and 
Texas, and south of Red River, any further aid by subsidies in 
the shape of bonds issued by the State, or the payment of which 
or of the interest to accrue thereon, is guaranteed by the State, 

or of money, or of any other property other than so much of the | 
public lands belonging to the State as may be required for road 
beds, turnouts, depots, warehouses and other buildings necessary 
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for the running of railroads.” There were other unimportant 
conditions—that the Legislature should “not pass any act author- 
izing the expropriations of the property, rights, and franchises’”’ 
of any railroad company in favor of any other railroad company, 
except so far as to enable one railroad to cross the track of an- 
other; and, that the State should authorize and empower the 
city of New Orleans to grant, cede and donate to Mr. Morgan 
“such other portions of the banks of the river and of the land 
adjacent thereto, as may be necessary or convenient for the 
transportation of freight and passengers in cars or otherwise 
across the Mississippi River.” The proposed act provided also 
that in case of failure to construct, equip and put said railroad 
into actual operation within the specified term of three years — 
from the passage of said act, the franchises granted were to be 
forfeited. In addition to this penalty, (to make assurance doubly 
- gure and establish beyond the possibility of question the suffi- 
ciency of the guarantee,) Mr. Morgan offered, if the act would be 
passed, to deposit $500,000 and to forfeit the same, if the road 
was not constructed and opened for public use within the time 
prescribed. | 


The time allowed, three years, with means sufficient to meet 
all demands for expenditures, was ample for the execution of the 
_work. Mr. Morgan had control of ample means; it is evident that 
he was thoroughly in earnest, and it is well known that he can be 
fully relied upon to carry out to.the letter his contract obligations. © 


That he would have built this road to Texas according to 
contract is undeniable. Had his proposition been accepted, as, on 
the assumption that the public good is first in importance it 
undoubtedly would have been, New Orleans would now have direct 
railway communication with Texas and be in a position to 
compete for its trade with St. Louis. But this opportunity 
to secure the immediate construction of a first-class railway 
- to Texas, without the expenditure of a dollar by the State, was — 
rejected without any consideration whatever. Were not the in- 
ducements offered sufficient to satisfy the demands of the repre- 
sentatives (?) of the people in General Assembly convened? 
What more could have been asked, if a railway to Texas was 


The other “railroad company chartered by the State’—“to 
which a subsidy in State bonds had already been granted by the 
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State,” amounting to $12,500 per mile, or $2,825,000 (to the 
Sabine River), in second mortgage bonds, indorsed and guaran- | 
teed by the State—which ‘was pressing the Legislature to pass a 
bill” containing “many most extraordinary and objectionable pro- 
visions,” succeeded in having said bill passed (act No. 31, ap- 
proved February 21, 1870), to grant a subsidy of $3,000,000 “as — 
a bonus or mere gratuity for building the road in question,” from 

| New Orleans to Texas, as Mr. Morgan expresses it, who offered 
to build the road for nothing. The limit of time within which that _ 
other “railroad company” was to complete and open the road to - 
the Sabine River, was May 21, 1873. 


The time has nearly passed, that other “railroad” is alien } 
tised to be sold. at public auction on the 6th of June, 18738, 
whereby the State will lose $750,000, or one-fourth of the “sub- | 
sidy”’’ of $3,000,000 already issued, $875,000 of second mortgage 
guaranteed bonds on 70 miles of road, and $2,500,000 of State 
bonds issued for stock to “‘secure’’.(?) the construction of the 
road of said corporation from Vermilionville to Shreveport—see 
- Act 95, approved April 20, 1871— in all a loss of $4,125,000; and 
we are no nearer to Texas by rail to-day than in 1870. In fact, 
no nearer than in 1857. 


Under the contract of December 12, 1871, between Chas. 
Morgan and the New Orleans, Mobile and Texas Railroad Com- | 
pany, whereby the opposition between Mobile and New Orleans 
was discontinued, the latter company purchased all of the prop- 
erty, rights and franchises appertaining to the old Opelousas 
road west of Berwick’s Bay for $250,000, and agreed to complete 
said road from the terminus of Mr. Morgan’s road at Brashear 
(or the east side of Berwick’s Bay) “by the time at which it shall 
complete its main line of railroad from Vermilionville to Houston.” 


During the spring and summer of 1872 some little work was 
done by the N.O., M. and T. R.R. Company to prepare the old 
roadway, between Berwick’s Bay and Vermilionville, for track 
laying, and a quantity of cross-ties were procured for the track, 
but the prosecution of this work was abandoned in August, 1872. 


Mr. Morgan, in anticipation of the completion of this exten- 
sion to Vermilionville, changed the gauge of his railroad from - 
Algiers to Berwick’s Bay from five feet six inches to four feet 
eight and a half inches, in the month of July, 1872. This change, 
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involving, as it did, the alteration of all the locomotives and the 
trucks of all the cars on the road, was made at a heavy expense, 
but it was rapidly and successfully accomplished. 


Previous to the war the prevailing gauge from St. Louis _ 


south, in Missouri, Arkansas, Louisiana and Texas was 5 feet 6 
inches, but as several roads have been changed to 4 feet 814 
inches since the war and all of the new roads are being built to 
the old narrow gauge, it will es prevail hereafter west 
of the Mississippi River. 


As stated in the history of the Pontchartrain Railroad, Mr. 
Morgan purchased the levee portion of said road, from the head 
_ of Elysian Fields street to Girod street, in New Orleans, and made 
it a portion of his Louisiana and Texas Railroad, paying $250,000 
therefor. Extensive additions have been made to the warehouses 
and platforms between Poydras and Notre Dame streets, for the 
transaction of the Texas and local business of the road, and a 
connection with the Jackson Railroad has been established. 


| By means of an elaborate and successfully developed system 
- of machinery for transferring loaded cars to and from the large 
and powerful steam ferry boats, on both sides of the Mississippi 
River, the loaded freight cars of the Louisiana and Texas Rail- 
road are now transferred across the river with great regularity . 
and dispatch. Freight is received and delivered on the New 


Orleans side of the river and loaded and unloaded directly on and 
from the cars. | 


- Under an act No. 96, approved Apel 22, 187 ym “To incor- 
porate the Atchafalaya Bay Company of Louisiana for the pur- — 
pose of making. a deep channel through said bay, to facilitate 
- the carrying on of commercial intercourse between the State of 
Louisiana and the State of Texas and foreign countries,” Mr. 
Morgan has expended about $500,000 in excavating a new, direct 
and deep channel from the mouth of the Atchafalaya River 
- through the bay and its oyster reefs to deep water outside. This 
channel, although not yet entirely completed, is sufficiently ad- 
vanced to permit of its use by all of the line of Texas steamships, 
- which, since last summer, 1872, have been withdrawn from New 
Orleans and run in connection with the railroad to and from 
Berwick’s Bay. So great a work, as the excavation of this channel, 
has seldom been undertaken and completed by an individual. 
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Mr. Morgan has built, and now operates, a branch railroad 
from Terrebonne station—55 miles from Algiers to Houma, on the 
Bayou Terrebonne, a distance of 15 miles. This road is built along 
the left bank of Bayou Black, (to within a short distance of 
-Houma,) and is a great and useful improvement for Terrebonne 
parish. About 28 miles of the main fine from Algiers to Brashear 
have been relaid with new fish-bar rails. A very large number 
of cross-ties, of similar large dimensions to those previously in 
use, have been placed in the track; bridges have been rebuilt and - 
new shops, buildings, manufacturing establishments, etc., have 
been constructed on an extensive scale. Immense wharves, cattle 


pens and buildings, for the transaction of the very large business © | 


now done over the road, which keeps fifteen passenger and freight 
steamships busy between Berwick’s Bay and Texas, have been — 
constructed at Brashear. All of the outward freight, formerly © 
transported by the fleet of steamships running by the river route 
from New Orleans to Texas, now passes over the railroad from 
Algiers to Brashear, after crossing the river in loaded cars, and 


all inward freight to New Orleans, from Texas, is delivered 
by rail. 


From November, 1871, to 1872, were 
brought to New Orleans over this road, from interior parishes, | 
37,000 hhds. sugar, 56,500 bbls. and 2150 half bbls. molasses. 


Several miles of the roadway, across some of the swamps 
near the western end of the road, have been raised to bring it — 
more out of the reach of inundation, but no crevasse overflow | 
has occurred since 1867. Mr. Morgan has expended or advanced 
large amounts to strengthen and secure the Mississippi River 
and Lafourche levees, and these are believed to be in better con-| 
dition now than at any time previously since the war. | 


When the Opelousas Road was sold, in 1869, there were | 
801% miles of main track and 1214 miles of branch tracks and 
sidings; or nearly 9334, miles of single track in all. Now, includ- 
ing the Raceland and Houma branches—two and fifteen miles 
respectively—the Pontchartrain tracks on the New Orleans side 
of the river, and all sidings, yard tracks, etc., there are 124 miles © 
of single track in all. The gauge of track was five feet six inches 
until July, 1872; it is now four feet eight and a half inches. 


Number of locomotives in use, 20; passenger cars, 21; baggage and 
postal cars, 7; freight cars, baad 
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Including the original purchase price of this road, $2,050,000, — 
with interest at 7 per cent added, and all improvements and addi- 
tions—such as the Atchafalaya Bay channel, Brashear improve- 
ments, Houma Branch, Pontchartrain Levee Railroad connection, 
Mississippi River ferry steamers, wharves and landings, and 
_ transfer machinery, new rolling stock, etc.—the amount expended 
by Mr. Morgan to the Ist of January, 1873, has been $4,306,953. 


A contract for an all iron draw-bridge, to replace the pres- 
ent wood structure at Bayou Lafourche, has been made recently, 
and it is probable that it will not be very long before iron bridges 
will take the place of all the principal bridges now built of wood, 
on the whole line. “Mr. Morgan acts entirely as his own insurer,” 
and his maxim of “fast bind, fast find,’ causes him to guard » 
~ against loss by every means which experience, prudence and care- 
ful foresight indicate as desirable; no expense is spared to secure 
economical working, the highest efficiency and safety. 


Since the sale of the old Opelousas Railroad to Mr. Morgan 
he has made three unsuccessful attempts to secure its extension 
to a connection with the Texas system of railways—the first 
with the help of the citizens of New Orleans; the second without 
their help, but with a clear field and no favor to rival lines asked 
for, and a third by a sale of the property west of Berwick’s Bay 
to, and a contract with another company for its completion. 


Two railroad companies have attempted to build a railroad 
to Texas; both have failed. One was sold out, the other is to be. 
Perhaps the third company will succeed; we hope so. That a rail- 
way from New Orleans to Texas will pay large dividends upon its 
actual cost is certain; that it is of the highest and most pressing 
importance to the commerce and prosperity of New Orleans is 
undeniable. If a new company was organized, of citizens of New 
Orleans in whom our own people and foreign capitalists could 
rely, who would undertake the ‘work, we believe that success 
would be assured. | 


[End of installment No. 8: Daily Picayune, April 28, 1873.] 


THE VICKSBURG, SHREVEPORT AND TEXAS RAILROAD 
In 1852, a corporation styled the Vicksburg, Shreveport and 
Texas Railroad Company was created under the act of the Legis- 


lature entitled “an act for the organization of corporations for 
works of public improvement and utility,” approved March 11, 
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1852, for the purpose of “constructing and making a railroad 
from the Mississippi River, at a point opposite Vicksburg, run- 
ning westward through the northern part of the State of Loui- 
siana, by way of Monroe, on the Ouachita River; thence west by 
the most direct practicable route to Shreveport, on Red River; 
thence west to the line of the State of Texas.” “The said rail- 
road to be constructed on such a scale as shall serve for the main 
trunk of a continuous line of communication westward to the 
Pacific Ocean, via El Paso. 4 


Capital stock $2,500,000; shares $25 each; 
parish of Ouachita, State of Louisiana. Fifteen directors to con- 
stitute board. Five per cent of subscription payable at time of 
_ subscribing; remaining payments not to exceed ten per cent each, 
after ninety days’ public notice, and “ngt-more than two calls” 
to be made “in any successive twelve months;’”’ which would seem 
to indicate that the projectors of this road did not expect to — 
complete it quickly. By act No. 228, approved April 28, 1853, _ 
this company was specially reincorporated, with perpetual 
existence of charter; exemption from taxation “for ten years | 
after completion of said road within the limits of this State;” 
capital stock $4,000,000, in shares of $25, with right to convert 
same into shares of $100 each; right of way through State lands 
for 300 feet in width, and right to use timber and other materials 
from State lands within one mile on each side of the line of said 
road; right to borrow money on mortgage of road and property, 
provided “that the amounts borrowed do not exceed $4,000,000,” 
etc. By act No. 178, approved April 28, 1853, the State became 
a subscriber for 32,000 shares of the stock of the company, equal 
to $800,000, or one-fifth of the capital stock, payable in six per 
cent forty year bonds at par, in the Proportion of one-fourth the 
payments of all other subscribers. — 


Not having been able to obtain copies of any of the ‘eal 
reports of the Vicksburg company, our history of the details 
of the construction of the road will be necessarily brief. No ws 
have been published since the war. { 


Section 10 of act No. 231, approved April 28, 1853, “to pro- 
vide for the manner of giving the aid of the State to railroad | 
companies,” declares “that the president directors of any 
railroad companies in which the State a stockholder, shall, 
within one week after the annual meeting of the Legislature in 
each year, report to the same the general condition of the said 
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company, the amount of capital expended, money borrowed, length 
of road finished and under contract, and particular statement of 
its receipts and expenditures.” This same section is contained in 
the act approved March 12, 1855, but, as the State now is a 
second mortgage bondholder and not a stockholder in said road, 
‘it is ‘presumed that no report is required. 


Soon after the organization of the Vicksburg, Siiieaient and 
Texas Company, surveys were commenced for the location of the 
line of the road; the preliminary surveys were completed in 
March, 1853. From DeSoto, immediately opposite Vicksburg, to 
- Monroe, on the east bank of the Ouachita River, the distance was 
ascertained to be 7414 miles. All but about five miles of this 
distance (immediately west of Bayou Macon), is across an alluvial 
country, comprising the valleys of the Mississippi, Ouachita and 
Boeuf Rivers, affording a soil of inexhaustible fertility, but not 
-at all favorable for the cheap construction and maintenance of 
a railroad. The Macon hills or table lands only, were above the 
reach of overflow. From the Mississippi River to the Bayou Macon, 
a distance of about 36 or 37 miles, ‘the country was subject to 
inundation whenever crevasses occurred in the levees of the Mis- 


sissippi River, anywhere from — to and above the Arkan- 
sas State line. | 


From. Monroe, on the Ouachita River, to Shreveport, on the 
western bank of Red River’, the distance by the surveyed line is 
96 miles. Over all but about seven miles of this portion of the 
route—in the valley of Red River—the located line traverses 
_a high, undulating, but moderately hilly country, (generally well 
-settled,) with a productive soil. From Shreveport to the State 
line of Texas, a distance of nearly twenty miles, through the 
parish of Caddo, the line crosses a hilly country throughout. 


The total] distance from DeSoto, opposite Vicksburg, to the 
Texas line, was about 190 miles. 


; The work of construction was commenced, opposite Vicks- 

burg, in June, 1854. In September, 1857, the road to Tallulah 
- gtation, twenty miles west of DeSoto, was opened for business. 
In the fall of 1859 it was compieted to Delhi, one mile west of 
DeSoto, and in January, 1861, to Monroe, on the Ouachita River, 
about seventy-four and a half miles. During the year 1861 a 
temporary bridge was constructed across the river opposite Mon- 
roe, preparatory to the prosecution of the work west, but the 
war prevented further progress. A portion of this bridge was 
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subsequently destroyed by floods in the Ouachita River, another 


part was burned by the forces of the United States during a 


military expedition to Monroe, and the remainder was removed 
by the North Louisiana and Texas Company in 1866. 


Soon after the commencement of construction opposite Vicks- 
burg, the work of clearing and graduation from Shreveport to 
the Texas line was put under contract, but it was carried on very | 
slowly and was still incomplete early in 1861, when work was 
suspended. 


Afterwards, the Southern Pacific Railroad Company con- 
tracted with the Vicksburg, Shreveport and Texas Railroad Com- 
pany to complete that portion of the road from Shreveport to 
the State line of Texas, for a lease of said road for a period of | 
twenty years. Under this contract and lease said portion of the 
road was completed and opened for public traffic in the summer 
of 1866, and is now _— by the Texas and Pacific — 
Company. 


The Vicksburg Company accepted the donation of lands ‘“‘to 
the State of Louisiana to aid in the construction of railroads 
within said State,” per act approved June 3, 1856, and, a little 
before the commencement of the war, said company received lists 
of lands approved to the road under the grant. Sales of land were 
made to some extent, but not much “aid in the construction” of 
the road could have been realized from this source; the lists were 
received so late that the war must have prevented any sales of 
consequence. This land grant lapsed by limitation on the 3d of 


June, 1866, but it has not yet been declared forfeited, nor have _ 


the lands been declared open for “homestead entries,” by special | 
act of Congress, as was done in the case of the Opelousas grant. 


Probably no “ring’”’ was formed for. speculation in the Vicksburg 


Railroad lands and, hence, no influence was brought to bear to 
have this grant included in the act of forfeiture—it is simply 
suspended and may yet be revived. ) 


It appears from the report of the State Auditor that $298,-. 
000 in State bonds were issued to the Vicksburg company, in > 


payment of the State’s subscription, from November 1, 1854, to — 


November 1, 1861; therefore, as the payment by the State was by | 
law required to be one-fourth of the total payments by all other 

subscribers, $1,192,000 was obtained from others, and the total 
amount, including the State’s quota in bondsvat par, realized from 
stock subscriptions, was about $1,490,000 _ In 1857, this com-— 
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pany “executed a mortgage in favor of John Ray, or bearer, of 
the lands, depot grounds, right of way, equipments and every- 
_ thing attached to the road of every description, to secure the pay- 
| ment of $2,000,000.” Said “bonds were made payable twenty 

‘years after date,” September 1, 1857. “Seven hundred and sixty- 
one bonds were issued by the company,” according to the state- 
-ment of Wm. H. Hunt, Esgq., in his published brief. 


In 1862, about 40 miles of this road, from DeSoto westwards, 
was submerged several feet in depth by crevasses in the levees 
of the Mississippi River. During the process of the siege of Vicks- 
burg, Gen. Grant attempted but failed to make a “cut off”, by 
means of a ditch or canal across the Vicksburg bend of the river, 
and the present eastern terminus of this railroad is at Delta, 
' below or west of said canal. The river has cut away the bank 
on the upper side of the Vicksburg bend to the line of the old 
railroad from DeSoto westwards, therefore, in reconstructing the 
road after the war, as it was foreseen that the river would, in 
a few years, cut its own way through the neck of the bend, it 
was considered best to locate the eastern terminus of the railroad 
at Delta, two and a half miles below DeSoto and Vicksburg. 


At the end of the war the road from DeSoto, opposite Vicks- 
_ burg, to Monroe, was in a dilapidated condition; the bridges had 
either been burned or otherwise destroyed, or had rotted down; 
the cross ties were badly decayed, and unfit for use generally; 
the embankments had been washed in places by crevasse inunda- 
tions; the rails, generally, were in good condition, but some of 
them had been burned and twisted, and some taken away; the 

offices, shops and buildings at both ends of the road had been 
- burned or destroyed, and also the locomotives and cars constitut- 
ing its equipment. But little was left but the roadway grown up 


with weeds and briars, the rails and Saeenernee, and the wrecks 


of three old locomotives and some few cars. 


From the brief of Wm. H. Hunt, for the defense, in the 
chancery suit of Henry R. Jackson et al. vs. the Vicksburg, Shreve- 
port and Texas Railroad Company and John T. Ludeling and 
others, before Judge Woods, in the United States Circuit Court, 
we learn that “after the war, in October, 1865, a meeting of the 


stockholders was called in Monroe, the domicile of the company, | 


. at the instance of the President of the road, Col. Wadley. 
There had been no election of directors from 1862 till October, 


1865. The meeting took place. A large majority of the stock was 
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represented, and the President made a written report of the 
condition of the road and the financial condition of the company, 
in which it was represented that the estimate necessary to repair 
the road was $266,000, and that the company owed a floating 
debt of $160,000, together with $168, 160 matured interest, making 
a total of $580,160; that in the then condition of the country it 
would seem impossible to raise the means to pay these liabilities 
and repair the road.” 


The stockholders unanimously “Resolved, That to raise the 
sum of $266,000, an amount necessary to put that part of the © 
road in operating order which was formerly in operation’”—from 
Vicksburg to Monroe—“‘let alone the sum of $168,160 of matured 
interest coupons, and the further sum of $164,000 matured of 
floating debts, by the stockholders, under the present condition © 
of the country, seems to us impracticable.” | 


“Resolved, That in our opinion it is the true interest of the 
State and the citizens of this part of the State, that if a company 
can be organized, with a capital that will insure the speedy com- 
pletion of the entire road, that it would be best that the railroad, 
with all its franchises and property, should be sold to such com- 
pany, on the best terms that can be obtained from such company.” 


' “Resolved, That we hereby direct the directors of this com- 
pany to use their best efforts to promote the organization of such 
a company as is indicated in’ the foregoing resolution, and to take 


all the necessary steps to carry out nome objects indicated i in the 
foregoing resolutions.” 


The stockholders elected a Board of Directors, who met on 
the 11th of October, 1865, and elected a President. 


This board resolved to sell the road and appointed ‘their 
President to arrange for a sale to any company “who, in his 
judgment may be able to put the road in repair—complete the 
balance of the road and pay the debts of the company.” | 


For the information which follows we are indebted 1 to and 
quote from the arguments of Judge Campbell and of Wm. H. | 


Hunt, Esgs., solictiors for plaintiffs and defendants in me. suits 
which followed the sale of this road. 


President “Wadley left Monroe, for Georgia, on the 12th of - 
November, 1865,” and in a letter dated “the 4th of February, 
1866, to Mr. John Ray, at Washington City, he informs Mr. Ray 
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of the failure” of the plan to find capitalists who would purchase 
the road, repair and reopen it from Vicksburg to Monroe, and 
“immediately construct the balance to Shreveport.” He, Wadley, 
therefore, announced it to be necessary to sell the road and its 
franchises and to reorganize the company. To this end an agree- 
ment was signed, at Griffin, Georgia, on the 20th of December, 


1865, “‘by the holders of 281 bonds,” appointing “Col. Horne their 
agent, for the purpose of foreclosing the mortgage and selling the 


road.” This agreement, it is said, provided “for the protection 
_ of every bondholder and preferred stockholder according to their 
respective liens’; “to carry it into execution necessarily involved 
notice to all.” It is stated that President Wadley was left in entire 


ignorance of the proceedings under which me Vicksburg road 
was sold, until after its sale. 


R. Gordon, Esq., four having $720 of 
overdue coupons attached to same, for the sum of $640, in Octo- 
ber, 1865, and on the 23d of December he commenced an executory 
proceeding against the railroad company, in the District Court 
of the parish of Ouachita, by filing a petition and obtaining :an 
order of seizure. “The process on this order was issued on the 
30th of December, 1865; it was served on the same day upon 
. H. M. Bry, Vice President of the company, and upon J.. F. 
- McGuire, Secretary and Treasurer, who was appointed keeper 
of the property.” “The property was advertised for sale on the 
83d of February, 1866, and the terms of sale were cash, to pay the 
- coupons due, and on terms of credit to meet the falling due of 
the bonds and coupons to mature.” The sale was to include “the 
entire railroad, including the unfinished as well as the finished 
- portions,” the lands and rights of way, all the property, appur- 
tenances and equipments of every description, every right and 
franchise, all the lands acquired (and remaining unsold) under 


the United States land grant, “together with all the rights and | 


interest of the company thereto.” 


Two appraisers were appointed, and “the time designated | 


by the Sheriff for the making of this appraisement was 10 o’clock, 
A.M., of the day of sale.’”’ “The sale took place about noon.” “By 


the law of Louisiana there could be no sale unless the property ~ 


brought two-thirds of the appraised value.” The property was 
appraised at $75,000 cash. 


It is difficult to understand by what process of valuation 
the appraisers arrived at the $75,000 given as the value of this 
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road, with all its property, public lands, real estate, rights and 

franchises. It seems fair to presume that the property was to 
be sold as a railroad, to parties who would reconstruct, re-equip 
and reoperate as a railroad; in other words, that it was not to 
be sold for what the rails, chairs, spikes and other meher isis 
were worth to a junk dealer. | 


If the property was to be sold as a railroad, = if that was 
to be the basis of valuation, then what was the value for railway 
purposes, in the reconstruction and reoperation of the Vicks- 
burg, Shreveport and Texas Railroad to Monroe and its com- 


pletion to Shreveport, of the rails and fastenings, roadway, right 


of way and real estate, public lands, appurtenances, — and 
franchises, etc.? | 


of iskthliment No. 9: ‘Daily Picayune, May 11, 1873.) 


re) writing the first chapter of the history of this seid : 
we have obtained a copy of the reports of Engineer Greene, dated 
August 8, 1865; of Treasurer McGuire, dated September 1, and 
of President Wadley, dated September 25, 1865. From these 
documents we obtain the following information: 


The road was partially operated until the ae part of 
August, 1863; then, “in consequence of a raid by the Federals, 
_all the engines, then in working order, were dismantled, and the 
machinery carried west of Red River.” “Subsequently, all the. 
bridges east of Monroe, and within the Confederate lines, were 
destroyed by order of Gen. Kirby Smith.” In April, 1864, “there 
was a Federal gunboat expedition to this place (Monroe), and 
when about to leave, the commanding officer ordered the destruc- 
tion of our depot, office, engine house, engines and cars.” “Many 
of the books and archives of the company were lost,’”’ and “696 
of our first mortgage bonds were either destroyed or carried off.” 
The numbers of said lost or abstracted bonds were advertised. 


“Some months prior to this raid we had sent a portion of 
our books out of town, thereby saving enough to enable us to 
make up the accounts of the company with accuracy.” “For a 
detailed statement of the present condition of the road, and an 
estimate of the probable cost of putting it in good repair, see 
report of Mr. J. W. Greene, our former chief engineer, who has 
made a very careful examination of the entire length of the road 
between this place (Monroe) and DeSoto. " 
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It seems that the contract with the Seuthers Pacific Rail- 
-road.Company for the completion of the road from Shreveport 
to the Texas line, and a lease of same for twenty years in consid- 
eration thereof, was made in 1862. Afterwards the lease was 

extended one year, or until 1883, and the time to complete said 
_ division was extended to April 1, 1866. The Board of Directors, 
at a meeting held November 14, 1865, again extended the time 
within which this portion of the road was to be finished to August 
1, 1866; it was completed in the summer of that year, and, prob- 
ably, within the time fixed. 


President Wadley gives the assets of the company, accord- 
ing to his own valuation, as follows: 


Eighty miles of railroad, including rolling stock... $2, 196, 537 
90,000 acres of land, received from United States... “900, 000 
260, 000 acres of land to enure as the road is ex- 


- tended west, and about 70,000 acres suspended 1,300,000 


Total assets $4,450,522 


The Treasurer’s report, condensed, furnishes the following 


as the receipts of the company from the beginning to September 
1, 1865: 


Individual stockholders, less forfeited stock.....$ 493,432.38 
Preferred stock (guaranteed to pay 8 per cent 

| interest) less amount forfeited — 450,291.30 
State of Louisiana subscription on account 298,000.00 
Parishes of Madison and Caddo : 212,624.85 
Cities of Vicksburg and Shreveport 67,853.33 
Amount bonds sold, par value..... | 762,000.00 
Railroad earnings 193,825.09 
Land grant sales account | : 82,402.01 
Bills payable, sundries, etc | 180,806.37 


Grand total 7 2,741,235.33 


~The expenditures for same time were as follows : 


Expenditures for construction, engineering, | 
etc. 2,065,919.02 
Interest and account 130,618.08 
Coupon interest paid on company’s bonds.. 120,929.18 
Road expenses 133,621.98 
-Profit and loss account 172,936.47 
Bills taxes, land depart- 
ment, etc. 7 52,984.88 


Total $ 2,741,235.33 
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of the and discount accounts, etc., it 
that the amount expended for construction, right of way, engineer- 
ing, etc., was $2,065,919. If we deduct, say $165,919 for work 
done by the company west of Monroe, surveying included, $1,- 
900,000 will be left as the probable actual cost of the 7414 miles 
of road from DeSoto to Monroe, or about $25,500 per mile. The 
rails, tastenings, frogs, switch irons, etc., probably cost, in the 
track, about $8000 per mile of track, or, say, for the 80 miles of 
main track, sidings and branches, which President Wadley gives, 
$640,000. Therefore, the clearing, graduation, bridging, cross-ties, 
right of way, buildings, rolling stock, etc., cost not far from 
$17,000 per mile of road. Considering the difficult nature of the 
country between Vicksburg and Monroe, for railway construction, 
this cost was moderate. 


Engineer Greene, in his report to President Wadley, dated 
August 8, 1865, after having, as stated by President Wadley, 
“made a very careful examination of the entire length of the road _ 
between this place (Monroe) and DeSoto,” said that ‘“‘the road-bed 
has sustained no material injury except on the second, third, fifth - 
and eighth miles. At these points sections of the embankment have - 
been washed away. About 14,000 cubic yards of earth will repair 
the damage. Similar defects occur on other portions of the line, 


but not sufficiently serious to prevent the adjustment of the 
track.”’ 


“The are very much of them 
should be replaced by new ones. Six and a quarter miles of track 
have been displaced by the overflow, about half a mile torn up, 
cross-ties burnt and rails bent. All of the rails can again be used. 
About one mile of iron, near DeSoto, has been taken off (supposed _ 


by Federal authorities) , — is now in use on the Mississippi | 
Southern Railroad.” : 


“Five hundred and fifteen lineal feet of Howe’ Ss teil bridg- 
ing, and 10,918 feet of trestle, averaging about ten feet in height, 
have been burnt. The rails, in this instance, were but slightly 


injured; the foundations (of the bridging and trestle work) | 
remain intact.” 


“The srestling throughout the line requires more 
or less repair.” 


“The freight houses at Monroe, Dallas, Tallulah and DeSoto, 
. have been burnt. The engine house and the company’ ~ office, at 


| 
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Monroe, have also been destroyed. About 45 cars have been 
burnt. The: present rolling stock of the company consists of five 
locomotives, one passenger car, six box and fourteen platform 
cars. Two of the engines are badly damaged; the other three 
can be made serviceable at comparatively small cost. The cars can 
be easily repaired.” “The defects of the road may be — 
summed up as follows: | 


Repairs of roadbed $ 10,000 
Clearing right of way... 5,600 
130,000 cross-ties | 65,000 


Placing same in position, equivalent to laying 49 
miles of track...... 29,400 


850 kegs of spikes 2,500. 


Rebuilding Tensas bridge and ‘Macs and Boeuf | 
River drawbridges...... 30,000 
Rebuilding 10,918 lineal feet trestling | 65,500 
Repairing 3700 lineal feet trestling 11,000 
_ Freight houses, engine houses and office | 15,000 
Three water tanks 1,200 
Rebuilding 14 box and 31 slatform cars.. 20,800 
Repairing five engines, one. passenger and 20 freight 
COPD | 10,000 | 


“The above statement is the estimated cost of restoring the 
road to the condition it was in prior to the war.” 


Engineer Greene adds an estimate for “such wants as are 4 
essential for placing the line in operation; equipment to be per- 
fected afterwards,” and this estimate is $195,000, only. 


It is evident that Mr. Greene had made a careful exami- ¥ 
nation of the whole road, from Vicksburg to Monroe, and that | 
his statement of the damages done, and of the condition of the © 
road and of its property, is reliable. He may have underesti- 
mated the cost of repairs and re-equipment, but, up to February, 
1868, the entire expenditures for repairs and re-equipment had 
amounted to but $275,000. The crevasse inundation of .1867 © 
_ probably increased the cost of these repairs. The whole road: from 
Monroe to the Mississippi River, at Delta, two and a half miles 
from Vicksburg, and seventy-two miles from Monroe, was opened 
_ for traffic on the 1st of July 1870. The cost of reconstruction and 


re-equipment to reopen the whole road probably did not exceed 
$350,000. 3 
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| The whole question of how was it that the Vicksburg, Shreve- 
port and Texas Railroad, with all of its valuable property, rights 
and franchises, was sold at auction for the pitiful sum of $50,000, 
when over $2,000,000 had been expended upon it, turns upon the 
appraisement, which unquestionably was “immensely — : 
tioned to the value of the property.” 


“The Code of Practice requires a sheriff to notify. all parties 
to an execution (plaintiffs and defendants) to appoint men to. 
value property under execution, who shall be sworn to make a 
true and just appraisement of the property seized,” and the law 
provides that the property must sell for two-thirds of its appraised 
value. The law seems to presume that a defendant’s interest will be 
sufficient to cause him to insist upon having “a true and just 
appraisement’’ made. 


But, in the case of corporations, if the managers eect 
through neglect of duty, carelessness or design, permit of the 
appointment of appraisers who, either ignorantly or intention- — 
ally, do not render ‘‘a true and just appraisement,” there is no 
check upon “the abuse of the process of law.” The forms of law 
may be literally complied with, but ey: become a mockery of 
justice and equity. | | | 


At the present time, of the 72 miles of main — in opaantion. 
21% miles are laid with rails weighing 64 pounds per yard; 2614 
miles with rails of 56 pounds per yard, and 43 miles with rails of 
48 pounds per yard. Adding for sidings, spur and yard tracks, we 
conclude that (after deducting the “one mile of iron near DeSoto” 
carried away, as stated by Engineer Greene), there were on 
hand, when the road was sold, about 6400 tons (of 2240 pounds) 
of rails between Monroe and Vicksburg. As, also, only “about half 
a mile (of the track had been) torn up, crossties burnt and rails — 
bent, ” and as “all of the rails can again be used,” as stated by the 
engineer, we conclude that the rails and fastenings were very 
nearly, if not quite as good as new, in 1866, when sold. 


The road was only opened to Monroe in 1861, at the com- 
mencement of the war; it was only partially operated, with a 
small equipment, and very little business, as late as August, 


1863 ; therefore the rails could not have been damaged worthy of 
mention. 


The value of rails now, laid down in the track of a railway, 
is not much less than $100 per ton of 2240 Ibs. We are of opinion 
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that the 6400 tone of rails on hand and in the track of the Vicks- 
burg Railroad, at the time of the appraisement, together with 
the joint fastenings, spikes, frogs, switch irons, .etc., were then 

worth, for railway purposes in | the reconstruction of this road, 
fully $500, 000. 


If we allow only $6250 per _ of road afterwards rebuilt 


(72 miles), although 7414 miles was the original length, for 


the graded roadway, right of way, lands for depots and stations 
on the line, and the valuable depot lands in the town of Monroe, 
the bridge foundations still good, and remaining buildings, mis- 
cellaneous property, rolling stock and appurtenances, which is 


but little more than one-third of the original cost, we have for 


this item $450,000. 


If now we add only $200, 000 for the general rights and 
franchises of the company, for the 90,000 acres of land received 
from the United States and ready for sale, the 260,000 acres to 
enure as the road was extended West, and the 70,000 acres 
suspended, (which President Wadley valued at $1,300,000), for 
the depot lands’in the city of Shreveport, the four miles of main 


track laid by the old company from Shreveport west, and the ~ 


right of reversion, in 1883, of the whole road from Shreveport 
to the Texas line, with a portion of its rolling stock, we will have 
but $1,150,000 as the actual value of the Vicksburg, Shreveport 


and Texas Railroad, with all of its rights, franchises and prop- 


erty in February, 1866. 


This certainly cannot be considered otherwise than as a 
fair, just and true appraisement of said property. The Opelousas 
Railroad, 80 miles long, exclusive of the land grant and all rights 
and property west of Berwick’s Bay, sold at public sale for $2,- 


050,000, but, it cannot be said that the Board of Directors of that — 


company failed to hold a single meeting between the date of the 


institution of executory proceedings and the day of sale, or that — 


they did not secure, what the law entitled them to—“a true and 
appraisement. 


_ The estimated cost of. repairing and re-equipping the Vicks- 
burg Road, by Engineer Greene, was $266,000, to restore “the 
- yoad to the condition it was in prior to the war.” If we allow 
$350,000 for this cost, and add this to the appraised value ($1,- 
150,000) as above, we have $1,500,000 as the present value of 


the whole “property, including the reversionary interest in the 
road, about 20 miles long, from Shreveport west, which in 1883 
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will be worth fully $400, 000. The estimated value of the road from 
Vicksburg to Monroe, $950,000, with the $350,000 added, gives 
for its present value $1,300,000. If we are not mistaken, that por- 
tion of the Vicksburg Road, or of the North Louisiana and Texas 
Railroad, must be earning, clear of operating expenses, nearly 
if not quite ten per cent on its valuation at the present time, and, 
if so, the property is certainly worth that amount. — 


: James N. Horne, one of the old directors, one of the pur- 
chasers, and one of the new company, testified on the 18th of 
April, 1868, that “the value put upon it (this property) by the 
purchasers, at the time of fixing the stock (among themselves, ) 
was $1,500,000,” which shows their own estimate of its actual 
value. 

We are informed that Col. Tom Scott’s engineer valliad the 
road from Vicksburg to Monroe, after examining it last year 
by direction of Col. S., at $750,000, and that Col. Scott expressed 
a willingness to give that much for it if he could obtain a good 
title. It is not at all probable that that experienced buyer of 
railroads and railroad securities would offer more than one-half — 
of what he thought it intrinsically worth. | 


So much for the so-called appraisemen of this property, under 
the forms of law, at $75,000. It is presumable that if the appraise- 
ment had been a just and true one, none of the bondholders would 
have objected to the alleged irregularities in the proceeding other- 
wise, but a sale of $50,000, to satisfy a bonded debt of $761, 000, 
with $168,160 of accrued interest prior to the 30th of December, 
1865, was not to be submitted to voluntarily, or until the court. 
of last resort had finally confirmed the sale. 


[End of installment No. 10: Daily Picayune, May 19, 1873.) | 


The stockholders of the Vicksburg, Shreveport and Texas | 
Railroad Company, at their meeting on the 2d of October, 1865, 
as before stated, passed resolutions instructing their directors — 
to “use their best efforts” to promote the organization of a com- 
pany “with a capital that will insure the speedy completion of the 
entire road’, and to sell the road to such company ‘“‘on the best 
terms that can be obtained.” The Board of Directors, accordingly, 
appointed their President (Wadley) to arrange for such a sale, 
and he left Monroe for Georgia, as is stated, on the 12th of 
November. During his absence, however, and without his know- 
ledge, it seems, executory proceedings were commenced against 
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the company, the send was advertised for sale and was sold, on 
the 3d of February, 1866, apparently within the least possible time 


_and with as little publicity as the forms of law would permit and | 


without active opposition by the Board of Directors or officers of 
the company. 


The only opposition oni judging by the evidence, i is that of 
Mr. Garrett, a director and the owner of 100 shares ($2500) of 
stock, who applied for an inj junction on the Ist of February, 1866, 
to stop the sale. This injunction was granted by the Clerk of the 
Court, in the absence of the judge, the same day—February 1. 
_ Mr. Ludeling, as attorney for Gordon, applied to have the injunc- 
- tion set aside, and on the 3d of February, the Clerk of the Court, 
the Judge being absent, granted an order setting aside the injunc- 
tion. On the 5th of February Mr. Garrett certified and agreed as 
follows: “John T. Ludeling having purchased my stock in the 
Vicksburg, Shreveport and Texas Railroad Company, on which 
the injunction filed by me against William R. Gordon was obtained . 
in the Twelfth District Court of this parish, and having paid me 
$2500 for the same, I have delivered said stock to him, and have. 
no longer any interest in said suit, which is to be dismissed, and 
I authorize the withdrawal of the papers or any disposition said ~ 
Ludeling may make of them. I further agree and bind myself to 
take no voice, or in any manner counsel or advise either directly 
[sic] any one or more persons, who may attempt or desire to 
attack the sale on the 3d: February, 1866, at which said Ludeling 
became the purchaser of said road.” 


Had the sale been made as the stockholders required, to a 
company “with a capital” sufficient to “insure the speedy com- 
pletion of the entire road,” and “on the best terms” obtainable 
from such a company, probably no opposition would have been 
made to it; but, notwithstanding that the road and its property 
was sold for less than one-twentieth of its actual value, and that 
State aid was subsequently granted to the new company to the 
extent of ($546,000, or) more than double the estimated cost, 
($266,000) “of restoring the road.to the condition it was in prior 
to the war,” the work of completing it between Monroe and 


: = Shreveport has not yet, after the lapse of nearly seven and a half 


years, been. commenced. 


“It is an acknowledged principle in the law of corporations, 
(says Judge Campbell,) that the President and directors of cor- 
porations occupy a fiduciary relation to the creditors of the 
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corporation and to the stockholders, and they are bound to protect 
and defend their interests. Nor can they derive any personal in- 
terest therefrom by their acts.” 


On the 10th of January, 1866, John T. Ludeling ail others, 
(some of them directors of the V., S. and T. R.R. Company,) 
entered into an agreement “‘to purchase said railroad and prop- 
erty,” when sold. “About the 20th of January Branner & Co. made 
their appearance in Monroe, expressing a purpose to purchase the . 
property at the sale.” “This appearance of competition seems to — 
have created some consternation among those who had previously 


been associated, and to have led to the formation of another 
company.” 


“Horne, a director of the niniieinil and the agent of the | 
Georgia bondholders, who subsequently repudiated his acts and > 
opposed the sale, arrived at Monroe in the latter part of January. 
“Overtures were made to him .. . to join in the proposed sale. He — 
consented for himself and without any authority (as he says), 
united his friends and constituents, but subject to their ratifica- 
tion and approval after it should be made known to them.” 


Accordingly, on the 2d of February, the day before the sale, 
Horne agreed “for himself and his friends,” with John T. Ludel- 
ing, “for himself and friends,” “to club our (their) funds to buy 
the property of the V., S. and T. R.R. Company, advertised for 
sale on to-morrow, in partnership.” Ludeling and his friends were 
“to furnish money to buy the property aforesaid,’ and Horne 
was to turn over to Ludeling “five hundred bonds, with their 
interest coupons, to be controlled and used” od him “in paying snd : 
the property pro tanto.” | 


The sale took place in wa the domicile of the company, 
on the 3d of February, 1866. “Ludeling made the first bid, 
$50, 000, exactly two-thirds of the appraised value. Swan, the 
agent of Branner & Co., bid on. After Ludeling reached $100,000, 
he stopped. He then resumed bidding, however, at the request of 
Horne, and for Horne’s account. In this way the property was 
run up to $525,000. Horne then told Ludeling to cease bidding for 


him. Swan then bid $550,000, and the property was knocked off 
to him for Branner & Co.” 


The terms of sale required “cash ts pay the coupons ae . 
“A number of bonds, with matured coupons, were presented to 
the sheriff, and the pro rata share of the $550,000, to which they 
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were entitled, was demanded in cash from the sheriff. Swan, 
acting for Branner & Co., announced that the purchasers were 
only bound to pay, in cash, the amount of the coupons matured 
which had been protested for non-payment.” “The sheriff then 
decided that the sum tendered was insufficient and was not a 
compliance with the bid‘or the terms of sale, . . . and proceeded 
again to offer the property for sale. At this secciad offering the 
first bid was again made by Ludeling, of $50,000, two-thirds of 
- the appraised value. No one bid against him. The property was 
therefore adjudicated to him and his associates.” 


Says plaintiff’s counsel: “The success of the ame 


to defeat the sale to Branner & Co., depended upon the produc- ~— 


tion of a large number of coupons that were due. Horne pro- 
duced 113 bonds, only 23 of which belonged to him. Mr. Ludeling 
carried 36 bonds, with their coupons, as attorney for Wm. M. 
_ Wadley, the plaintiff in this suit. Stubbs had 72 coupons of the 
- estate of Bonner, whose executors oppose the sale. These parties | 
were not consulted, and their securities were used to defeat a sale 
for $550,000 and to accomplish a sale for one-tenth of that amount. 
The persons. mainly interested in the second sale were either, — 
directors, or. the agents or attorneys-at-law for persons whose © 
interests are prejudiced by their use of their securities in the 


interests of the purchasers—their agents.” 


Defendant’s counsel claim that: “These coupons were pre- 
sented, not to defeat the sale to Bonner & Co., but solely for the 


purpose of collecting the amounts which it was the duty of those | 
_ who presented them to collect,” etc. 


After the second sale, defendant’s Gidinaal says that “Ludel- — 
ing and his associates complied with the terms of sale by paying 
the sheriff the amount of their bid,” or, as it is stated, “Ludeling — 
received, as the attorney of Gordon and representative of Horne 
and his constituents, $10,709.53; Stubbs received $848.28 in 
behalf of the estate of Bonner; the fees of the parish recorder, 
the clerk of the court and the sheriff were paid also; and on the 
24th of May (nearly four months after the sale) $37,973.44 were 
paid to the sheriff.” It is added that “after the decision of the 
case of Branner & Co., by the Supreme Court,” this $37,973.44 
was returned to “Ludeling and his associates” by the sheriff, 


because of his “not wishing longer to take the risk and respon- 
of the money. 
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Complainant’s counsel, in his brief to the U. S. Circuit Court, 
before Judge Woods, says: “Upon referring to the statements — 
of Hardy (the sheriff,) and the statements of Ludeling, I think 
the probability is that not one dollar beyond the costs of the 
case has gone from the possession of the purchasers.” 


“Ludeling, assuming to act as attorney for Fannin, Grant & 
Co., and W. M. Wadley, delivered to Ludeling and associates, the 
purchasers at this sale, a receipt for $10,709.53, being the dis- 
tributive pro rata on the 909 coupons belonging to his clients. 
Stubbs, in like manner, assuming to act as attorney for Bonner’s 
executor—Mr. Battle of Shreveport—delivered to Ludeling and 
associates his receipt for $848.28, being the distributive pro rata 
due on the 72 coupons pa to Bonner’s estate.” 


“Ludeling’s statement is this: “The bid made by Ludeling and 
associates was settled by us by paying the pro rata supposed to 
be due on the bonds presented for payment, as just stated, and 
the costs of the suit, and by retaining the balance of the price | 
bid in our hands to pay the bonds and coupons when presented; 
this was done at the request of the sheriff, to whom we offered 
to pay the balance of the price.’ ”’ ““Later—about the 24th of May, | 
1866—Ludeling and associates insisted upon paying the balance 
of the price to the sheriff,” and did so, but, “after the decision 
of the Supreme Court in the suit of Branner & Co. vs. Hardy. 
Sheriff et al.,” said amount was returned as before stated. | 


“Now, as Fannin, Grant & Co. never received any pro rata of | 
that, and as the Bonner estate has never received the amount 
from Stubbs, if there has been any payment at all, beyond the 
costs of the case, it does not appear in the record. The money 


remains there in the hands of these associates, or (is) held by 
some one of them.”’ 


“Ludeling and Stubbs gave and associates, pur- 
chasers of the property, a receipt, as if they paid the amount of | 
money into their hands which that receipt calls for. No money | 
passed—simply acknowledgments made by these parties that they 


had received these sums, and authority was given to the Sheriff 
to acknowledge the receipt.” | 


“Neither one of these parties who projected —_ prosecuted 
the sale was a creditor of that corporation, with the exception of. 
Gordon.” “These parties had no interest in that mortgage, yet 
by their operations they have acquired title to the wate property 
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) covered i it, not only the rights of the creditors, but the rights | 
of the stockholders of the company.” “It has been done by the © 


process of law, to be sure, but it has been done by the abuse of the 
process of law.” 


As very nearly all of the bonded of the V., S. and T. R.R. 
Company are represented in the proceedings for setting aside the 
_ sale to Ludeling and associates, and hence refuse to or do not con- 

firm it by accepting their pro rata (for principal and interest) of 
less than five cents on the dollar, it follows that the purchasers 
have held and operated said railroad, and have received and 
enjoyed its revenues until the present time, at an expense to them- 
selves of not much if any more than the costs of sale (about $500) 
and legal proceedings, the amount expended to repair and re- 
equip the road to Monroe, and about $5520 paid on a mortgage © 
note (given by the old company for depot grounds in the city of 
Shreveport) and for taxes, etc., less the —- earnings of the 
road. 


The chancery malt in the United States Circuit Court was 
decided by Judge Woods in favor of defendants, and is now before 
_ the United States Supreme Court, under an appeal, for a final 
decision, which, it is believed, will not be rendered this year. 
Pending this decision the question of ownership remains unsettled. 


By act No. 108, approved September 26, 1868, the “pur- 
chasers at the Sheriff’s sale of property of the Vicksburg, Shreve- © 
port and Texas Railroad Company, on the 3d of February, 1866,” 
_ were incorporated as the “North Louisiana and Texas Railroad 
Company,” “with all the rights and powers which the Vicksburg, 
Shreveport and Texas Railroad Company had, and such others as 
are herein granted, etc.’’ Capital stock fixed at $6,000,000. Domi- | 
cile, Monroe. Ten years exemption from taxation. Power granted to 
sell or lease the charter, franchises, rights and privileges, and all 


the property of said corporation, or any portion thereof, to any 


corporation, or to any individual, or individuals, within or with- 


out: the State.” 


Section 11 provides that “whenever five miles of said North 
Louisiana and Texas Railroad shall have been constructed and 
completed, with the iron track thereon laid and in good running . 
order from the Mississippi River westward, and the fact made 
known to the Governor of the State of Louisiana, in a written 
certificate of the President supported by the affidavit of the 
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engineer of the said railroad company, then, and in such case, 
the Governor of the State of Louisiana shall cause to be issued to 
said railroad company $6000 of bonds of the State of Louisiana, 
for each and every mile of single track of said railroad so actually 
completed, and continue to issue or cause to be issued, from time 
to time, a like amount of State bonds for every mile of single 
track thus completed, until said railroad is finished; provided, 
that the first five miles of said railroad shall be completed within 
twelve months;” that the State shall have second mortgage on 
road and property, for payment of said bonds and interest at 
eight per cent, and that the said railroad company may borrow 


money to the extent of $15,000 con mile of road, on a first mort- 
gage of their road. : 


Sec. 12 enacts that said company , “shall, on or bellieie the 
maturity of any of said bonds, deposit the amount thereof in the 
State Treasury for the payment thereof,” and failing to do this, 
“no further issue of bonds shall be made to said railroad company, 
and the State shall have the right to foreclose the mortgage,” etc. 


Act 108, of 1868, provided for the issuing of bonds as the 
road was “constructed and completed,” etc., “from the Mississippi 
River westward;” but it appears that it was repaired and recon- 
structed from Monroe eastwards, and that the “North Louisiana 
and Texas Railroad Company opened the line for traffic from 
Delta to Monroe, seventy-two miles, on July 1, 1870,” or more— 
than four years after the sale. It seems that 246 bonds were 
delivered to said company in May, 1869, and 30 more in October 
and 114 in November. In February, 1870, 30 more bonds were 
delivered, and 48 in March, 18 in April, 36 in May, 12 in June and 


12 in July; making 546 in all, or $6000. per mile on 91 miles of 
railroad. 


The act 108 of 1868 purovided that $6000 per wnile ieee’ be 
issued when the railroad was “completed with the iron track 
thereon laid, and in good running order from the Mississippi 
River westward;’’ but it seems that the bonds of the State were 
issued on the 72 miles from Delta to Monroe, and also on 19 © 
miles of railroad from Shreveport to the Texas line, completed, in 
possession of and operated by the Texas Pacific Railroad Com- 
pany, under a lease which expires in 1883; that is to say, that said 
North Louisiana and Texas Company have already received 
$114,000 on account of their reversionary interest in the road 
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from Shreveport to the Texas line, completed by another company 
in 1866, and that, too, notwithstanding that 96 miles intervene 
between Monroe and rare to make it a railroad “from the 
Mi ississippt River westward.” 


Section 12 of act 108, of 1868, required the North Louisiana 
and Texas Company to deposit the amount necessary to pay the 
interest on the bonds to be issued to said company, on or before 
the maturity of the coupons, under penalty of “no. further issue of 
bonds,” and a foreclosure of State’s second mortgage, but it 
seems that, with the exception of $2320, deposited in the State 
treasury, September 30, 1869, and $16,800 deposited March 30, 
1870, said North Louisiana and Texas Company have failed to 
comply with the conditions prescribed in said act. The Auditor’s 


reports for 1871 and 1872 contain no mention of any further 


deposits on account of said interest, but the item of $43,680 


appears regularly in the me of ‘‘probable expenditures” for the 
ensuing years. | 


| The appropriation act of 1869 makes no provision for the 

payment of interest on the bonds issued to the North Louisiana 
and Texas Company, but that of 1870 appropriates $31,200 for 
that purpose. In 1871, $43,680 was appropriated, and the same 


amount in 1872, with the proviso, “the company being responsible | 


for the interest! !’’ Total appropriated for payment of interest to 
close of 1872, $118,500. | 


- The question suggests itself, how could bonds be issued to a 
' company whose ownership of the road had not yet been settled by 
the courts, before which the question of title was pending? 


The State’s security (?) for the issue of bonds to and in aid 


of the new company was a second mortgage, the company being i 


- allowed the privilege of borrowing money on a first mortgage, 
to the extent of fifteen thousand dollars. (subsequently, by an- 


- other act, increased to twenty-five thousand dollars) per mile 


_of road. As the road was sold for less than $550 per mile (taking 
91 miles as the length of the completed road, or the number of 


miles on which bonds were issued by the State—and the pur- 


chasers found many persons who considered and testified that 
$75,000 was a fair valuation of it before the sale,) the value of the 
_ State’s second mortgage which, of ‘course is what the property 


would sell for in excess of the first mortgage, may be appreciated. 


The interest to be paid annually by the tax-payers, $43,680, on the 
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State’s this company, $546,000, amounts to as 
much as the purchasers agreed to pay for-the entire property. The 
principal ought to be more than sufficient to reimburse-the new 
company for their entire outlay for purchasing, repairing, re- 
equipping and reopening the road from the Mississippi River at - 
Delta to Monroe, thereby leaving the whole property to them | 
free of cost, and besides the surplus earnings of the road from 
1870 to 1873, estimated to be at least $200,000 as net profit. 


Truly the purchasers of the road and their associates have | 
been enriched at the expense of the improverished sex-payers of 
the State. | 


Assuming the payment of the ouiieaes money, $50, 000; 
costs, $500; mortgage note, taxes, etc., in Shreveport, $5500; 
supposed cost of repairs, etc., $350,000; total cost estimated to 
be about $406,000. | 


_ State aid (equivalent to a donation because of the insufficiency - 
of the security,) $546,000, in 8 per cent forty-year bonds; assumed 
approximate amount of net earnings, $200,000. Total, $746,000. 


That is to say, if we assume that the net earnings of the road — 
so far have been $200,000 (and it is believed this is an under, 
rather than an overestimate,) and State bonds at par, (they were 
nearly, if not quite so, when the interest was punctually paid,) 
the owners of the North Louisiana and Texas Railroad have re- 
ceived about $240,000 in advance of their expenditures, and, 
according to the terms of their new charter, they have the 
right “‘to sell or lease the charter, franchises, rights and privi- 
leges and all the property of said corporation, or any portion . 
thereof, to any corporation, or to any individual or ——* ; 
Ww ithin or without the State.” 


[End of installment No. 11: Daily Picayune, June a 1873.] 


Act 105, approved June 27, 1871, (contained in the volume 
of Acts of 1872, because “not signed by the Governor in time to | 


be bound with the Acts of 1871,’’) entitled “an act to amend and > 


reenact section eleven of an act entitled ‘an act to incorporate 
the North Louisiana and Texas Railroad Company,’ approved 
September 26, 1868,” authorizes the North Louisiana and Texas 
Railroad Company to “borrow money and pledge or mortgage 
said railroad, its property of every kind and the franchises | 
thereof, to secure the payment of the same; to have the force 
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and effect of a lien privilege or first mortgage thereon, to the | 
amount of $25,000 per mile.’”’ The previous act allowed “a lien 

privilege or first mortgage’’. of $15,000 per mile only, or $2,- 
880,000 on 188 miles of road, from the Mississippi River to the 
Texas line, but this act 105 of 1871 increased this prior lien or 
— mortgage to $4,700,000. The State’s second mortgage, for its grant 
of $6000 per mile on 91 miles of road, of very little value before, 
was thus rendered practically worthless. At the time when the 
act 105 of 1871 was passed and approved, the North Louisiana . 
and Texas Company was in default to the State; having failed 
to deposit any amount whatever towards the payment of the 
interest coupons which fell due October 1, 1870, and April 1, 
187 1, both series amounting to $43,680. | 


Indeed, from the time when, after July, 1870, ne further 
‘issue of bonds” was to be expected, or could possibly be made, 
except for new railroad “constructed and completed” between 
Monroe and Shreveport, not a dollar was deposited to meet the 
- jnterest on said bonds, as the law required. .Nothing was to be 
gained by making such deposits, unless it was intended that new © 
railroad should be built. 


| This failure to comply with the conditions of section 12, of 
said act 108 of 1868, should, it would seem, have operated to pre- © 
vent the granting of the additional privileges conferred by the 
new act 105 of 1871. 


We have been informed that the North Louisiana and Texas 
-Company, to enable it to repair and re-equip the old road from 
~ Delta to Monroe, borrowed: money from Mr. Mansfield, the agent 
of Oakes Ames, and subsequently from Mr. Ames himself, directly, 
(on a hypothecation of State of Louisiana bonds issued under 
act 108 of 1868 to said company,) to the extent of about $200,000. © 
- It seems probable that the principal portion, if not all of the 
$546,000 in State of Louisiana bonds issued on the 91 miles of 
road from Delta to Monroe, and from Shreveport to the Texas 
line, were hypothecated for loans to rebuild the old road, on the 
best terms obtainable in that way, from Oakes Ames and others, 


_. and that there was a lack of means to prosecute the work of con- 


struction westward from Monroe. The non-adjustment of the 
question of title to the property must have operated to prevent 
successful negotiations with Col. Tom Scott, or any one else, for _ 
a sale of the road with a view to its completion, and also to pre- 

vent the sale to capitalists of new first mortgage bonds on the © 
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road. There was nothing, however, to prevent the individuals 
comprising the new company, if they chose to do so, from execut- 
ing a first mortgage for the twenty-five: thousand per mile of 
road, or $4,700,000 in their own favor, and holding said bonds © 
or mortgage against any claim under the State’s second mortgage; 
or, they had the power, if they saw fit to exercise it, of issuing 
first mortgage bonds to themselves, in proportion to the pro rata 
share of each as to ownership of the road, after a division of the 
State loan. Such a mortgage may have been drawn up ready for 
being recorded in case of necessity, and we have heard it asserted 
that such was the case. John Ray, Esq., says, in his argument 
as attorney for the defendant, to the Supreme Court, in the case 
of “The State vs. the North Louisiana and Texas Railroad Com- 
pany,” for an enforcement of the State's second under 
section 11 of the act 108 of 1868: 


‘Should all the defenses be overruled, then it is urged that the : 
judgment recognizing the mortgage should state, in the language | 
of the law, that it is a second mortgage, and that by law, and in 
virtue of the express agreement of the State and the defendant, 
there exists a first mortgage on the property of $4,700,000, or 


- $25,000 per mile, on the whole engin of the road.” The Italics 
are Mr. Ray’s. | 


Early in September, 1872, Mr. Belden, the Attorney General 
of the State of Louisiana, filed a petition in the Fourteenth Judi- 
cial District Court, in and for the parish of Ouachita, for the 
recovery of the amount due the State for surplus of interest 
paid in excess of the amounts deposited by the North Louisiana 
and Texas Railroad Company for payment of interest; for a 
return of a portion of the bonds, a foreclosure of the State’ ~ 
second mortgage, and an order of seizure and sale, etc. 


In answer, the railroad company “set up the Act No. 97 of 
the General Assembly” of 1872, which purports to have been 
approved April 10, 1872, but which was not promulgated until — 
september 22, 1872, (it has been asserted that it was not signed . 

by the Governor until just before its promulgation, and that it 
' was therefore ante-dated,) “and the acceptance of the terms 
thereof by the company, as a bar to the suit, and as a settlement of 


all claims which the State might have had against the company.” . 


Said act 97, of 1872, provided that “in lieu of the second 
mortgage required by the eleventh section of the charter of the 
North Louisiana and Texas Railroad Company, to be given to — 


t 
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secure the State for the ultimate payment of the bonds of the 


| State, issued in conformity to said charter, or act No. 108 of 1868, 
_ the said North Louisiana and Texas Railroad Company may give 
stock of said company to the State to an amount equal to the 


aggregate sum of the State bonds issued or to be issued under 
said charter or act 108 of 1868, to-wit: 11,220 shares, or 
$1,122,000 of the 60,000 shares, or $6,000,000 of the capital 
stock of said company, and in consideration of the issue and 


' delivery of said stock by said company to the State, the said 


North Louisiana and Texas Railroad Company shall be relieved 
from all liability on the aforesaid bonds of the Sfate, and 
that on the delivery of the stock aforesaid, the remainder of the 
whole number of bonds authorized to be issued by act 108 of 1868, 
to wit: 576 bonds of $1000 each shall be immediately issued and 
delivered to the President of said company by the Governor of 
the State.” 


Section 2 requires the President and Directors of the com- 
pany to “adopt all the provisions of this act” within sixty days 
after its passage; to deliver copy of resolutions of adoption to the 
Governor within ninety days, and makes it his duty to issue said 
$576,000 in State bonds to the President of the railroad company 
as soon as said President renders to said Governor the certificates 
of stock, ‘“‘which shall be, with the bonds —* issued, payment 
in full for said stock.”’ 


Section 3 gives the the “right to appoint 


one of the nine directors in said company. 


‘Mr. Philips, ‘‘of counsel for the State’’ in this suit, says that 


the “present stockholders” of the N. L. and T.R.R. Co., “bought 


the road at sheriff’s sale for less than $60,000, and immediately 


- formed a company and fixed the number of shares at 60,000, at 


$100 each. As these shares belonged to the few persons who 
bought the road, the stock was of course all paid up. They owed 


nothing on it, provided they had paid the purchase price. Thus by 


dividing it up into 60,000 shares of $100 each, they became 


suddenly worth $6,000,000 in ‘paid up stock,’ which amount they 
will soon realize, if they can make a few more sales of stock at 
par, such as they claim to have made to the State.” 


Parish Judge Caldwell, sitting in place of the Judge of the 


_ Fourteenth District Court, recused, gave a judgment, dated 


October 10th, 1872, in favor of the State of Louisiana for 
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$87, 360, with interest; recognizing the mortgage = scieailtiens | 
the seizure and sale of the road to satisfy —ss demand. 
Defendants appealed. | 


In the trial of this case before the Supreme Court a the 
State, Chief Justice Ludeling, being the: President of the North 
Louisiana and Texas Railroad Company, and, it is believed, a very 
large owner in said road, recused himself. | 


Plaintiff’s counsel claimed “that the conditions of the act 
were not complied with by the company within the delay stipu- 


lated ;”’ that said act 97 was only “a proposed contract;” that it — 


had “not been fulfilled,” and might never be, and was therefore 
“incomplete and inoperative;” that “the Governor may and doubt- 
less will deem it for the interest of the State not to complete the 
sale by burdening the State with the additional debt of $576,000 to 
pay for the stock in a railroad company which, considering the 
mortgages upon it, is worth absolutely nothing.” 


That even “admitting that the act 97 is operative, it does on 
release the company from its liability to reimburse the State the 
amount it has advanced to pay the intérest which had been accrued 
previous to the passage of the act, and which it was the duty of 


the company to deposit with the Treasurer of the State on or 
before the day it fell due.” 


It was also claimed that said act 97 was enconstitutiona! | 
and in violation of article 111 which provides that “the law 
creating the debt” shall “provide adequate ways and means for 


the payment of the current interest and of the eee when the 
same shall become due,” etc. 


Defendant’s counsel says that, “before the act (No. 97,) tae 
published and before’it was known to have been signed, the com- 
pany accepted its terms.” “‘Act No. 97 has authorized the company 
to discharge its obligations to the State by giving to the State a 
certain amount of its paid up stock.” “The assumption of the © 
Attorney General that no adequate provision for the payment of 
the debt is made in act 97, is denied. The stock, it is confidently 
believed, will be at par long before the debts created will be due.” 
(!!) “By law and in virtue of the express agreement of the State 
and the defendant there exists a first mortgage on the property 


for $4,700,000, or $25, 000 ‘per mile on the whole length of the 
road.” 
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The suit terminated in the Supreme Court by a reversal of the 


judgment of the lower court, and a judgment in favor of defen- 
_dants. 


The question whether said act No. 97 of 1872 was not in 
violation of the third amendment to the constitution, which pro- 
vides “that prior to the 1st day of January, 1890, the debt of 
the State ‘shall not be so increased as to exceed $25,000,000,” 
does not appear to have been raised. Said third amendment to 
the State constitution went into effect when it was ratified by the 
people, at the general election held on the 7th of November, 1870. 


In the case of “The State of Louisiana, ex rel., Saloman & © 
Simpson vs. James Graham, Auditor of the State of Louisiana, 
No. 3358, Louisiana Annual Reports, Vol. 23, 1871, wherein Chief 


_. Justice Ludeling rendered the decision of the court, we find it 


to have been decided that, “In determining the amount of the 
_ debt of the State within the meaning of the third amendment to 
the constitution, it was held that all bonds authorized to be issued 
by the General Assembly on condition that something was to be 
done by the grantee as a condition precedent to their issue, formed 
a part of the debt and must be estimated.” “The obligations 
of the State, . . . are suspensive and protestative conditional 
obligations; . . . the fulfillment of the conditions will have a 
retrospective effect to the time when the engagements were con- 
tracted.” “The debt of the State excedeed $25,000,000 on or before 
the 1st of March, 1871.” “The evidence shows that the revenues 
of the State are inadequate to the expenditures.” “If, therefore, 
the revenues be inadequate to meet -the interest of the public 

debt and the current expenses of the necessary State agencies to 
_ preserve the Government, an appropriation (whereby the liabili- 

ties of the State are increased) for any other purpose than the 
- support and maintenance of the machinery of government, is a 


debt within the meaning of the constitutional amendment,’ 
new debt can be created. 


“The remaining bonds of the State, in favor of the North 
Louisiana and Texas Railroad Company, to be issued under act 108 
of 1868,” are mentioned as portion of the “debt of the State,” 
under the “suspensive conditional obligations” imposed by said 
act 108 of 1868. “If the obligation is not to take effect until the 
event happen, it is a suspensive condition,” etc. C. C., article 2021. 
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What were the “‘suspensive conditions” imposed by: said act 

108 of 1868? They were that a railroad would be “completed and 
constructed, with the iron track thereon laid and in good running 
order, from the Mississippi River westward,” and that “said 
railroad company shall, on or before the maturity of any of the 
interest coupons on any of said bonds (to be issued to said com- © 
pany for road built), deposit the amount thereof in the State 
treasury, for the payment thereof.” Have either of these “suspen-. 
sive conditions” been fulfilled as respects the recent issue of 
$576,000 in State bonds, for that portion of the old surveyed and > 
non-constructed line between Monroe and Shreveport—ninety-six 
miles? No! It is not pretended that they have been! Under those 
“‘suspensive conditions,” something had ‘“‘to be done as a condition 
precedent” to the issue of said bonds, which might and probably 
never would have been done. Non-confirmation of title; continued 
_ non-deposit to meet the bonded interest; failure to build new road; 
' a. sale of the road, or bankruptcy, might have prevented the ful- 
 fillment of the necessary conditions. The failure of the company 
to.make any deposit whatever to meet the interest coupons which 
fell due on and after October 1st, 1870, had already abrogated 
the obligations of the State under the act 108 of 1868, and the 
act 97 of 1872, which ignored the fact of the actual nullity of the 
“suspensive conditions” previously in force, which established 
new conditions, altogether incompatible with those which had 
become null and void, and which, therefore, created a new debt, 
not only by compelling the issue of new bonds, on new conditions, 
but also by requiring the State to pay thereafter $89,760 annually © 
for interest on $1,122,000 of bonds out of her own funds instead 
of, as before, as the depositary of the grantee was, it would seem, 
necessarily unconstitutional, null and void. 


Early in May last, 1873, the $576,000 of eight per cent State 
bonds were issued in pursuance of the requirements of said act 97 
of 1872, to said North Louisiana and Texas Railroad Company by 
Gov. Kellogg, and the already enormous State debt was further 
increased by said $576,000, and the imposition of the obligation 
to pay $89,760 annually for interest. For this our impoverished 
tax-payers receive the “‘paid up stock” of a company, whose title 
to the property they purchased for $50,000, is yet in litigation. —— 


Efforts have been made to compromise the question of title: 
to have the suit for the annullment of the sale withdrawn from 
the U. S. Supreme Court, and to effect a sale of the road to the 
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company of which Thos. A. Scott, Esq., is President. I have been 
permited to copy the following from a letter of Col. Scott’s, 
under date of April 9, 1873, to a bondholder, in relation to a 
plan for accomplishing.such a compromise: 


_“The proposition came to me from the parties to turn over 
the North Louisiana and Texas Road to me clear of all incum- 
brance; and to turn over to me four hundred and some odd 
thousand of Louisiana bonds, and:all the stock of the new organi- 
’ gation, together with a clear majority of the old stock, so that the 
new organization can go forward without annoyance or interrup- 
_ tion. This is to be done on the basis of making a bond on the | 

entire line of $25,000 per mile, 7 per cent gold. Out of these bonds © 
the old bondholders are to be paid 50 cents on the dollar in bonds, | 
which ought to be worth a good deal over 80 cents with the road — 
- constructed. In addition to this, I have said to various gentlemen 
that if they could get the scheme put upon that basis, I believed 
the Texas and Pacific Railway Company would take it up and 
carry it through. As a means of making an outlet to the Missis- 
- sippi River at Vicksburg and the roads from that point north, it 
would certainly be a matter of very considerable value to New 
Orleans, (?) as well as to the intermediate localities, and would 
_ give them a reliable rail outlet during the year.” , 


How much the present owners of the railroad were to receive 
for the property, and how the State’s “full paid stock” was to be 
provided for and protected, if “all the stock of the new organiza- 
tion” was to be transferred, is not stated. As, it is presumed, 
nearly, if not quite all, of the bonds of the first issue were hypo- 
 thecated for loans, and not available to meet the conditions pro-_ 
posed, a new issue was required. It was necessary also that the 
new .company should be released from its obligation to build a 
new road, (for there was no more old road left to repair,) and 
from its obligation to pay the interest on the State bonds—for no 
more bonds were obtainable while these “suspensive conditions” 
were operative, and Col. Scott would probably consider the second 
‘mortgage held by the State, and the obligation to pay the interest 
on the State bonds, (if to be assumed by his company,) a “— 
serious “incumbrance.” 


But, this gordian knot was cut and all these defects were 
cured by the passage and final approval by the Governor of the 


7 
< 
i 
| 

4 
4 
$ 

> 
< \ 


1208 ‘The Louisiana Historical Quarterly 
act No. 97, of 1872, the “terms” of which were “accepted by the 


company,” says Mr. Ray, “before it was known to have been — 


signed,” or approved. 


Precisely how the stock of the new was to 
be “turned over” to Mr. Scott’s company, unless by a repetition 
of the process of selling the State’s-stock, so successfully accom- 
plished in the case of the Jackson Railroad stock, is not clearly 
seen. It is taken for granted that the necessary certificates for the 
State’s 11,220 shares of:this —— “full paid stock,” were > really 
delivered to the Governor. ; 


We presume that all these little difficulties and incumbrances | 
will be overcome and removed in some way; the resources of 
Modoc legislation now-a-days are equal to any. emergency. 


The Vicksburg, Shreveport and Texas Railroad, better known | 
now as the North Louisiana and Texas Railroad, would be of | 
much benefit to the farmers of North Louisiana if completed. To. 
the people of Northern Texas it would afford an additional out- — 
let to the east and north. : 


It is not seen, however, how it could be of “very adletidin. : 
able value to New Orleans.”’ On the.contrary, it is thought that 
the tendency of this road would be almost wholly to divert the 
trade of Northern Texas from New Orleans. The middle portion 
of said road, between the Red and Ouachita rivers, might be made 
beneficial to the business of New Orleans to some extent, if tapped — 
by the proposed railroad from New Orleans, via Alexandria, to 
Camden and Little Rock, in Arkansas. - 


The tax-payers of the city of New Orleans, first and last, will 
have paid more than half of the enormous aggregate, prinicpal — 
and interest included, virtually donated for the construction of the 
railroad from Vicksburg, via Monroe and Shreveport, to the Texas 
line, of which only ninety-one miles, of by no means first class 
road, are in operation: From Delta to Monroe, seventy-two miles, 
with a gauge of five feet six inches, and from Shreveport to the 
Texas line, a fraction over nineteen miles, with a gauge of four 
feet eight and a half inches. State aid granted 1857 to 1861, in 
six per cent forty-year bonds, $298,000; amount of principal and - 
interest, $1,013,000. Ditto 1869 to 1873, in eight per cent forty- 
year bonds, $1,122,000; amount of principal and interest, $4,712,- 
400, less $19,120 paid for interest by the railroad company in 
1869 and 1870 (to secure the issue of the whole of the first series 


- 
. 


_ History of the Railroads of Louisiana 1209 - 


of bonds), and some few coupons canceled. Grand total of State 
aid to this road, payable by the tax-payers (New Orleans: con- 
tributing about five-eighths of the whole), about $5,700, 000, or 
more than $62,600 per mile of road built. 


On the 9th of June, 1873, Robert Y. Charmbury—a oli 
of the Queen of Great Britain, and a resident of New Orleans— 
filed a suit in chancery, ‘No. 7017, in the U. 8S. Circuit Court, as 
a holder of the bonds of the Vicksburg, Shreveport and Texas 
Railroad Company vs. said company and John T. Ludeling and 
others, praying “that the sale made to said Ludeling and his 
associates, and the adjudication of the sheriff to them, and the 
deed made to them, be declared to be fraudulent and void, ... and. 
_ that a perpetual injunction issue, commanding them, and all claim- 
ing under them, to refrain from asserting any title under the 
same; that the said parties be enjoined and prohibited from sell- 
ing or otherwise disposing of any of the property, rights, 
privileges or effects of said corporation,” etc., etc. 


It is said that the negotiation for a sale of the said road to . 

Col. Scott’s company, the Texas and -Pacific Railway Company, 
has or had resulted in an agreement which was to be consummated 
immediately, if not already done. This contract, it would seem, | 
_ recognizes the claims of the old bondholders, and the real invali- 
dity of the sale of June 3, 1866, by providing for a withdrawal 
of the suit now pending on appeal before the Supreme Court 
of the United States, on condition of a payment to said bond- 


holders of (it is — fifty cents on the dollar in new first mort- 
gage bonds. 


“The plaintiff in this new ‘suit refuses to accept the com- 
promise” made with the other bondholders, and seems determined 
to press his suit. Will be too be induced to sell out? 


[End of installment No. 12: Daily Picayune, June 15, 1873.] 


BATON ROUGE, GROSSE TETE AND OPELOUSAS RAILROAD 


_ Under the “Act for the organization of corporations,” ap- 
proved March 11th, 1852, a corporation was formed under the 
name of “The Grosse Tete and Baton Rouge Plank Road Com- 
pany,” in June, 1852, for the purpose of constructing a plank 
road from the Mississippi River, opposite the city of Baton 
Rouge, to the Bayou Grosse Tete, and thence to bayous Maringouin 
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and Alabama, and, eventually, to Attakapas. Domicile, at the com- 
pany’s office at Bayou Grosse Tete. Capital stock $60,000, in 
shares of $25. 


By act N o. 271, approved April 29th, 1853, this company. was 
specially created into a body corporate and politic, under the new 
name of “The Baton Rouge, Grosse Tete and Opelousas Plank 
Road Company.” The capital stock was increased to $250,000, 
with power to still further increase the same “to a sum not to 
exceed $1,000,000,” by a vote of two-thirds of the stock, in case 
the company “should see fit to convert the road into a railroad.” 


Perpetual existence of charter; exemption from taxation for 
ten years after the completion of the road; right of way through 
State lands for sixty feet in width; power to change location of 
domicile; to extend road to Opelousas, and to borrow money not — 


to exceed $40,000 (“unless authorized” by stockholders owning 


two-thirds of the stock of the company), and to mortgage the 


road and its appurtenances. Seven members to constitute the | 


Board of Directors, each to be a stockholder. 


By act 108, approved March 15, 1856, the Reactor were 
authorized “to borrow money, bonds or securities to an amount 
not exceeding $80,000 (unless authorized by a vote of the holders 
of a majority of the stock of the company,’”’) and to mortgage or 


pledge the road, its pee rtnanens, revenues, slaves, stocks, 
tools, etc. 


Act No. 231, of 1853, “Tp provide for the manner of: giving 

the aid of the State to railroad and plankroad companies,” declares _ 
“that it shall be the duty of the State Treasurer, whenever he 
shall be authorized by a special law, to subscribe for the State — 
_ to the stock of any railroad or plankroad company organized in 
_ this State, to subscribe to one-fifth of the capital stock of such 
company for the State.” 
: By sections 4 and 6 of the Act 271, of 1853, the Baton Rouge, 
- Grosse Tete and Opelousas Company, as before stated, was 
. authorized to increase its capital stock “to a sum not to exceed 
, $1,000,000,” on condition that instead of a plankroad, said com- © 
* pany should construct a railroad on the line proposed. : 


Prior to this, however, and before the increase of the capital | 
stock, by act No. 179, of 1853, it was made “the duty of the 
Treasurer of the State, to subscribe, on behalf of the State of 
Louisiana, for two thousand shares, of twenty-five dollars each, 
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of the stock of the Grosse Tete and Baton Rouge Plank Road > 
Company; said shares being one-fifth of the entire number of 
shares into which said stock is divided, and amounting to the 
sum of fifty thousand dollars, or one-fifth of ae capital stock of © 
said company,” as it then existed. 


Under the operation of section 1 of the subsequent act 231 
of 1853, (above quoted,) and of sections 4 and 6, of the act 271 


of 1853, it seems to have been understood and intended that the 


State’s subscription, under act 179 of 1853, was to be increased to 
correspond with the necessary increase of the amount of capital 
stock required, when the company should determine to build a 
- railroad instead of a plank road. It is said that “payment for said 
shares shall be made in bonds of the State, in manner and form 
as provided by law,’—that is, in six per cent forty year bonds of 
the State at par. for stock at par—‘from time to time for an 
' amount equal to one-fourth of the amount actually received by | 


and paid to the company, ... from its other stockholders, indivi- 
dual, corporate, municipal ond parochial. 2 


| For every four dollars paid by other stockholders, whether 
in money, or securities, or labor, or materials, for stock, the State 
under the general law, was to pay one dollar in six per cent 
bonds for stock, if a subscription to the stock of said company 
was “authorized by a special law.” This, at least, seems to have 
been the understanding or interpretation of the true intent and 
meaning of the general law 231 of 1853, in the case of the Baton 
Rouge, Grosse Tete and Opelousas Railroad Company, for we. 

find that from 1854 to 1866 inclusive, $160,000 in bonds were — 

issued to said company, or one-fifth of a paid up capital of | 

$800,000, whereas only $50,000, or one-fifth of a capital of | 


$250,000, is specifically mentioned in the act 179 of 1853, and 


we have been unable to find any special act authorizing the in- 
crease of the State’s proportion, correspondingly with the increase 
of the payments by other stockholders. The capital stock for a 
plankroad company, $250,000, was altogether inadequate for a 
railroad, forty miles in length, twenty-eight miles of which was 


completed before 1862, and twelve miles more — ready for 
the rails. 


We ens been ed to ascertain what amount was actually 
expended in the construction of this railroad, but, as the usual 
average before the war exceeded $20,000 per mile, it may be 
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approximately estimated. Much of the labor was performed by — 
slaves belonging to the company, at a cheap rate. We find it | 
stated, in a report to the Legislature, that the company’s loss | 
by the war, in slave property alone, was estimated at $115,000. 


The domicile of this company was changed and fixed at Baton > 
Rouge. In April, 1854, six bonds were issued to the Baton Rouge, 
Grosse Tete and Opelousas Company; in April, 1855, nine bonds 
were issued; in April, 1856, thirteen bonds; in May, 1857, eight 
bonds; in May, 1858, seven bonds; in November, 1858, thirteen 
bonds; in November, 1859, five bonds; in February, 1860, six 
bonds; in August, 1860, three bonds; and in August, 1861, six | 
bonds—a total of 76 bonds, representing $76,000, as per the 


reports. of the Auditor of Public Accounts for me State of 
Louisiana. 


Act 266, of 1859, a March 17th): “To authorize the 


Governor of the State to issue the bonds of the State to the Baton 
Rouge, Grosse Tete and Opelousas Railroad Company,” reads 
as follows, to-wit: “Whereas, by law it is required that the esti- 
mates for State bonds to be issued by the State to railroad com- 
panies in which the State is a stockholder, shall be filed with the 
Auditor of Public Accounts on the first Monday of November; 
and, whereas, the President of the Baton Rouge, Grosse Tete and 
Opelousas Railroad Company did not file said estimate on the 
first Monday, but did file it on the tenth day of same November, 
only a few days after; now therefore, Be it enacted etc., That 
the Governor of the State be, and is hereby authorized to issue 
the bonds of the State to said railroad company, for the sum 
of $40,000, it being the amount of said estimate, or as much 


thereof as will be required by the law regulating the issuance 
of said bonds.” 


From 1854 to 1861, inclusive, the total amount issued for 
stock in this company was, as before stated, $76,000. 


All the other stockholders combined had, therefore, paid four 
times said amount, or $304,000. The city of Baton Rouge, under 
the provisions of act No. 190 of 1856, had paid $50,000 of this | 
amount, in eight per cent twenty year bonds. The full amount 
received, therefore, in money, securities, materials and labor, on 
account of stock, to August, 1861, was $380,000 only. As the 
expenditures had been much more than this, the mortgage and 
floating debt must have been comparatively large. The surplus 
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i. earnings of the road to Bayou Grosse Tete, sixteen miles, to which 
point the road was opened June 13, 1857, (which President 
Duralde, in his report dated January, 1866, stated had averaged 


$18,000 annually,) were. also applied, it is preean to con- 
struction. | 


It is soantiaiell that this company, in accordance with sec- 
tions 4 and 6 of the act 271, of 1853, voted to accept the tacit 
invitation of the Legislature to convert its plank road into a 
railroad, and to increase the capital stock accordingly; for a 
railroad and not a plank road was constructed. Twenty-eight 
miles of railroad were completed prior to 1862, to the extent at 
least of laying the track on the graded embankment, to a point 
_ twelve miles beyond the Grosse Tete, and twelve miles more were 


cleared and graded to the Atchafalaya, ready for track laying; 
forty miles of line in all. | 


The cash cost of this work must have heen considerably more 
than $500, 000. | 


| By an act, No. 7 0, approved Ji anuary 20, 1862, it was provided 
“That whenever the Governor of this State shall be satisfied that 
- either the Vicksburg, Shreveport and Texas Railroad Company, 
_ the Baton Rouge, Grosse Tete and Opelousas Railroad Company, 
_the central Stem of the Mississippi and Pacific Railroad Company, 
or the New Orleans, Opelousas and Great Western Railroad Com- 
pany, to the stock of which the State is a subscriber, shall have 
graded within the State five or more consecutive miles of road — 
upon which iron shall not have been laid, then and in that case, 
the Governor shall cause bonds to be issued to such railroad com- 
panies aforesaid, not exceeding $6000 per mile of road so actually 
graded. ... Provided that the bonds so issued shall not exceed 
the subscription of the State in the stock of such company, ... and 
_ provided further, that the Governor may defer the issuing of said 
bonds until satisfied that the anus may be used exclusively for 
- the purchase of railroad iron.’ 


No bonds were ever issued under this act, for no “railroad 
-jron” could be purchased during the war; but as President 
Duralde, in his report of January, 1866, to the Legislature, in- 
cludes in his statements of assets $84,000 in Louisiana State 
bonds, (or $6000 per mile on 14 miles of road graded, on which 
the iron was not laid,) with three years’ interest coupons on 
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same, sslneiatioan to $15, 120, he must have considered this com: 
pany entitled to.said number of bonds, three years ores, 
under said act No. 70 of 1862. 


By act No. 242 of 1860, the “; euletenis Central Stem of the 
Mississippi and Pacific Railroad Company” was required to com- 
mence its road “on the west bank of the Atchafalaya River, where 
the Baton Rouge, Grosse Tete and Opelousas Railroad shall cross 
_ said river, in order to form a continuous railroad from Baton 
Rouge to the termination of said Louisiana Central Stem;’’ that 
is, to Shreveport, via Alexandria, on Red River. Previously, the 


B. R., G. T. and O. R.R. Co. had intended to build its road to 


Deslouabe: but now the Atchafalaya River, near the mouth of | 
Bayou Rouge, was made the terminus. 


Act No. 89, approved March 13th, 1866, “For the relief = | 
the Baton Rouge, Grosse Tete and Opelousas Railroad Company,” 
provided, that when the said company “shall have graded within 
the State five or more consecutive miles of road upon which iron 
shall not have been laid, then in that case the Governor shall 
cause bonds to be issued to such railroad company aforesaid, and 
not paid for in payment of stock heretofore subscribed for by the 


State, not exceeding six thousand dollars per mile of road so 
actually graded.” 


Sec. 2 provikied that the bonds were to be “issued in con- — 
formity with the second section of the act,” approved March 12th, 


1855, “To provide for the manner of giving the aid of the State to 
railroad and plankroad companies.” 


- Under this act, according to the State Auditor’s report for 
1869, eighty-four bonds of $1000, bearing six per cent interest, 
payable forty years after date of issue, were issued March 13th, 
1866; the date of the approval of the act. 


The Baton Rouge, Grosse Tete and Opelousas ‘Railroad was 
built to a gauge of five feet six inches, but whenever the Louisiana 
Central Stem Railroad is completed from Atchafalaya to Alexan- 
dria and Shreveport, and from Alexandria via-Camden to Little 
Rock, to a gauge of four feet eight and a half inches, which is © 
the prevailing gauge west of the Mississippi River, the gauge of 
the Grosse Tete road will have to be changed to four feet eight 
and a half inches. ; 


The line of this road, for the first sixteen miles, crosses the - 
basin between the Mississippi River and Bayou Grosse Tete, and 
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is subject. to overflow only, or principally, by crevasses occurring 

below the Old Fausse Riviere Lake, nearly opposite Port Hudson. 
From-the Grosse Tete—sixteen miles from the river, opposite 

Baton Rouge—to the Atchafalaya, River, 24 miles farther, the. 
- country traversed by the road cannot be surpassed in Louisiana‘ 
for fertility. Almost every acre of public land in the parishes of ; 

West Baton Rouge, Iberville and Pointe Coupée had been sold = 

prior to the war, and the agricultural wealth of these parishes 
was and is very great. 


With good levees to protect the country from overflow, under 

a good government and moderate taxation, the products of the 

country through which the Grosse Tete Railroad is located, woul 
soon be ample for handsome dividends upon its stock. 


In January, 1866, it was reported -that the first six milde 
of this railroad, from Baton Rouge, were in fair condition, but 
the next two miles were in a damaged state; the track had been 
floated off the embankment, the embankment itself had been 
badly washed in places, and the road bed was covered with logs, 
brush and other debris left there by the numerous and great 
crevasses in the river levees which had occurred during the war, 

opposite and below Port Hudson. This portion of the road was 

_ built across the lowest lands between the Mississippi River and 
the Grosse Tete. Thence to the Grosse Tete, the road was not 
much injured. The bridges, built on piles, had been submerged, 
but were all right, except so far as related to decay of materials. 


From the Grosse Tete to the State road at Livonia, 12 miles, 
the road had not been overflowed, but the road bed was covered 
with thickets of weeds, bushes and briars. No train had been 
run on the road since 1862. Estimated cost of repairs, $25,000. 
Rolling stock on hand, three locomotives, one passenger, two box, | 
eight platform and four hand cars, valued at $35,900. Liabilities, 
$89,000. Losses during the war, including slave property, about | 
$150,000. Among the reported assets, amounting to $216,300.97, 
we find fifty bonds of the city of Baton Rouge, of one thousand — 
dollars each, and the accumulated interest on same, $13,500; 
eighty-four one thousand dollar State bonds and $15,120 interest — 


on same; due on stock notes i 680.97, and $12, 000 on old freight 
accounts. 


President Montan January, 1869, that Hill, 
after 1866, rebuilt the road and reduced the floating debt from 
$124,148.43, “to a few thousands.” The great crevasse in Grand 
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Levee, Pointe ‘Coupée parish, which occurred March 26th, 1867, | 
overflowed the road and swept away the Grosse Tete and Mar- 
ingouin bridges. Road repaired and opened late in 1868.. 


Act No. 151, approved December 30th, 1869, “To extend State 
aid to the repairs and extension of the Baton Rouge, Grosse Tete | 
and Opelousas Railroad,’ appropriated $10,000, payable to the 
President and directors of said road out of any money in the 
treasury not otherwise appropriated, “to aid in making the neces- | 
sary repairs, and the extension” of said railroad. The State 
to “be entitled to and hold stock in said railroad to the amount 
of said appropriation.” 


_ On the 12th of April, 1870, Wm. S. Pike, Esq., the principal — 
and only mortgage creditor of this railroad company, for the 
purpose of securing the completion of the road, entered into a 
’ provisional agreement with President Thos. C. Bates, of the 
New Orleans, Baton Rouge and Vicksburg Railroad Company, 
whereby it was stipuated that Mr. Pike was to foreclose his first 
mortgage on the said Baton Rouge, Grosse Tete and Opelousas 
Railroad and its property, have the same sold, and become the 
purchaser thereof, on condition that the said New Orleans, Baton | 
Rouge and Vicksburg Railroad Company should, immediately 
thereafter, accept a transfer of the Grosse: Tete Railroad, with 
its rights, property and franchises, pay $25,000 in cash, $25,000 
in a note at six months from date of sale, with eight per cent inter- 
est, and $250,000 in first mortgage eight per cent forty year | 
bonds, on the property sold. The purchasers were also to put the — 
road in thorough repair, as a first class road, and by or before 
the 1st of July, 1871, finish and complete the same to the Atcha- 
falaya River; thence to Alexandria, or Red River, the road was. 
to be completed by January 1, 1873. The terminus to remain, as 
now, opposite the city of Baton Rouge. In case of failure to 
comply, the payments to be forfeited, but the bonds to be returned. 


On the 4th of June the road was sold to Wm. S$. Pike, Esq., 
for $50,000 cash, and President Bates was notified to come for- 
ward and conclude the agreement of April 12th, 1870. Failing to 
do so, after repeated notifications, suit was finally instituted on 
the 15th of March, 1871, in the Seventh District Court, to compel 
a compliance with said agreement. The answer of defendants 
- was to effect that Thos. C. Bates, President of the N. O., B. R. 
and V. R.R. Co., was not authorized by the board of directors 
of his company to make the contract. Judgment in favor of plain- 
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tiff Wm. S. Pike, signed July 3d, 1872. Ordered that defendants 
perform the contract of April 12th, 1870, nunc pro tunc. Defend- 
ants appealed to the Supreme Court, and gave bond for $175,000, 


- L. J. Higby and G. W. Cochran as securities. Wm. S. Pike, 


appellee, New Orleans, Baton Rouge and Vicksburg Railroad 


Company, appellant, No. 4094. Case not 28 reached in the State 
Supreme Court. 


: Mr. Pike declares that but for his snitdeall anticipation © 
that this arrangement by the completion of the Grosse Tete Rail- 
road, and of its connections, from Ponchatoula Station, on the 
New Orleans, Jackson and Great Northern Railroad, to Baton 
Rouge, and from the Atchafalaya River to Alexandria, on Red 
River, would be secured, he would not have foreclosed his mort- 
gage and sold out the B. R., G. T. and O. R.R. Co.’s road. The 
building of a line of railway from New Orleans to Red River via 
Baton Rouge was his governing motive, and what he seeks now is 
to compel a compliance with the contract. Those who know Mr. 
Pike will not doubt the truth of his statement. 


(End of installment No. 13: Daily Picayune, June 23, 1873.] 


LOUISIANA CENTRAL STEM OF THE MISSISSIPPI AND PACIFIC RAIL- 
ROAD—NEW ORLEANS TO SHREVEPORT, NEW ORLEANS TO ST. LOUIS 


| By act No. 168, approved March 20, 1856, the “stockholders 
of the Louisiana ‘Central Stem’ of the Great Pacific Railroad” 
- were “specially created into a body corporate and politic” under 
the above name, to build “a railroad form the western bank of 
the Mississippi River, below the mouth of Red River,” across the 


- Atchafalaya River, and thence through the parishes of Avoyelles, 


Rapides, Natchitoches and DeSoto, “to intersect with the railroad 
chartered by the State of Texas.” Capital stock, $2,000,000. 
_ Shares $20 each, with power to make shares $100 each. 


_ Exemption from taxation for ten years after completion of 
road within the limits of the State, and perpetual succession. 
Right of. way through State lands. Power to borrow money and 
- mortgage property. Domicile subject to change by majority of 

directors. First election of directors at Evergreen, parish of 
Avoyelles. Domicile afterwards fixed at Alexandria, parish of 
Rapides. 


By act No. 220, aia March 17, 1859, the capital — of. 
this company was increased to $3,000,000, and it was authorized 
to extend the line through Caddo parish to Shreveport. 
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By act No. 242, approved March 15, 1860, the State became 
a subscriber for $30,000 shares of twenty dollars each, or $600,- | 
000, being one-fifth of the capital stock of this company with the 
long name, which President Boyce designated the ‘Louisiana Cen- 
tral” for brevity’ s sake. 


: Payment of the State to be mail as iecian in six ‘per cent 

forty year bonds, but not until “the Governor and State Treasurer 
shall be fully satisfied that the four-fifths have been actually | 
paid in by the other stockholders in cash, and they shall be author- 
ized and required to exact such proof of this fact before issuing 
any bonds, as to them shall be satisfactory and conclusive.” ‘The 
General Assembly reserves to itself the right, at all times, to 
make such rules and regulations in regard to the manner and | 
time of issuing bonds as may be necessary and expedient,” and 
“the right to require the exhibition of the subscription books | 
of the company, and such other proof as they may deem necessary 
to show the amount of cash actually paid in by the other stock- 
holders, and to suspend the issue of bonds until such proof is 
furnished.” “For the ultimate payment of said bonds and interest 
_ thereon, the State shall have a first mortgage upon the whole © 

property of the company, the road and its franchises, and no 
mortgage or pledge shall ever be given by said company to the 
prejudice of the said mortgage of the State, and said mortgage 
shall exist and have full force and effect until the final payment 
of said bonds, without any inscription whatever. i 


Stockholders required to elect at least one director in each 
of the parishes of Rapides, Natchitoches, DeSoto and Caddo. Said 
railroad to commence ‘‘on the west bank of the Atchafalaya 
River, where the Baton Rouge, Grosse Tete and Opelousas Rail- — 
road shall cross said river, in order to form a continuous railroad . 
from Baton Rouge to the termination of said Louisiana Central | 
Stem.” “The said Central Stem Railroad beginning at said point — 
on the Atchafalaya River, shall be constructed on the most 
practicable route, so as to intersect the Great Southwestern Pacific 


Railroad at or near the town of Shreveport, in the parish of 
Caddo.” 


Section 7 authorizes the Governor “to cast the vote of the 
State upon its stock” in this road. 


The State Treasurer for thirty 
thousand shares, amounting to six hundred thousand dollars.” 
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“In nie month of J une, 1860, the President end Directors 
entered into a contract with Mr. Champlin, by which he agreed 
to build for them a first-class road for the distance of eighty 
miles, extending from its commencement on the Atchafalaya River 
to Cotile, near the boundary between the parishes of Rapides 
and. Natchitoches, at the rate of fifteen thousand dollars per mile. | 
_ This sum includes a number of locomotives, first-class passenger 
cars, baggage, platform, box and hand cars, besides turn-tables, 
water tanks, and a certain amount to be expended on temporary 
buildings, which, when estimated at a reasonable valuation and 
deducted, leaves the cost of the road ironed, with the necessary 


frogs, switches, etc., fit for service, at not exceeding thirteen thous- 
and dollars per rnile.” 


So President Boyce reported i in 1862. Foria “first class road,” 
this certainly was a remarkably low price, but, as no portion of 
the proposed railroad was ever completed at the price named, 
~ we do not regard the contract as evidence that a first class rail- 
. road could have been, or could now be built in Louisiana for 
the amount per mile stated. A contractor can safely agree to 
- construct a first class railroad, but if he is to be the judge of what 
is such a road, if what is to be understood by the term “first 
class,” is not fully and clearly specified beforehand, the contract 
gives no assurance to the railroad company of the quality or 
sufficiency of the work to be done under it by the contractor. A 
noteworthy example of this kind of an agreement occurred quite 
recently, in connection with the attempted construction of one of 
the railroads of Louisiana; the particulars may be given hereafter. 


The line of the proposed Louisiana Central stem of the Missis- 
sippi and Pacific Railroad was located from the initial point on 
the west bank of the Atchafalaya River, for a distance of about 
thirty-one or two miles, or to the boundary line between the 
._parishes of Avoyelles and Rapides, near Holmesville, within about 
five miles of Bayou Boeuf. Thence to Alexandria, on the west 
bank of Red River, just below the falls, the distance is not 
stated, but it is probably about thirty-four miles more. 


. From the Atchafalaya River to the Bayou Boeuf the located 
line of this road traverses, for nearly the whole distance, the 
rich and heavily-timbered lands of the Atchafalaya and Red River 
Valleys, almost every acre of which is susceptible of cultivation. 
The report of Engineer Moulton states that this portion of the 
line “runs through an unbroken primeval forest (with little 
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exception), in which oak, ash, cypress and cottonwood timber 
predominate. This timber is of vigorous growth and valuable for 
market. The land is pronounced by planters as good as any in 
the State for the production of sugar and cotton.” From the 
boundary between Avoyelles and Rapides parishes, near Holmes- 
ville, the line of this road was to be located through the sugar 
and cotton plantations of the Bayou Boeuf to Lecomte via Cheney- 
ville, and thence by the line of the old Alexandria and Bayou Boeuf 


Railroad to Alexandria. From Alexandria to Cotile, about eighteen 


or twenty miles, the line was to traverse the highly-cultivated 
district bordering upon the Bayou Rapides, one of the richest 


agricultural sections of the State. Cotile is in the edge of the 
pine hills, about eighty-four miles, via Alexandria, from the 


Atchafalaya crossing. Thence the line of road, as proposed, 
crossed the pine hills for a few miles, and entered the old and 
highly cultivated Cane River Valley, or the valley of old Red 
River; this it was to follow to a point near the town of Natchi- 


toches, one of the very oldest settlements in Louisiana, about fifty- 
four miles from Alexandria. 


From Natchitoches to Shreveport no route is indicated in 
the engineer’s report, other than that the road would “traverse | 
an upland country betwen Red River and the Sabine well covered | 
with forests of pine and oak timber;” but the writer, who 


examined the country between these points in 1856 for the pur- 
_ pose of determining upon a route for the location of a railroad, 


would suggest a line from Natchitoches to Mansfield, via Pleasant 
Hill, (crossing Spanish Lake, now dry land,) on as nearly an air 


_ line as topography of the country and economy in construction 


will permit. 


From Mansfield the line shania be prolonged in a north- 
westerly direction towards Marshall, Texas. From some point 
near Keatchie, or between it and the State line, a good location 


could be obtained to the important city of Shreveport, the com- | 


mercial centre of Northwestern Louisiana and Northeastern 
Texas. 


Assuming that a connection will be made at or near Bayou. 
Goula with the railroad already completed to that point, the fol-. 
lowing distances are given from New Orleans. sip are given 
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as approximate only, subject to correction after location of line 
and measurement on the ground, but they can be relied upon as 


very nearly correct: 


New Orleans, from Canal street to Wieewenil (the Eastern 
terminus of the New Orleans and Texas Railroad,) by river, six 


miles. Westwego to Donaldsonville (railroad in operation two 


years,) 57 miles. Donaldsonville to Bayou Goula, (track laid and 
railroad so far completed, about lst March, 1873,) 10 miles. End 
of track near Bayou Goula (and point of divergence from the 
New Orleans and Texas Railroad,) to Plaquemine, where new line 


will leave the Mississippi River, 10 miles. Plaquemine to Rose- 


: dale, (or point on Bayou Grosse Tete, where the Baton Rouge, 


Grosse Tete and Opelousas Railroad crosses said bayou, 16 miles 
from Baton Rouge,) 17 miles. Rosedale to end of track on the 
B. R., G. T. and O. R.R., 12 miles. Thence to Atchafalaya River 
crossing, ‘roadway cleaved and graded ready for the track before 
the war, 12 miles. Atchafalaya River to end of work done on. 
clearing and. grading before the war, near Holmesville, about 30 
miles, 2214 miles of the graduation completed. Thence to Lecomte, 
or old terminus of the Alexandria and Bayou Boeuf Railroad, 
(track removed during the war,) about 18 miles. Lecomte to 
Alexandria, over the old graded roadway, 16 miles. To sum up 


_ distances, we have: New Orleans to Alexandria, from Canal 
- street, 188 miles, of which six miles is river ferriage, 79 miles is 
-completed railway, 3812 miles~is old graded roadway, and 6412 


miles only remains to be located and built ab initio. © 
Alexandria to Natchitoches is 54 miles, Natchitoches to Mans- 


- field about 40 miles, Mansfield to Shreveport about 40 miles, 
Mansfield to Marshall, Texas, direct, about 52 miles, Shreveport 


to Marshall, by railroad built, 42 miles. 
- The wko!le country from New Orleans to Shreveport, on and 


adjacent to the route described, is remarkably well adapted for 


the maintenance of a large and prosperous agricultural popula- 
tion. The development of a great and remunerative way business 
by such a railroad will be a certainty, for nearly every mile of 


_ it will cross lands unsurpassable in Louisiana or the whole South 


for the culture of sugar cane and cotton. The country traversed 
is well adapted, too, for the cheap construction and maintenance 


- of a railway. The road will be remarkable for light grades, easy 
curves, few bridges of. importance, and very little heavy work in 


the way of graduation. As a main trunk line, continuous from New © 
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Orleans, this satirdad will be one of the most to our 
city and State ever projected. Via Marshall, it will be the shortest 
and most direct line to the rich agricultural counties bordering 
upon or near Red River, in Northeastern Texas. At Alexandria, or 
the Falls of Red River, a subsidiary trunk line will certainly — 
be extended through Northern Louisiana to a junction with the 
Cairo and -Fulton Railroad in Arkansas, thus establishing 
through railroad west of the Mississippi River, to St. Louis. 


Judge Boyce, the President of the Louisiana Central Stem 
Company, and the originator of that company’s projected railroad 
to Shreveport, obtained a charter in 1869 for a railroad to extend 
from the Shreveport road, near Alexandria, across Red River at 
or near the falls, through Northern Louisiana and Arkansas, 
to a junction with “‘such road as may be built from Little Rock, 
in that State, toward Red River.” This is known as the Louisiana 
and Arkansas Railroad. President Loyce’s proposed roads to 
Shreveport and to Arkansas were not sufficiently appreciated, 
because his initial point was the Atchafalaya-River instead of | 
New Orleans. Connect them with New Orleans, and their great - 
importance and merit are evident at once. 


This, Col. Latham, President of the newly organized Loui- 
siana Central Stem Company, proposes to do, and in doing it he 
deserves the support of every property holder and business man _ 
of New Orleans, for, by means of these railroads, a large portion 
of the business of that part of the trans-Mississippi region in. 
Louisiana, Arkansas and Northeastern Texas, will be made tribu- | 
tary to our city, instead of being wholly lost. 


Resuming our history of the old Louisiana Central heen 
Road, we will state that the work of construction was commené¢ed 
in November, 1860, between the Atchafalaya crossing and the 
Bayou Boeuf, and it was continued until about the middle of 
December, 1861, when the exigencies of the war put an end to all 
_ further operations. No work has been done since. 


When work was suspended, 3114 miles of the line had been 
cleared of timber, 2214 miles had been graded and prepared for 
track laying and 15,000 cross-ties had been procured along the 
line of the road. The first eight miles of the line, from the Atcha- 
falaya River, had been subject to overflow previously to the con- 
struction of levees and dykes down the right bank of the river, 
but, “to guard against even a possiblity” of injury by overflow, 
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by the biontiieed of said levees. or dykes, it was determined to 
- construct the embankments above high water mark “to a ‘point 
_ west of the overflow,” and this was done. “This bank is from 
six to ten feet high, with convenient spaces to be filled with 
trestles work” over the bayous. “The most difficult portion of . 


the graduation, . . . through the Atchafalaya swamp,” was 
completed. | | 


President Boyce says, “when we entered into the contract, 
(with Champlin, in 1860,) our subscription list amounted to about 
~ $280,000, by planters of Rapides and Avoyelles, and about $120,- 
000, ‘subscribed in the parish of Natchitoches,” on condition that 
this amount should be “expended within the limits of the parish.” 


The amount expended for work done is not shown. No State 
bonds were ever issued to this company under the State’s sub- 
scription. There were no parish subscriptions. 


On the 22d of March, 1870, Henry Boyce, President of the 
Louisiana Central Railroad Company, and the trustee of certain 
stockholders, by an act of sale, assigned, transferred and conveyed 
unto the New Orleans, Baton Rouge and Vicksburg Railroad 
Company, represented by Thos. C. Bates, President, all the rights, . 
franchises, subsidies, privileges, road-bed, grades,. work done, and 
all real and personal estate, etc., belonging to the Louisiana 
Central Stem of the Mississippi and Pacific Railroad Company, 
and agreed to use his (Boyce’s) influence, good will and exertions 
to procure from the cities, towns and parishes on the line to 
Shreveport, subscriptions to the extent, at least, of $4000 per mile 
of road. Under his power of attorney, Judge Boyce sold stock to 
said New Orleans, Baton Rouge and Vicksburg Railroad Com- 
pany, and agreed to procure the transfer of the other stock not 
represented. President Bates, for-his company, agreed that said 
' company shall, on or before January 1, 1872, build and construct 
a good and substantial railroad, ready for operation from the 
Atchafalaya River to Cotile, eighty miles; and on or before 
January 1, 1874, to extend and complete said railroad from 
_ Cotile to Shreveport. It was provided, however, that the comple- 
tion of the road from Cotile to Shreveport was to depend upon 
the expected $4000 per mile subscriptions being made. President 
- Boyce declares his road free from all mortgages or other incum- 
brances. This contract was to be ratified by the Boards of Direc- 
tors of both —— and this, it is said, was done. 


+ 
7 
4 
i 


1224 | The Louisiana Historical Quarterly — 


It is stated that previously to this agreement Mr. Bates 


applied to Gov. Warmoth to assist him to procure a charter for a 
railroad from Baton Rouge to Shreveport, but that this was 


refused, because of the prior existence of the Louisiana Central 


Company, which had expended about $250,000 in work done, and — 


which occupied the ground. Hence the purchase of the Louisiana 
Central charter by Bates, as above described. 


Subsequently the Bates company obtained a land - grant of 
ten sectiohs per mile, to be selected within forty miles of the 
line of road, from the United States Government, and the said 


railroad was declared to be | a branch of the Texas and Pacific 
Railroad. 


In J uly, 1870, we are informed that President Boyce ee | 


to New. York to ascertain if the Bates company would comply 
with the terms of the agreement made, and to obtain payment for 


the stock transferred. He came back, it is said, satisfied that the 
agreement would not be carried out, and without naving been | 


able to obtain payments for ‘the stock sold. 


When the time expired, January 1, 1872, for the sencitelion 
of the road to Cotile, as nothing whatever had been done, the 


Board of Directors of the Louisiana Central Stem Company met. 


and passed a resolution instructing their President, Judge Boyce, 
to communicate with the New Orleans, Baton Rouge and Vicks- 
burg Railroad Company—now known as the Backbone Company 
—and inquire if said company wished to enter a new agreement. 
No reply was received to this communication. 


President Boyce died in the fall of 1872, and since then the 
Louisiana Central Stem Company have formally declared the 
contract made between Boyce and Bates, in 1870, and then 
approved by both boards, null and void and of no effect. 


On the 19th of June, 1878, an election of directors was held 


at Alexandria by the stockholders of the Louisiana Central Stem 
Company, and Messrs. F. W. Latham, Emory Clapp, W. S. Pike, 


E. Rigney, and Harry Hays, of New Orleans, and J. O. Pickens, of 
Rapides, C. L. Walmsley, of Natchitoches, J. C. Blackman, - of 
Caddo, and J. C. Elam, of De Soto parishes, were elected directors. 


: The domicile of the company was removed to New Orleans, 
and subsequently F. W. Latham, Esq., was elected President. 
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It is stated that the new company have acquired the charters, 
and all the rights, franchises and privileges thereunto pertaining, 
of the “Louisiana and Arkansas,” and the “Alexandria, Homer. 
and Fulton” Railroad Companies, and that these, with the “Cen- 
tral Stem,” will be merged into one company, under one name and 
management. We venture to suggest, for the new name, that of. 
“The New Orleans Trans-Mississippi Railroad Company.” 


Truly, Mr. Latham and his coadjutors have undertaken a 
great and very important public work, one of vast importance to 
the commerce and. future prosperity of New Orleans and Louisi- 


oe ana, and one which must prove highly remunerative to its stock- 


holders. The citizens of New Orleans should join hands in helping » 
to make ita success, within the shortest possible time. 


[End of installment No. 14: Daily sreayuans, July 13, 1873. ] 


NEW ORLEANS, BATON ROUGE AND VICKSBURG RAILROAD 


The New Orleans, Baton Rouge and Vicksburg Railroad Com- 
pany, otherwise known as the “Backbone Company,” have not yet 
built ‘any railroad, nor commenced construction, unless a very 
small amount of grading done on a projected line from Baton 
Rouge to the State line, via Clinton, Louisiana, can be so con- 
sidered. Neither has said company actually surveyed or located 
on the ground, so far as known, any continuous minor branch for 
a railroad anywhere, except on pap@r, either east or west of the 
Mississippi River. Some few fragmentary and unconnected pre- 
liminary surveys may have been made here and there, possibly, 
and it is said that a surveying party have, quite recently, run a 
trial line from Shreveport to or in the direction of Alexandria; but 
we cannot vouch for the truth of this report. 


_ Nevertheless, as this company is the recipient of a United 
States land grant of ten sections per mile of road, from New 
Orleans to Shreveport, and as the State 6f Louisiana was under 
- obligation, according to the State Auditor’s report for 1872, and 
the Governor’s endorsement of the mortgage deed, to guarantee 
_ the company’s second mortgage bonds to the extent of $6,250,000 
for 500 miles of railroad, its history cannot well be omitted. 


The incorporators of this company seem to have intended, at 
- first or originally, to locate a line from some point on the New 
Orleans, Jackson and Great Northern Railroad in the pine hills 
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north of the Manchac passes, through the section of country 
situated between the Mississippi River and the Jackson Railroad, 


to Vicksburg, Miss., with branches to Baton Rouge and other — 


points onthe left bank of the river. Afterwards they seem to have 
_. intended to locate their main road to Baton Rouge, and thence 
' via Clinton and the State line to Vicksburg. Later, they turned 
their attention to a route west of the river, from Baton Rouge to 

* Shreveport, via Alexandria on Red River, abandoned the exten- 
sion to Vicksburg, arranged for the purchase of the property, 
rights and franchises of the Baton Rouge, Grosse Tete and 
Opelousas and the Louisiana Central Companies, and obtained a 
land grant from the United States as a branch of the Texas 
Pacific Railroad. ad. Still later, they repudiated or refused to comply 
~ with the terms S agreed upon (by their President) for the purchase 
of the Louisiana Central and Grosse Tete Railroads, and they 

_ selected an entire new line or route from New Orleans up the left 
bank of the Mississippi River to Baton Rouge, and thence to 
Shreveport, via Alexandria, independently of the Grosse Tete and 
Central Roads and routes. Certainly the plans of the projectors of 
this proposed railroad have undergone frequent and fundamental 
changes. The name of the company. has become a misnomer. As We . 
understand it, the company no longer intend to locate or construct — 
_ a railroad to Vicksburg, nor from any point to any point (except — 
Baton Rouge) mentioned in‘the charter as originally granted. 


The objects and purposes of the company are not now > 
expressed in said charter; in fact, it would seem that they are 
incompatible with and unauthorized by it, except by a doubtful 
implication. Additional legislation is required by this company 
to authorize it to thus abandon entirely the routes and the 
objects and purposes expressed in the original act, and to substi- 
tute other and different purposes. The changes desired should be 
stated clearly and explicitly, and the end sought should not be > 
reached by indirection and the artifice of putting a forced ~con- 
struction upon one sentence or paragraph in an interpolated 
section of the original act, when this construction is obviously in | 
_ violation of the true intent and meaning of the act as a whole. 


Undoubtedly a railroad from New Orleans to Shreveport, in 
a direct line, or via Baton Rouge, is of vastly more importance to © 
our city and State than any road to Vicksburg, or in any other 
direction north or east, can ever be, and all possible aid and 
encouragement should be given to any reliable company under- 


History of the Railroads of Louisiana 1227 


taking to build such a road. But, we think that the charter of a 
railroad company should set forth clearly and correctly the 
- purposes intended. If these aré changed, then the name of the 
company should be changed correspondingly, and the new mea: 
and purposes should be clearly expressed. 


_ By act No. 143, approved December. 30, 1869, Messrs. Geena 
W. Cochrane, Thos. C..Bates, J. P. Sullivan, Michael Hahn, 


J. H. Oglesby, J. S. Scott, Geo. W. Comstock and their associates 


and successors, were created into a body corporate, ‘“‘to be known 
by the name, style and title of the New Orleans, Baton Rouge 
and Vicksburg Railroad Company,’ with perpetual. succession, 
for the purpose of locating, constructing and operating a “single 
or double track railway from any point on the line of the New 
Orleans, Jackson and Great Northern Railroad, within the parish — 

of Livingston ... to any point on the boundary line dividing the 
of Louisiana and Mississippi... with a view of continuing 


‘and completing said railroad to the lies of a in the State 
of Mississippi.” 


Also, for the purpose of locating, constructing and caecetiall 
branch railroads to the city of Baton Rouge, and to such “other 
points on the Mississippi River within the State of FP eeanay: 
as said company might deem proper. 


The capital stock was fixed at one million of dollars, in shares 
of one hundred dollars, with power to increase the capital stock 
to five millions of dollars. Stock to be deemed personal property, 


-- transferable on the books of the company, at such transfer office 


and under such rules and regulations as the company may pre- 
scribe. Right conferred to “acquire by grant or purchase other - 
railroads or parts of railroads,” and the “rights of way on 
franchises appertaining thereto,” and of merging same into and 
of making them a “part of the said: New Orleans, Baton Rouge 
and Vicksburg Railroad.’ Domicile fixed in the city of New 
Orleans. Corporators to conduct the business of the corporation 
until five hundred thousand dollars of stock “shall have been 
subscribed”’ and five per cent thereof paid in, when a Board of 
Directors, consisting of thirteen members, was to be elected. Stock 
to be held and owned sixty days before it could be voted on. “No 
act of any board shall be valid after its year of service, except 
the calling of an election by the stockholders,” of the new board. 
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Right of way through private property specified to be 100 __ 


feet on each side of the centre line of the proposed railroad, but 
the right of way through any and all State lands, was granted for 


a width of six hundred feet “on each side of the centre line of _ 


said railroad.” Right to expropriate “other lands and premises” 
required for depots, stations, etc., and to “take and remove” “any 
timber, earth or other inaterial” from State lands “adjacent to 
the line of said company’s railroad’ granted. 


This company was “authorized to obtain, by grant or other- 
wise, from any parish, incorporated city or village within the 
State of Louisiana, that may be situated upon its railroad any 
rights, privileges or franchises” that they “may choose to grant,” | 
and ‘when granted to and accepted by said company,” said “rights, 


privileges and franchises” were not liable thereafter to be | 


“revoked, changed, altered or impaired, except with the consent | 
of said company.” 


Power given to said company to “borrow money or to pur- 
chase property” upon credit; to issue “corporate bonds or promis- 
- sory notes, bearing interest not to exceed eight per centum per 
annum to “mortgage its railroads,’ capital stock, franchises, 
property, or any portion of same, and to sell, dispose of or negoti- 
ate such bonds or notes, or capital stock, “or any of its personal 
property, at such times and places, and at such rates and for 
such prices, either within or without this State, as in the judg- 
ment of said company or its directors, will best advance its inter-. 


ests,” but it was provided that the first mortgage on said com- _ 


_ pany’s railroad should not exceed $12,500 “for each linear mile of | 
railroad” authorized to be constructed. 


Said company was also authorized to issue second mortgage 
bonds to be guaranteed (principal and interest) by the State of - 
Louisiana, to an amount not exceeding $12,000 per mile, “for each 
and every mile in length of the main line of its railroad and 
branches within the State of Louisiana which said company shall 
construct.” The payment of the principal and interest of such - 
bonds was to be secured by a mortgage, to be executed by said 
' company to the Governor of the State of Louisiana as trustee 
_ for the holders of the bonds, the State and the company, but said — 
mortgage was to be “subject and subordinate to a prior lien’”’ in 
favor of the first mortgage bond holders. This said second mort- 
gage to the Governor was to provide for the annual payment 
(commencing five years after the date of the mortgage) of at 
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~ Jeast one-half of one per cent of the total amount of the principal 

of the bonds issued and guaranteed, for a sinking fund for the - 
gradual redemption of said bonds; and for the sale of the road. — 

and its appurtenances in case of default on the part of the com- 

pany to pay all or any part of the interest on said bonds, or of 

said sinking fund, for a period | of sixty anya: after the same 
became due. 


Said second mortgage ees (oe $250, 000 of same) were to 
be guaranteed and delivered to the company when twenty con- 
tinuous miles of the main line of said railroad were completed, and 
a similar amount for each continuous twenty-mile section com- 
pleted thereafter. After the completion of each branch railroad, 
and of the remaining portion of the main line (less than twenty | 
miles), irrespective of its length, guaranteed bonds at the rate 
of $12,500 per mile, were wo. be delivered to the railroad company 
for same. | 


In case of the sale of the road before its completion, (by 
foreclosure of mortgage,) the State reserved the right to require 
the portions on which it had guaranteed bonds, to be sold sepa- 
rately, with its due portion of rolling stock, and to limit the — i 
mortgage lien thereon to the $12,500 per mile. 


The “said company, for the purpose of connecting its rail- 
road with the railroad of other companies and with mines and 
manufactories within the State of Louisiana, is hereby authorized 
and empowered to construct ... such branch railroads and tracks 
as it may find necessary and. exiiediont to own and use; and all 
the powers, privileges, grants and franchises which have been © 
- heretofore granted to said company, and .. . which are by this 

act granted to said company for the construction and maintenance — 
of its main line of railroad within the State of Louisiana, shall 
be and are hereby made applicable to such branch railroads; and 
for all the purposes of this act such branch railroads shall be 
deemed and taken to form and constitute a part of the said main © 
line of said railroad within the State of Louisiana in this act 
designated and referred to.” 


. It seems to have been considered be this company that this 
right to build “branch railroads and tracks” to connect “with the 
railroad of other companies and with mines and manufactories” 
in Louisiana, conveyed the right, by implication, to said company, 
_to build its main line from Baton Rouge to Marshall or Shreve- 
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port, about 250 miles, and to abandon the route to Vicksburg. ’Tis 
true that “the railroad” of the Texas Pacific Company,. which. this 
“branch railroad” or “track” was to connect with, was a long 
ways off, and that the “mines and manufactories” in that portion 
of Louisiana are, to say the least, neither numerous nor extensive, 


or “nuthin to speak of” at present, but these objections do not - 
appear to have been considered. 


Act 145, approved December 30th, 1869, authorized the 
parishes of Livingston, St. Helena, East Feliciana, and East 
Baton Rouge, and the city of Baton Rouge, to aid the construction 
of the New Orleans, Baton Rouge and Vicksburg Railroad, by 
subscribing for the company’s stock, by purchasing its bonds, or 
by issuing bonds in favor of said company. Act 80, approved 
March 16th, 1870, authorized “any parish in the State of Louisi- 
ana, to, from, in, or through which the N. O., B. R. and V. R.R. 
company may locate its main line of railroad, or any branch or 
branches thereof,” and “any city or town situated within or near 
any of the aforesaid parishes,” “to aid said company in the con- 
struction of its said road, or branch or branches, by contributions, 
or by subscribing for its stock, or by purchasing its bonds, or by | 
issuing bonds or warrants... in favor of said company.” Said act 
required the “‘police juries and the municipal and town author- 
ities aforesaid, when requested so to do by the president or lawful 
representative of the N. O., B. R. and V. R.R. Co.” to “pass a 
resolution or ordinance granting aid to the company, propor- 
tionate to the ability of such parish, city or town so to do,”’ subject 
to the approval of the qualified voters of such parish, city or 
town, at an election to be held for that purpose. Said act also 
provided that in case of the rejection of “such ordinance,” by “a . 
majority of the aforesaid voters,’ “the president or lawful 
representative of said company” may, “at any subsequent period, 
again require the sense of said voters to be taken, in the same 
- manner as at the first election,” and so on, “from time to time, at 
intervals of not less than three months,” until, it is presumed, 
such parishes, cities or towns as might prove to be refractory and | 
indisposed to tax themselves, should be dragooned into compliance 
by ceaseless importunity, or by a manipulation of voters or votes. 
See act No. 80 of 1870, for this remarkable specimen of legislation 
since the war, which still stands unrepealed. 


By an act of Congress, approved March 8, 1871, “To incorpo- 
rate the Texas Pacific Railroad Company, and to aid in the con- 
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struction of its road, and for other purposes,” it was provided 
“That the New Orleans, Baton Rouge- and Vicksburg Railroad 
Company, chartered by the State of Louisiana, shall have the 
right to connect by the most eligible route to be selected by said 
company, with the said Texas Pacific Railroad, at its eastern 
terminus, (Marshall, Texas,) and shall have the right of way 
through the public lands to the same extent granted hereby to the 
said Texas Pacific Railroad Company.” Said right of way includes 
a strip of land 400 feet wide, or 200 feet on each side of the centre 


line, and “not to exceed 40 acres at any one point for station 
buildings,” etc. 


“Tn aid of its construction from New Orleans to Sites Rouge, 
thence by the way of Alexandria, in said State, to connect with the 
said Texas Pacific Railroad at its eastern terminus, there is hereby 
granted to said company, its successors and assigns, the same 
number of alternate sections of public lands per mile, in the State 
of Louisiana, as are by this act granted in the State of California 
to said Texas Pacific Railroad Company; and said lands shall. 
be withdrawn from market, selected, and patents issued therefor, 
‘ and opened for settlement and pre-emption upon the same terms 
and in the same manner and time as is provided for and required 
from said Texas Pacific Railroad Company within said State of 
California: Provided, that said company shall complete the whole 
of said road within five years from the passage of this act,” or 
-before March 3, 1876. 


_ This land grant is for ten alternate sections per mile’of road; 
or for every section unsold or not disposed of, designated by odd 
numbers, within twenty miles of the line of road. To make up 
deficiencies in quantity, the odd numbered vacant sections within | 
-a distance of thirty (and it is claimed that this can be done by a 
permissible construction of the law of Congress within a distance | 


. of forty) miles of the line of road. 


In other words, as the grant of ten sections, with odd num- 
bers, cannot be satisfied within the limits assigned, it amounts to 
--a donation of all the vacant sections, with odd numbers, contained 
in a belt of country sixty (and perhaps: eighty) miles wide, from 
New Orleans to Shreveport. | 


Patents for said lands to be issued only nines i for the 


lands opposite to) each continuous twenty miles of railroad is 


completed and put into running order as a first-class road in all 
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of its appointments. Lands unsold within three years after com- 
pletion of entire road, to be subject to settlement and preampsen 
at prices not exceeding $2.50 per acre. 


It is reported that this company increased its ssniial stock 
to $5,000,000, on the 4th of January, 1871. 


On the 3d of March, 1870, the company resolved to issue 
$6,000,000 first mortgage currency bonds; but in June, 1870, they 
resolved to issue, in their stead, bonds payable in gold, and ordered 
the cancellation of the currency bonds and mortgages, which was | 
done. “On the 18th June and 30th September, 1870, the com- 
pany resolved to issue” $6,250,000 first mortgage gold bonds; and 
$6,250,000 second mortgage gold bonds, to be guaranteed by the 
State. On the 1st of October, 1870, said first mortgage was 
executed. December 28th, 1870, said second mortgage was 
executed and recorded in the office of the Secretary of the State 
of Louisiana, and indorsed and approved by Governor Warmoth, 


as in conformity with the act ” incorporate the N. O., B. R. and 
V. R.R. Company. : 


The first mortgage was in favor of the Union Trust Company 
of New York, and the second in favor of the Governor of Loui- 
siana. The mortgages included ‘“‘the main line of railroad of said 
company” from Ponchatoula Station, on the Jackson Railroad, 
in Livingston parish, to Baton Rouge, “44 miles, more or less;”’ 
“thence through the parishes of East Baton Rouge and East 
Feliciana, to the State line of the State of Mississippi, 45 miles, 
more or less,” or, say, 89 miles of main line. The following so- 
called branch lines were also included in the mortgages aforesaid : 
“A branch railroad” from Baton Rouge to Shreveport, “by way 
of Alexandria, Natchitoches and DeSoto,” “236 miles, more or | 
less;” “another branch railroad” from the branch last named, to © 
Opelousas, via Washington, “16 miles, more or less;” ‘‘another — 
branch railroad,’ from Baton Rouge to New Orleans, by way of _ 
the left bank of the Mississippi River, “85 miles more or less,” 
and “another branch railroad” from Ponchatoula Station on the 
Jackson Railroad, “through the parishes of Tangipahoa, St. Tam- — 
many and Washington, to the State line of Mississippi, to connect 
with the New Orleans and Meridian Railroad, 75 miles, more or 
less;’”’ in all about 501 miles within the State of Louisiana, etc., 
or about 89 miles of main line, and 412 miles of branch railroad 


‘ 


History of the Railroads of Louisiana 1233 


lines, with no mention whatever “of contigninn and completing 
the said railroad to the city of Vicksburg, in the State of Missis- 


| sippi,” as specified in section I, of the act of incorperation. 


[End of ington No. 15: Deity Picayune, July 27, 1873.] 


By act No. 57, iad March 2d, 1871, the domicile of this 
company was “fixed in the city of New Orleans,” but, as it had 
been there, by the terms of the company’s charter, from the 


' beginning, we do not see the object of refixing it, unless to add 


that “all legal proceedings brought against the said corporation, 
except such proceedings in rem as the courts outside of the city 


- of New Orleans may have jurisdiction of, shall be commenced and 


prosecuted in the proper court held at the domicile of the com- 
pany,’ and that “should the stockholders or directors of said 


company, or a majority of either, at any time deem it advisable to 


hold any meeting or meetings, for the transaction of the business 


- of the corporation, in the city of Baton Rouge or elsewhere, full 
power and authority for that purpose are hereby given.” Whether 
this “elsewhere” means within the State, or within the United 


States, is not specified; it is supposed to mean New York city, 
for the general business of this company has been and is now 


. transacted “at its office in the city of. New York,” and not at its 
domicile. | | 


fe examination of the beatin of record in the office of the | 
Recorder of Mortgages in and for the city and parish of Orleans, 


made this day, (July 26, 1873,) and of the original act in the 


office of the notary before whom they were passed, shows three 
mortgages to be in existence, duly recorded and still in full force 


and effect, to wit: A first mortgage, executed and recorded Octo- 
_ber 1, 1870, to secure the payment of $6,250,000 of eight per cent 
_ forty year gold bonds, coupons payable on the first days of April 


and October in each year, in New York city or in London, England. 


‘A second mortgage, executed December 28, and recorded Decem- 


ber 31, 1870, to secure the payment of $6,250,000 of eight per cent 
forty year gold bonds, (principal and interest to be guaranteed by 
the State,) coupons payable on the first days of July and January 


in each year, in New York or London. A mortgage (whether third | 
_ or first, upon the railroad “to be constructed,” is not specified, nor 


does the mortgage deed refer or allude to any prior lien upon the 


same, but) to secure the payment of $12,000,000 of “first mortgage | 
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seven per cent land grant and sinking fund gold bonds,” coupons 
payable on the first days of March and September in each year, | 
in London or New York. | 


As before stated, the first and second mortgages, for six and 
a quarter millions each, included 501 miles, “more or less,” of 
railway, (as yet unsurveyed and unlocated ‘on the ground,” by 
said railroad company, but which it considered itself ‘authorized | 
to construct,”’) and “the right of way, road-bed, rails, depots, 
stations, shops, buildings,’’ etc., or all of the property, equipment | 
and appurtenances to be acquired by said company, together 
with the corporate franchises and privileges granted, or to be 
granted, to the company by the State of Louisiana. The 501 miles, 
as before stated, were made up by adding together the so-called > 
“main line” from Ponchatoula Station, on the Jackson Railroad, to 
Baton Rouge and thence to the State line in East Feliciana parish, © 
(where it would make no connection with any railroad,) 89 miles, 
“more or less; a branch railroad from Baton Rouge to New 
Orleans, “85 miles, more or less;’”’ a branch from Baton Rouge to 
Shreveport, “236 miles, more or less;’” a branch to Opelousas, 
“16 miles, more or less;’’ and another branch from Ponchatoula to 
the Mississippi State line, in the direction of Meridian, “75 miles, 
more or less.” | 


The new twelve million mortgage, in favor of the “Union 
Trust Company of New York, trustee,” its successors, and the 
holders of said “first mortgage seven per cent land grant and 
sinking fund gold bonds,” is secured or based upon “all and 
singular the railroad of the said New Orleans, Baton Rouge - 
and Vicksburg Railroad Company, which the said company is by 
law authorized to construct, ... to wit: the whole of the lines of 
railroad of the said company as hereinafter described: commenc- 
ing at a point in the main line of railroad of said company in the 
parish of East Baton Rouge, and extending thence... to a point 
on the left bank of the Mississippi River in the city of New 
Orleans,” (now stated to be) “one hundred miles, more or less,” 
or fifteen miles more than before. “Also commencing at the point 
in the main line of the railroad in the parish of East Baton Rouge 
above mentioned, and extended thence . . . to Shreveport, -in the 
parish of Caddo, (now stated to be) 254 miles, more or less,” 
or 18 miles more than before. “Also commencing at the terminus 
of the above described line in the city of Shreveport, and extend- 
ing thence through the parishes of Caddo and Bossier to the State 
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line of Arkansas, 46 miles, more or less; in all about four hundred © 

miles of railroad within the State of Louisiana, including all the 
- railroads, ways, rights of way, depot grounds and other lands,” 
_ etc., “and all real and personal property held or acquired, or here- 

after to be held and acquired by the said railroad company.” 
Also upon “all steamboats, . . . locomotives, tenders, cars and 
other rolling stock or equipment,” etc., and “‘all the right, title, 
interest, claim, estate or demand whatsoever, which the said rail- 
road pe oy or its successors now has or may at any time here- | 
after acquire,” under the United States land grant, to lands, rights | 


of way, etc. “Such portion of the proceeds of the sales of the ~ | 


_ lands ...as may be required for the purpose, after applying the | 
‘net income derived from the operation of said railroad and’ 
branches, shall, at the election of the said railroad company, be 
applied ... to the payment of any coupons for interest which shall 
have matured upon the bonds hereby secured, and the balance of 
such proceeds shall be devoted to the sinking fund by this act 
created.” “On the first day of June, 1880,” and annually there- 
after, the railroad company agree to pay to the trust company, 
for a “sinking fund for the redemption of the bonds,’ a sum 
“equal to one per cent of the gross earnings received by said 

company from the operation of its railroad and branches.” 


It will be remembered that the act requiring the State of 
Louisiana to guarantee this company’s second mortgage bonds, 
provided for the annual deposit of one-half of one per cent of © 
the total amount of said bonds issued and guaranteed, for a sink- 
ing fund for their redemption, commencing five years after the 
date of the mortgage, or on the first of January, 1876, and for 
the sale of the road and of its appurtenances in case of default 
for sixty days in the payment of the interest on said bonds, or 
in making said sinking fund deposit. | 

According to the terms of the United States land grant, no 
‘sales of land can be made until twenty continuous miles of rail- _ 
road are completed, and only opposite to same, and so on. The 
whole road, to prevent a forfeiture of the land grant, must be 
completed on or before March 3, 1876. 


In the new $12,000,000 mortgage no mention is made of the 
former described “main line,” from Ponchatoula to Baton Rouge 
and thence to the State line, nor of the Opelousas branch, nor 
of the branch to connect with the New Orleans and Meridian 
Railroad, so called, and a new branch, from Shreveport to the 
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Arkansas line, “46 miles, more or less,’ appears for the first 
time. The total mileage of road “authorized to be constructed,” 
as claimed under the new mortgage, is reduced from 501 to 400 — 
miles, (an even figure,) and the amount is therefore just $30,000 | 
per mile. The entire “main line” and branches authorized to 
be located, constructed, equipped and operated, and all that were 
described or mentioned in the charter of this company, have 
disappeared from view; we now have a proposed line from New 
Orleans to Southwestern Arkansas, via Baton Rouge, Alexandria 
and Shreveport. What will be shown at the next turn of this 
“backbone” kaleidoscope? The only authority, even by implica- 
cation, for all this, seems to be suchas is acquired under a forced 
construction of the meaning of the third paragraph of = 27 
of this company’s charter, which gives the company po se . 
construct branch railroads and tracks” for the “purpose of con- 
necting its railroad with the railroad of other companies and with 
mines and manufactories in the State of Louisiana.” There are © 
no “‘mines” in Louisiana, so far as known, and no “manufac- 
tories” worthy the name, between Baton Rouge and Shreveport, 
to connect with, and, to connect with the railroads of the Grosse 


Tete and Louisiana Central Companies, only a ferry is required 
at Baton Rouge. 


Under thesecond section of the “Backbone” company’s char- 
ter, said company had the right to “acquire by grant or purchase 
other railroads or parts of railroads, rights of way or franchises 
appertaining thereto,” and to merge and make the same a part of 
their road. Said company refused or neglected to complete the 
purchase of the Baton Rouge, Grosse Tete and Opelousas, and 
the Louisiana Central Railroads; and their rights of way and 
franchises, as arranged by President Bates in 1870, and thereby 
failed to acquire any rights west of the Mississippi River. Whence 
then, under their present charter, has the N. O., B. R. and V. R.R. 

Company obtained any right, or franchise, to locate or construct 
an independent railroad from Baton Rouge to Shreveport, in dis- 
- regard of the prior rights and franchises of the Grosse Tete and 

Central companies? By act No. 242 of 1860, the “Central” com- — 
pany was required to commence at the Atchafalaya terminus of 
the Grosse Tete Railroad, “in order to form a continuous railroad 
from Baton Rouge to the termination of said Louisiana Central 
Railroad at or near Shreveport.” Act 95, approved September 19, 
1868, changed the name of the “‘Louisiana Central Stem of the 


‘ 
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Mississippi and Pacific Railroad Company” to that of the “Loui- 
giana Central Railroad Company,” and expressly provided that all 
the “franchises, benefits and privileges, as well as the responsi- 
bilities and duties pertaining to said corporation under the former 
name shall continue to attach and belong to said corporation under 
the latter name.” Said company expended about $250,000 on the — 


clearing and grading of the first 82 miles of their road west of 
the Atchaf alaya. | | 


~The Grosse Tete Company completed twenty-eight miles of 

the forty miles-from Baton Rouge to the Atchafalaya River 

crossing, and graded the remaining twelve miles, ready for the 
~ track, on which, it is said, rails are now being laid by the present 
owner, Mr. Pike, for a portion of the distance, at least. 

The New Orleans, Mobile and Texas Railroad Company 
were authorized, under act No. 31 of 1870, to construct a branch 
railroad from Vermilionville to Shreveport, and the State of . 
Louisiana issued $2,500,000 of bonds for stock to “expedite’’ its 


construction, but it is not expected now that said road will be 
built under that arrangement. 


; ‘During the session of 187 3, the Legislature passed a bill to 
authorize Mr. Ward, of Michigan, and his associates, to construct 
a railroad from Vermilionville to Shreveport, under the name of 
the “Louisiana Central Railroad Company,” but, so far as known, 
_ this bill has not yet been approved. If it is it should be done under 
another name, for though two railroads to Shreveport might not 
be too much of a good thing for New Orleans, the older company 
has priority of right to the name at least if not to the route, by 
possession and work done. A railroad to Shreveport seems to be 
very much in demand, and the competition for the right to con- 
- struct and operate it should be sufficient to satisfy capitalists in 
regard to its advantages as an investment of money. 


‘It can and should be built without State aid, and by the 


- shortest and most direct route. That company which comes nearest 


to the fulfillment of these conditions, and has priority of right to 
the line, should receive the united support of our citizens. 


In section 14 of the charter of the New Orleans, Baton Rouge 
and Vicksburg Railroad Company it is expressly “provided . 
that said company shall not secure the payment of its coven : 
bonds or promissory notes, ... by a first mortgage upon its prop- 
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erty, franchises and effects to an amount exceeding the sum of 
$12,500 for each linear mile of railroad which said company is 
authorized to construct under this act.” | 


Whether the new twelve million mortgage of September 4, 
1872, is a violation or evasion of this restriction, or not, is a 
question for lawyers to determine. The bonds, to be issued under 
it, were to be styled “first mortgage, seven per cent, land grant 
- and sinking fund gold bonds,” and, according to an “affidavit 
made before Notary Beck, on Monday, the 14th inst.” (July) “all 
the bonds .. . issued in accordance with” said “act of mortgage” | 
“have been negotiated and sold.” Notary Public A. S. Beck 
certified, same date, that his brother, T. S. Beck, late his ‘“‘asso- 
ciate notary and partner,” “paraphed three thousand bonds of 
the N. O., B. R. and V. R.R. Company, of the denomination of 
$1000 each, said bonds being a portion of what had been intended 
to issue,’ under said mortgage. 


According to the phraseology of the millions 
deed, said mortgage includes “all and singular the railroad of the 
said New Orleans, Baton Rouge and Vicksburg Railroad Com- 
pany, which the said company is by law authorized to construct, 


being the line of railroad heretofore constructed and to be con- — | 


_ structed, to wit: The whole of the lines of railroad of the said 
company as hereinafter described, ” etc. 


The lines described are from Baton Donne to New Orleans, 
100 miles, “more or less’”—Baton Rouge to Shreveport, 254 miles, 
“more or less,” and Shreveport to the Arkansas State line, 46— 
miles, “more or less;” “in all about 400 miles of railroad within 
the State of Louisiana.” This is therefore a declaration in a public 
act by this company that it is not authorized by law to construct — 
the main lines and branches specified in the first and second | 


sections of its charter; and that it is not authorized by law to 


construct the so-called “main line” from Ponchatoula to Baton > 
Rouge, and thence to the State line, 89 miles, “more or less;” 
_ the Opelousas branch, 16 miles, “more or less,’’ and the branch 
from Ponchatoula towards Meridian, Miss., 75 miles, “more or 
less,” in all 180 miles of main and branch lines, on which, accord- 
ing to the mortgage deeds of October 1 and December 28, 1870, 
- duly recorded, there-exist (uncanceled, July-26, 1873,) mortgages 
of $25,000 per mile. If, therefore, this company’s public statement 
“is to be acce , that it is not “by law authorized to construct” . 
more than the 400 miles of railroad described, which includes the 


s 
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_ Arkansas extension, then it follows that the $6,250,000 first mort- 
gage of October 1, 1870, is null and void, because in violation of 
section 14 of this company’s charter which limits “a first mort- : 
gage” to “the sum of $12,500 for each linear mile of railroad 
which said company is authorized to construct.” The second 
mortgage, in favor of the Governor of Louisiana, for $6,250,000, © 
which the State was to guarantee, being in excess of the $12,500 ©: 
per mile limitation, must be considered null and void also. What — 
does any limitation per mile of road amount to, however, if no line 


or lines are specified. and accurately described in a railroad 
charter? 


What is to prevent the nomination of a sufficient number of 
branches to cover the execution of mortgages and the issue of . 
. bonds for any number of millions, at any rate per mile, if, under 
a charter to build certain specified railroads and branches, a com- 
pany can claim a “roving commission” to construct railroads 
‘(on paper) all-over Louisiana? 


In a pamphlet published by the N. O:, B. R. and Vicksburg 
Railroad Company we find under date of May 20th, 1872, what*: 
purports to be a “Civil Engineer’s” “report of surveys and exam- 
inations made of the country traversed by the line of the N. O., 
B. R. and Vicksburg Railroad, between ew. Orleans and Siete 

port. 3 


We have been tidierined, by one who assisted in this “survey 
and examination,” that it was what might be termed a “horseback 
and buggy reconnaissance,’ a very useful and even necessary 
preliminary to an instrumental survey, but not a very reliable 
basis for the “estimates of quantities and costs of completing and 
equipping the road for successful operation, made in detail,” but 
“given in summaries only,” in said engineer’s report. 


Said “report” states that “the more elevated country pro- 
duces unexcelled crops of cotton, wheat, rye, oats, barley, hay, corn, — 
etc., etc.’ That “information of great importance is obtained 

_ from many sources regarding the value and extent of the mineral 
resources of the country which the northwestern portion of this 
road will traverse and directly drain. One tract of coal land, 
on the line of this road, has been proven to the extent of nearly 
1000 square miles of area; the beds averaging eight to ten feet 
in thickness. It is reported to be twenty feet thick in some places. 

- Extensive beds of iron ore, of the best quality, yielding 70 to 
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80 per centum pure iron, suitable for railroad rails, carwheels, | 
agricultural implements and other purposes, are found near this 
line of road and the coal fields. In some cases the one mineral 
underlying the other. Abundance of good limestone is. found near 
the iron ores, suitable to use in smelting, and also for ‘mak- 
ing lime.” 

“Copper mines are 2 being opened and worked, said. to equal 


in extent and richness the great mines of the sake Superior 
region.” 


This is a glowing description of the epiteettees and mineral | 
wealth of the country to be traversed by this road; but we do 
not recognize it as a picture of Northwestern Louisiana, and we 
are afraid that no one here will. But this is not the first instance 
wherein they know more in New York of our resources than we 


do at home. It will, indeed, be news to our people that coal, iron 


and copper mines, worth 2 wrens are to be found in Louisiana. 
Would it were true. | 


The engineer says that “the grading of 75 ilies of pee line 
is already mainly done.’”’ He omits, however, to say by whom it 
was done and to whom it belongs, and leaves it to be inferred that 
the New Orleans, Baton Rouge and Vicksburg Railroad Company 
did the work and was the owner thereof, whereas said company 
have done no grading, and have not even located their line, on 


the ground, between New Orleans and Shreveport. The facts 
are these: 


From Baton Rouge to the Atchafalaya River, 40 miles; 28 


miles completed and 12 miles graded, ready for the track. Work 


done before 1862 by the Baton Rouge, Grosse Tete and Opelousas 
Railroad Company. Property now belongs to Wm. S. Pike, Esq. 
Atchafalaya River to near Holmesville, about 31 miles. Clearing, 
and 2214 miles of grading done before 1862, by the Louisiana 
Central Stem Railroad Company. Property now belongs to same | 
company, reorganized for a reprosecution of the work of build- 
ing the road via Alexandria to Shreveport. Name changed to 
“Louisiana Central Company” in 1868. Lecompte, on Bayou Boeuf, 
to Alexandria, about 16 miles. Railroad built by a company about 
thirty years ago. Afterwards sold in part to a Mr. Smith, who 
operated the road until the war. Track removed during the war 
and rails used to cover gunboats. Smith’s right sold to Mr. Ward, © 


of Michigan, who, so far as known, still is the owner of Smith’s 
right in the property. 


€ 
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No other work has been done towards railway construction 
between New Orleans and Shreveport, via Baton Rouge; but on 
the right bank of the river 67 miles is completed, from Westwego 
to Bayou Goula. 


Act No. 100, hahaa December {ith, 1872, by implication, 
admits that the “Backbone” company have, i in some way, acquired 
a right to build their road to Shreveport instead of Vicksburg, but 
neither this nor any other law expressly authorizes the change. 


Said act provides “That the New Orleans, Baton Rouge and 
Vicksburg Railroad Company shall have full power and authority 
to commence the construction of their road in the city of New 
Orleans or Shreveport, or at any intermediate point or points on 
_ their line of road, as may best. . . facilitate the speedy construc- 
- tion of a continuous line from the city of New Orleans to the city 
of Shreveport, or perfect railroad communication with the Texas 
- Pacific Railroad, or any other railroad in Northwestern Louisiana, 
| at or near the Louisiana State line,” provided that “said company 
shall construct the line of its road between the city of New | 
Orleans and the city of Baton Rouge, on the east side of the 
Mississippi River, to the corporate limits of the said city of 
Baton Rouge, or adjacent thereto.”’ Power conferred to issue 
“first mortgage bonds to an amount.not exceeding $30,000 per 
mile, upon its line of railroad, or any part thereof; mortgage 
thus given to be “a first lien and privilege upon the real and per- 
sonal property and effects of said company, and all lands acquired 
by act of Congress or otherwise; provided, however, that if the 
said company shall make and issue first mortgage bonds under 
- this act, then and in that event the State aid and guarantee in 
_ favor of said company, to the amount of $12,500 per mile, hereto- — 
fore given by the State, under act of December 30, 1869, shall be 
considered as relinquished, ” etc. 3 


. How the execution of said mortgage, for the issue of bonds 

at $30,000 per mile, more than three months before the passage 
of this act, and apparently in anticipation of it, will affect said 
issue, is a question to be determined by the parties in interest. If — 
this act No. 100 is to have a retrospective effect, to confirm the 
mortgage of September 4, 1872, for $12,000,000, and the issue of 
the three thousand bonds which Notary Beck says were paraphed 
for issue, and which Agent Bernan swears were negotiated and 
sold, then what is the reason why the first mortgage of October 1, 
1870, and the second mortgage of December 28, 1870, have not 
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been canceled? Is it intended to leave these three mortgages, 
amounting to $24,500,000, on a railroad yet to be located on the 
ground and constructed, in full force and effect? 


On the 12th of June, 1873, Sheriff Harper, of the parish of 
Orleans, advertised that he would “‘sell at public auction,” on the 
14th of July, 1873, “the corporate rights and franchises, the land 
grants, and all the property and effects appertaining or belonging 
to the New Orleans, Baton Rouge and Vicksburg Railroad Com- 
pany” by virtue of writs of fieri facias to him directed by the 
Superior District Court for the parish of Orleans to satisfy the 
judgments of Geo. S. Lacey, (for services as attorney of said 


company, amounting to about $18,000,) and of B. H. Greene, | 


(for services as engineer of said company, amounting to about 
$9000,) for “‘cash on the spot.” 


The sale did not take place. It was wiih we are in- 


formed, by consent of parties, for — ~~ or until about 
the 20th of August. 


_ [End of installment No. 16: Daily Fissttene, J uly 30, 187 3.] 


NEW ORLEANS, MOBILE AND TEXAS RAILROAD— 
[DIVISION FROM NEW ORLEANS TO MOBILE] 


On the 24th of Noveniber, 1866, an act of the’ General 
Assembly of the State of Alabama, “To incorporate the New 
Orleans, Mobile and Chattanooga Railroad Company,” was ap- 
proved by Gov. Patton. 


_ By said act Oakes Ames, Peter Butler, wm. Sprague, James A. 
Rayner, Wm. S. Williams, Chas. W. Durant, J. W. Courtenay, 
Chas. Walsh and Wm. O. Winston, and their associates, were | 
“incorporated into and constituted a body politic and corporate, 


under the name and style of the New Orleans, Mobile and Chat- _ 


tanooga Railroad Company,” with authority “to have and to hold 
_ real and personal property for the objects, purposes and business 
of said corporation within this State (Alabama), or within any 
other State . . that may sanction, authorize and permit the 
Same;... na to have, enjoy and exercise all the rights, powers 
and privileges pertaining to corporate bodies, and necessary for 
the objects and purposes of this act, with the privilege and 
authority to exercise such corporate powers within the said State 
of Alabama, and also within any other State of the United States 
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) that shall recognize the exinhensic of said corporation, and sanc- 


tion, authorize, or permit the exercise of said corporate powers 
within its limits.” 


The “general purposes and obj ects of this collins” were 
defined to be to construct and “thereafter to own, maintain, man- 
age and use a railroad .. . from some suitable point in the city 
of Mobile, towards and-to any point on the line between the States 
of Alabama and Mississippi, in-the county of Mobile,” and thence 
“to the city of New Orleans, through the territory of the States 
of Mississippi and Louisiana.” Also to construct, maintain and 
operate a railroad from the city of Mobile, “towards and to any 
point on the line between the State of Alabama and the State of 
Tennessee, or towards and to any point on the line between the 
State of Alabama and the State of Georgia,” “and from said 
termination to Chattanooga, in the State of Tennessee, or either 
of them, in such a course” as might be determined upon. 


The corporate powers and business affairs of said corporation . 
were to be conducted and managed by nine directors, to be elected 
- annually by the stockholders, but the persons named as corpora- 
tors were to be directors for the first year, and until others were 
“appointed or elected to fill their places.” 


- Within six months from the passage of the act a Drechbalt 
and a Secretary and Treasurer were to be elected, and “by-laws, 
rules and regulations for the observance and governance of said 
corporation, its officers and members, in the management of the » 
business and business affairs of said corporation, and which shall 
provide for . . . and shall name the time and place for the future 
annual mesthnes and elections of the stockholders,” were to be 
adopted. At the first meeting of the directors they were to “deter- 
mine the amount of the capital stock, .. . the limits thereof, and 
_ the number of shares, and the par value of each share,” which was 
not thereafter to be changed, “except by the vote of the majority 
of the stockholders in interest of said corporation, at a special 
meeting, called for that purpose by the President and Secretary, 
by any five directors, or by a number of stockholders owning or 
_ representing one-fourth of the shares of said capital stock.” A 
majority of the directors to “constitute a quorum for the trans- 
action of business, and the number of said directors may be 
increased or diminished, by a majority vote of the stockholders in | 
interest at any future annual meeting, provided the number shall 

not be less than five nor more than seventeen.” | 
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A copy of the proceedings of said first meeting of the Board 
of Directors or Corporators, certified by the President and Secre- : 
tary, under the seal of said corporation, was to be filed in the | 
office of the Secretary of State for the State of Alabama, and 
said “certified copy as well as the original” was to be “deemed 
and taken as conclusive evidence of the facts therein sta 


Said corporation was declared “exempt from all taxes in the 
State of Alabama, of whatever name or nature, including State, 
county, town, city and municipal taxes, except that a State tax 
of three per cent on all dividends declared and paid to the stock- 
holders of said corporation, from time to time, shall be paid by 
said corporation to the States through and into which said rail- 
roads of said corporation shall be constructed and maintained.” 


The proportion to be paid to each State, of this three per 
cent of the dividends, to be according to the respective mileage of | 
railroad constructed and maintained in each State, but only Ala- — 
bama and Mississippi adopted this form of taxation. | 


Power was conferred upon this company to purchase or lease 
the railroads, charters, franchises and property of other com- 
panies, either within or without the State of Alabama, and to 
merge the same into their own and. to pay for same in money, 
stock or bonds secured by mortgage. Also to “contract with any 
railroad company or companies” for the consolidation of the 
‘roads or stock of both companies into one company, or into one 
common stock; to receive “rights, grants, franchises or privileges 
from the United States, or from any one of the United States,” 
and, “in case of a combination, consolidation or merger of several 
companies into one company,” agree upon and adopt a common 
name for said consolidated companies. 


Power given to borrow money, to issue corporate rome and 
promissory notes, and to mortgage its railroads, capital stock, 
franchises and property to any extent deemed best by said cor- 
poration. 


By an act sake February 12th, 1867, (by the lala 
of Alabama,) said company was authorized to sell capital stock 
for money, or for materials to be used in. the construction of the 
road, and “to insert in its bonds . . . a condition that said bonds | 
may be... convertible into... stock... or that an owner or lawful 
holder of each bond may have a vote at any meeting of the stock- 
holders of said company for each hundred dollars-of the amount of 
‘bonds of the said company so owned or held.”’ | 
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sees According to a. published certificate, work on the construc- 


tion of the railroad between Mobile and New Orleans, was com- 
menced by said company, at or near Mobile, on the 21st of March, 
1867, which was before the company was organized. 


On the 9th of May, 1867, the Secretary of State for the State — 


of Alabama certified that he had received from President Rayner, 
and filed among the records of his office, ‘“‘a certified copy of the 
proceedings of the first meeting of the directors of said company 

. in sccordance. with the terms of section 5 of the charter of 
ail company.” 


Said “first aii of. the directors” was held in New York 


city on the 3d of May, 1867; Oakes Ames, Peter Butler, C. W. 
- Durant, W. S. Williams and James A. Rayner being present. Mr. 
- Reyner was elected president, Mr..Williams, treasurer, and Mr. 

Howell, secretary. Capital stock fixed at $25,000,000, “divided into 
- two hundred and fifty thousand shares, of the par value of one 


hundred dollars each.” “Five million dollars of the capital stock 
. authorized to be issued to subscribers there at its par value.” 


Ten per cent payable at the time of subscribing. Secretary 
“authorized and directed to open books for . . . subscriptions at 


’ the office of the company in the city of New York, and at such 
other places as the President of the company” might direct. No 


more than five millions of stock to be issued until authorized 
“by two-thirds of the directors of the company.” “The rights, 
privileges and franchises granted ... by the city of New Orleans” 
by an ordinance approved February 16, 1867, (granting right of 
way for double track and turnouts through Claiborne street, from 
Canal street to St. Bernard Avenue, and thence in a direct line 
to Lafayette Avenue, etc.,) accepted, “with all the provisions and 
- conditions of the said ordinance,” and “the neutral ground of 
Claiborne street, lying between the two central rows of trees from 
Canal Street to St. Bernard Avenue,” was “designated as the 
location of the two main tracks of the company for that distance.” 
Secretary of company directed to transmit certified copy of resolu- 
tion of acceptance of ordinance to “His Honor, the Mayor of the 
city of New Orleans,” with an expression to him of “the grateful 
appreciation of the company of the action of the city for the 


- furtherance of the purposes and objects of the company.” A 
resolution was adopted accepting the “rights, privileges, and 
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franchises granted” by the city of Mobile, under an ordinance 
approved March 25, 1867, “with all the provisions and conditions 
of said ordinance,” with thanks, etc. 


Henry Van Vleck, Esq., was appointed Chief ae and 
he was directed to proceed immediately “to survey and locate the | 
line for the company’s road.” 


By-laws were adopted at said “first meeting of the directors,” 
providing (in section 1) “that the annual meeting of the stock- 
holders of the company, for the election of directors of the com- 
pany, shall be holden at the office of the company in the city of 
Mobile, in the State of Alabama, on the second Tuesday in March 
of each year,” and, in section 2, for the manner of holding said _ 
elections and filling vacancies. Section 3 provided for the “super- | 
vision and guidance” of “the business and business affairs of the © 
company” by the directors. Section 4 declared that “the regular | 
meetings of the board were to be held quarterly, on the second | 
Tuesday in January, April, July and October, at the office of the, 


company in the city of New York,” and that a majority of the 


directors should constitute a quorum. Section 5 described the . 
seal of the company, and section 6 (and the last) provided that © 
“the by-laws of the comipany may be altered or amended, and .. 
new by-laws may be adopted, by a vote of a majority of the direc- — 
tors of the company, at any regular meeting of the directors.” 


These by-laws provided for all that section 5, of the charter, 
seemed to require for the time being, and no more, they could 
be “altered or amended” or changed in toto at any “regular 
meeting of the directors,” they are of no use for the purpose © 
of affording information in relation to this company’s methods 
of transacting business afterwards. No annual reports were ever 
published and distributed, and none were made worthy of mention, 
so far as known, to either of the States through or in which it is 
constructed and operated, to wit: Alabama, Mississippi and Loui- 
siana. The annual elections have been held in New York, and . 
not in Mobile, and it is presumed, therefore, that the by-laws were 
“altered or amended,” or new ones adopted, to allow of this 
being done. 


By an act, approved February 7th, 1867, the Legislature of | 
the State of Mississippi adopted, confirmed and approved the 
powers, privileges, rights and franchises granted to the N. O., M. 


| 
| 
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and C. Railroad Company by the State of Alabama, including tax 
exemption, except in dividends, so far‘as the same were applicable 


to the State of — and “not contrary to the general 
statutes thereof.” 


By an act, No. 28, enorcved sue 19th, 1868, the Legisla- 
ture of Louisiana also adopted, confirmed and approved the said 
powers, privileges, rights and franchises, so far as applicable to 
Louisiana, but without exemption from taxation, and with no tax 
on dividends. Said company was authorized to construct, main- 
_ tain and operate its railroad “‘with one or more tracks and suitable 
- turnouts, from any point between Calliope and Girod streets, and 
between Delta street and the Levee,-in said city, or along and 
upon a street or streets near the Levee ... to a point at or near 
the junction of the Levee and Spain street thence by a curved 
line to Enghien street,’’ and so out Enghien and Lafayette Avenue 
to Claiborne street; thence, upon such a course as might be 
deemed best towards Mobile. Also, authority was given to con- 
struct and operate said railroad, “from a point on Rampart street, 
between Lafayette and Girod streets, . . . to the neutral ground in 
the centre of Claiborne street; thence along” said neutral ground 
“to St Bernard Avenue,” and thence by “such a course or. route 
as may be deemed . . . best adapted for the public accommoda- 
tion,” to a junction with the line first described. The right to 
build depots on certain squares, and to close up certain streets, 


was granted, in connection with the then proposed main line 
through Claiborne street. 


About this time, the idea of heneien a ‘railroad to Texas and 
of abandoning the line to Chattanooga, Tenn., seems to have 
- occurred to President Rayner, for we find, in this act 28, of 1868, 

that his company was authorized to construct, maintain and oper- 
ate a railroad “from its terminus... on or near the levee, in the 
city of New Orleans, .. . towards paar to any point on the line 
between the State of Louisiana and the State of Texas; provided, 
~ however, that the part of the said railroad within the corpo- 
rate limits of the city of New Orleans shall be located and built 
upon and along the Levee, or upon and along a street or streets 

near the Levee, unless otherwise authorized by the Municipal 
Council of the said city of New Orleans.” 


Had the word “not” been inserted between the words “shall’’ 
and. “be, ” and: the word “otherwise” been omitted in the above 
proviso, 1 its meaning would have been totally changed. It would 
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then have read as follows, to wit: “Said railroad . . . shall not be 
located anid built upon and along the Levee, . unless authorized 
by the Municipal Council of the said city of New Orleans.” — 


The “Municipal Council’ of New Orleans certainly should 
have been allowed a voice in the decision of the question whether 
any railroad, whereon steam was to be used as a motive power, | 
should or should not be allowed to be located, constructed and 
operated upon and along the whole Levee or river front of the 
city. As the State had already granted the right to construct this 
railroad “upon and along the Levee,” and as the company evidently 
desired this location, what was the use of a proviso such as is 
contained in the act 28 of 1868, to the effect that “said railroad . 
shall be located and built upon and along the Levee, unless other- es 
wise ordered,” etc.? | 


Sometimes very important errors occur in the enrollment of 
a bill for final approval, which escape notice. 


Section 12 of the act 28, of 1868, provides that “service of 
process in any action against the said company can be made only 
. upon either the president, secretary, treasurer, or any of the 
directors of said company, or upon the agent of the company resi- 
dent in the city of New Orleans... and designated by the company 
to receive such service; and it shall be the duty of the company 
to designate one of its agents residing within the city of New 
Orleans, as the agent upon whom such service of process can be 
made, and to give public notice thereof, by advertisement, for four 
successive weeks, in a newspaper published in the city of New 
Orleans, and like public notice shall be given whenever any change 
is made in such agency.” 


So far as known, no wil “agent” was ever “designated, id and 
no such “public notice” was ever given. 


The Legislature of Ten passed an act, March 9th, 
1867, confirming the compariy’s charter, and giving it the right — 
to build, maintain and operate its railroad from the city of 
Chattanooga to the State line of Georgia or Alabama, and the > 
city authorities of Chattanooga granted certain rights and priv- 
ileges to the company, but as this company did not construct its — 
railroad beyond Mobile in that direction, (although it did survey 
for and locate a portion of said line, now known as the Alabama 
Grand Trunk Railroad,) it is not necessary to specify them. | 


» 
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By an ordinance approved November 14, 1867, the city of 
New Orleans granted right of way through Claiborne street, 
across Canal street, “to the line of Poydras street; thence by a 
curved line to Lafayette street; thence along and upon Lafayette 
street to Locust street; thence across the intervening streets and 
grounds lying between Lafayette and Perillat and Girod streets to 
Rampart street.”’ Also the right to construct, maintain and oper- 
~ ate a horse freight car railroad “along Girod street, from Liberty 
street to the Mississippi River, with necessary turnouts, to and 
from a freight depot located on any grounds near the Levee which 
the said company may acquire for the purpose.” The company 
was authorized to locate and construct “a passenger depot and a 
freight depot, . . . upon the three blocks of ground bounded by”’ 

_ Girod, Liberty, ‘Lafayette and Rampart streets, “and to close 
and occupy for such purpose” the portions of Franklin and Basin. 
streets, between Girod and Lafayette streets. Also to close and 
use the three blocks bounded by Perillat, Locust, Lafayette and 
Liberty streets, and the portions of Freret and Howard streets, 
_ between Perillat and Lafayette streets, and of Perillat street, 
between Liberty and Locust streets. The city authorities also 
’ agreed to open “for the public use an extension of Claiborne street, 
from St. Bernard Avenue to Lafayette Avenue; such an extension 
to be made in a direct line with, and of the same width as that 
portion of Claiborne street between St. Bernard Avenue and 
- Canal street, and the neutral ground, in the centre of said exten- 
sion, to be laid out and planted with trees in the same manner as | 
the neutral ground now is, in that portion of Claiborne street — 
before referred to; and the right of way for two tracks is hereby 
- granted to said company along and upon the central portion of 
said neutral ground in such extension, such right of way being | 
upon the same line as to said company by the 
city.” 


The company were caleai under penalty of forfeiture of 
the rights and privileges granted, to complete their road between | 
New Orleans and Mobile “within the time designated in its 
charter, (id est, prior to the 24th day of November, 1869.) “The 
road was opened to Mobile in November, 1870, or one year later, 
- but by an act approved August 12, 1868, the Alabama charter was 
amended, and the limitation of time within which the road was to 
be completed was repealed. The road between New Orleans and 
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Mobile was constructed as rapidly as the difficult and expensive 
character of the work (so far as relates to the great length of 
bridging and the great extent of sea marsh) would permit. 


By an act of Congress, approved March 2, 1868, it was de- 
clared that the “New Orleans, Mobile and Chattanooga Railroad 
Company is hereby authorized and empowered to construct, build | 
and maintain bridges over and across the navigable waters of the 
United States on the route of said railroad between New Orleans © 
and Mobile, for the use of said company, and the passage of its 
engines, cars, and trains of cars, passengers, mails and merchan- 
dise thereon; and said railroad and its bridges aforesaid ... shall 
be deemed, recognized and .known, as lawful structures and a post | 
road, and are hereby declared as such,” etc. __ 


Section 2 provided.“that the right to alter or amend this act, | 
so as to prevent or remove all material obstructions to the naviga- 
tion of said rivers, growing out of the construction of said bridges, 
is expressly reserved” to the United States. 


In neither of the acts of Alabama, Mississippi ae Louisiana 


is the duration of the charter of this company defined, nor is the | 


locality-of its domicile fixed; in these respects it differs from all 
other charters. 


[End of installment No. 17: Daily Picayune, August 17, 187 73.) 


Section 21 of this company’: s Alabama charter, of 1866, 

required “that the road between Mobile and New Orleans shall be : 
- commenced within four months and completed within three years,” | 
from and after November 24, 1866. 


Accordingly, to prevent a forfeiture of the charter, a ian | 
“breaking of ground,” styled a “beginning of construction,” was 
made in the presence of several witnesses on the 21st of March, 
1867, and said witnesses duly certified that “‘on this, the 21st 
day of March, A. D. 1867,'we (they) were present on the ground 
when the Chief Superintendent of the New Orleans, Mobile and 
Chattanooga Railroad Company was engaged in directing the work 
on the road between Mobile and New Orleans, and we then and 


there saw that the said road between Mobile and New Orleans | 
had been commenced.” 


It is true that the first meeting of the directors of this com- 
pany, and the election of a president and other officers, and of an 
“engineer, was held about six weeks (May 3d, 1867,) after this 
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‘commencement of construction on the 21st of March, and that no 
surveys for or location of line could then have been made, but 
as this said section 21, limiting the time of commencing and 
completing this road between Mobile and New Orleans, was sub- 
sequently repealed by an act approved August 12th, 1868, this 


Ee little informality is not important. 


- The surveys for the location of this railroad between New 
Orleans and Mobile, were commenced, by Chief Engineer Van 
Vleck, soon after his appointment, and pursuant-to instructions 
given him at the same time to proceed with said surveys. 


These surveys were continued throughout the summer and 
- fall of 1867, and the winter of 1867-68, by which time the general 
location of the whole line had been determined upon. 


It was decided to follow the general course of the Gentilly 


Ridge so far as it could be advantageously used; to cross the © 


Chef Menteur Pass near Fort Macomb; the Rigolets Pass (be- 
tween Lakes Borgne and Pontchartrain), near its eastern end; to 
follow the general line of the Gulf coast near to the popular 
summer resorts, Bay St. Louis, Pass Christian, Mississippi City, 


Biloxi, Ocean Springs and aaa sts and thence to strike across 


direct to Mobile. - 


It is questionable whether a divest line or route, from Ocean 


Springs to Mobile would not have been better for the railroad 
company than the adopted line by way of West and East Pasca- 
goula. Several miles in distance (from five to six, probably), 
would have been saved, and, it is believed, a large lumber business 
for the railroad would thus have been secured. 


_ So far as New Orleans is concerned, a railroad from Missis- 
sippi City (70 miles from New Orleans,) direct to Selma, Ala- 
bama, or in that direction, would be of much more importance 


than the road to Mobile, and considerably shorter to the interior 


of Alabama and Georgia, as well as to the North and East. The 


advantages to New Orleans of such a snort line to Central Ala- 


bama are sufficiently apparent. 


~The whole of the year 1868 was consumed in the completion 
of the work of locating and staking out the line of this railroad 


from New Orleans to Mobile; in the preparation of maps, profiles, 


plans of bridges, buildings, etc. ; in procuring right of way, lands 
for depots, stations, shops, and for other purposes; in obtaining 
necessary legislation from States and from the United States; in 
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s of an issue of mortgage bonds, for the purpose *) 
securing the necessary funds for building the railroad. 


As before stated, the directors of this company at their first 
meeting, on the 3d of May, 1867, fixed the amount of their capital 
stock at $25,000,000, but they only authorized the issuance of 
$5,000,000 of stock at that time. Ten per cent was to be payable 
at the time of subscribing. How much stock was subscribed, and > 
how much was paid thereon, is not known, for this company is 
a close corporation and publishes no annual reports. It is prob- 
able that but a comparatively small amount was ever realized 
from bona fide stock subscriptions as such, only enough for pre-' 
liminary expenses, surveying and engineering, etc.; and it has 
been stated that all those who did make payments on stock sub- _ 
scriptions, received first-mortgage bonds to an equal amount, when 3 
the same were issued in addition to their stock. 


It is generally understood that this company was not, prop- 
erly speaking, a stock company; that the individuals composing | 
the company who advanced money to build the road, received 
first mortgage bonds and stock, two for one, for their money; that 
the stockholders were their own bondholders, and, so far as the 
- bonded debt was concerned, their own debtors and creditors. This © 
kind of double entry system of raising the means to build a rail- 
road may not be objectionable, provided that there is no deception - 
practiced towards any one; that every subscriber is placed on the 
same footing; that the railroad is completed within a short time 
and economically for cash, and that afterwards the road will earn 
a surplus large enough to pay the interest on the bonds as the > 
_ same accrues. Otherwise, if the road is sold, the “big fish will 
swallow the little ones.” But, if this system is really ried out. 
in good faith towards all subscribers, it is no it would 
seem than the old plan of stock subscriptions. If some get bonds 
and stock, and others stock only, the case is different however. If 
the favored few secure stock and preferred bonds, the sale of the 
property for their benefit is only a Question of time. 


An examination of the records in the New Orleans Mortgage | 
Office—Bond Book No. 2, folios 14 to 28 inclusive—shows that 
under date of January 1, 1869, a first mortgage deed of trust was 
executed between the New Orleans, Mobile and Chattanooga Rail-_ 


| . secu ng additional rights, grants and privileges from the cities 
New () and Mohile and in ¢g a shale ele jing 
| 
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road Company, and Oakes Ames and E. D. Morgan, trustees, | 


wherein it is stated that: “Whereas the said company has by 
its Board of Directors, with the approval and consent of its 
stockholders (!), determined to issue its first mortgage bonds | 
- to the amount of $4,000,000, and to sell the said bonds and apply 
the proceeds thereof to the construction and equipment of 
that portion of the railroad of said company lying between the . 
city of New Orleans in the State of Louisiana, and the city of 
‘Mobile, in the State of Alabama, which determination, as also the 
action of said company, will more fully appear by a preamble 
and certain resolutions adopted at a meeting of said directors, 
held at the office of said company, in the city of New York, on 

the 27th day of February, A. D., 1869, of which the following 
is a copy: Resolved, That this company shall execute and issue 
its first mortgage bonds, which shall be divided into two classes 
or kinds; that one of said classes shall consist of 2500 interest 
bearing bonds of $1000 each, lawful money of the United States 
- of America, the principal of each of which bonds shall be payable 
on the first day of January, in the year 4910, at the agency of 
the company, in the city of New York, with interest from the — 
first of January, 1869, at eight per cent, payable semi-annually, — 
at said agency, on the first of January and July in each year,... 


Be that the bonds of this class shall be known as dollar bonds; that 


- the other class of said first mortgage bonds shall consist of fifteen 
hundred (1500) interest bearing bonds of 250 pounds sterling 
each, the principal of each of which said bonds shall be payable 
on the first day of January, 1879, at the agency of the company, 
in the city of London, England, with interest from the first of 
January, 1869, at seven per cent per annum, payable semi-annu- 
ally, at said agency in the city of London, on the first day of 
January and July in each year, .. . bonds of this class shall be — 
known as sterling bonds, the interest and principal of which shall 
be paid as aforesaid, in the sterling coin of Great Britain.” 
The “payment of principal and interest of all the said first 
_ mortgage bonds, and the fulfillment of the same according to the 
- terms thereof, by and on the part of the company, shall be secured 
by a deed of trust or mortgage deed of conveyance, as hereinafter 
provided, and by a sinking fund of one-half of one per cent per 
annum upon this issue of $4,000,000 of first mortgage bonds, 
commencing on the ist of July, 1875; this company reserving the 
right to pay annually, with the proceeds of said fund, a portion of 
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said bbekde, as in_said bonds it shall be set forth: and it shall be 
conditioned and set forth in each of said bonds, and in said deed 
or mortgage, that in case of non-payment of any installment of 
interest on said first mortgage bonds, or either of them, for six 
(6) months, then the principal becomes due and payable on all or 

either of said bonds.” 


It is provided that ‘before issuing said eae a deed of 
trust shall be executed to Oakes Ames and E. D. Morgan, trans- | 
ferring to them the railroad between New Orleans and Mobile, 
and all the rolling-stock and property of every description belong- 
ing to or appertaining to said railroad, conditionally, as the 
trustees of the said first mortgage bondholders. If the railroad 
company fail to pay the interest on any or all of said bonds, for a 
period of six months, then said trustees may take possession of. 
said railroad and property for the bondholders, and afterwards 
sell the same, buy it in for the parties in interest, operate it, 
form a new company, etc. . 


On page 19 of the record it is necutted that the tiie 
“sterling bonds” issued and outstanding “shall be a first and pre- 
ferred lien and charge upon all property, both real and personal, 
of this company, described in said deed of trust or mortgage deed 
_ of conveyance, provided, however, that any other bonds herein- 
- before classed and distinguished as dollar bonds, which may be 
issued by this company, in place of sterling bonds, . . . or which 
may be exchanged therefor, shall have no such preference of 
lien, but shall have an equal lien with all other of the said dollar 
bonds issued as hereinbefore provided.” 


On page 20 it is stated that “said dollar bonds shall be a 


lien and charge upon all the property of this company, both real 
and personal, described in said mortgage, subject to the first and 
preferred lien and charge of the sterling bonds as hereinbefore 
provided.” The sterling bonds were to be numbered from 1 to 
1500 inclusive, and the dollar bonds from 1 to 2500 inclusive. 


‘It is not stated in the sterling bond itself that it is preferred 
to the dollar bond, but that all of both sterling and dollar bonds 
are secured by a first mortgage deed of trust to Oakes Ames and 
E. D. Morgan, “‘which is a first lien on the amount of $4,000,000 
lawful money of the United States.” The sterling bonds were to 
be convertible into eight per cent dollar bonds, but when so con-. 

verted to have no priority over other dollar bonds. In the dollar 
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bonds it is stated that “The payment of the principal and interest 
of all of said bonds (preference being given to sterling bonds) 
is secured by a deed of trust bearing date of January Ist, 1869, 
executed to Oakes Ames and E. D. Morgan, which ee all of” 
said railroad and property to them. 


: On pages 29 and 30 of the renal in said mortgage office, it 
is made the duty of the trustees, in case of a sale of the said rail- 


- road and property, because of the non-payment of interest on the 


said bonds, for six months after the same becomes due and pay- 
able, to apply the proceeds of sale, after paying costs, etc., first: 
_ To the payment of all interest coupons on the “sterling bonds,” 
and then to “pay all of said ‘sterling bonds’ then outstanding 
and unpaid, whether the same shall have become due according to 
the tenor thereof or not, with the interest accrued and unpaid at 
the time of such payment,” ... “if there is sufficient money for 

that purpose.” If not, then the amount of the proceeds, after 
_ paying costs, etc., is to be divided pro rata among said “sterling 
bonds.” Second: “After the payment of said ‘sterling bonds’ and 
the interest coupons on the same,” then the surplus, if any 
remains, is to be applied to the payment of the interest on the 


“dollar bonds,” and then the: of the principal of 
“dollar bonds.” 


It is sufficiently apparent that this (so called) first mortgage 
of $4,000,000, on all the railroad and property between the cities 
of New Orleans and Mobile, and in said cities, is divided, in 
effect, into a first mortgage of $1,500,000, or £300,000—and a 
second mortgage of $2,500,000; the first payable in ten years, 
the second in forty-one years. 


| How, or to whom the said. sterling bonds were disposed of, or 
who now owns them, cannot be stated, but it seems evident, if 
such a division of a first mortgage will stand the test of law and 
equity, (provided that the legality of such a division is ever con- 
tested,) that the holders thereof will, in the end, become the 


owners of the railroad from New Orleans to Mobile, if, as is 


probable, it sells finally for less than the four millions and inter- 
est, under said first mortgage deed of trust. 


On the 8th day of March, 1869, another deed of trust or - 
| mortgage was executed by said company, to Henry J. Gardiner 


_ and Peter Butler, as trustees, to secure the payment of a further 


issue of $4,000,000 of second mortgage bonds, and the interest 
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thereon, at eight per cent currency, payable semi-annually on the 
first days of April and October in each year. The principal to fall 
due on the Ist of April, 1920, or 51 years from date. 


In this also it was provided “that in case of the non-pay- 
ment of any installment of interest on said second mortgage 
~ bonds, or either of them, as the same shall fall due and shall have 
been demanded, and the proper coupons for the same presented 
with such demand, then and in such case, if such default in pay-. 
ment shall continue for six months, the principal of said second 
mortgage bonds or either of them shall become due and payable.” 


The “deed of trust or mortgage deed of conveyance” to 
Messrs. Gardiner and Butler as trustees, to secure this issue of 
bonds, included “all the real and personal property of the com- 
pany ...in the States of Texas, Louisiana, Mississippi, Alabama 
and Tennessee, now owned by said company or hereafter to be 
acquired, including the railroad or railroads,” etc., “rights and 
privileges, franchises,” etc., subject, however, to the prior lien of 
the first mortgage on the railroad from New Orleans to Mobile, 
to secure the four millions 6f “sterling” and “dollar bonds,”’ and 
the interest thereon, and “subject and liable to é6ther mortgages 
and the prior lien thereof’? to the extent of $25,000 in lawful 
currency, “per mile, for each mile of the main and branch lines, 
exclusive of side tracks, of its (the company’s) said railroad or 
railroads, constructed or acquired or to be constructed or acquired 
within the States of Texas, Louisiana, Mississippi, Alabama, _ 
Georgia and Tennessee, or either or any of them, and not em- 
braced within that portion or section’? between New Orleans and © 
Mobile and in said cities, already mortgaged for four millions. . 
In other words, this New Orleans and Mobile division second 
- mortgage was to be subject to the prior liens of such first, or first 
and second, mortgages as the company might, thereafter, execute 
upon any and all railroads which it constructed or proposed to 
construct, or acquired north of Mobile or west of New Orleans. 


On the New Orleans and Mobile division of the railroad, for 
instance, the prior liens of $1,500,000 in “sterling bonds” and — 
$2,500,000 in “dollar bonds,” amounted, for 141 miles of rail- 
road, to about $28,355 per mile, exclusive of interest. | 


If we consider the “sterling bonds” as (in effect) secured 
by a first mortgage on the road from New Orleans to Mobile, 
and the “dollar bonds” by a second mortgage, then this new second 
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mortgage - was in reality a third osmn tite on the road from New 
Orleans to Mobile. On the road from New Orleans to the Texas 
boundary, afterwards located and partly constructed, a first mort- 
gage was subsequently executed to the extent of $12,500 per mile, 
and a second mortgage (in favor of the State) for another $12,500 
per mile. Therefore this New Orleans and Mobile division (so 
called) second mortgage was a third mortgage on the proposed 
road from New Orleans to the Texas boundary. The company 

- purchased from Charles. Morgan the old, partially completed road 
from Berwick’s Bay to Vermilionville, and executed a first mort- 
gage thereon for $25,000 per mile; also the old railroad from the = | 
Sabine River to Houston, and executed a first mortgage on that, 
too, at $25,000 per mile. On both these last-named lines the New. : 
Orleans and Mobile division second mortgage was, therefore, a _ 
second mortgage. 


This second mortgage indenture provides that the reserved 
right to “make other and further issues of bonds, to an amount in . 
the aggregate not exceeding $25,000 per mile” on the railroads - 
- “westerly of the said city of New Orleans and northerly of the 
said city of Mobile, or elsewhere,” was to be exercised “in no part 
within the said cities, or either of them, or between the same.” 
That is to say, the line of railroad, if constructed, from Calliope 
street to the upper line of New Orleans, opposite Westwego, 
(about six miles,) and the Pontchartrain Railroad, if acquired, 
could not be mortgaged in addition to the existing Mobile and 
New Orleans division first mortgage, to the prejudice of the afore- 
said second mortgage. 


As the New Se Rie Mobile and Chattanooga Railroad 
Company afterwards abandoned the project of building a railroad 
from Mobile to or towards Chattanooga, (after making surveys 
for a location nearly to Jackson, Ala.,) and probably sold .out 
their charter and franchises for same to the Alabama Grand 
Trunk Railroad Company, (who have since proceeded with its 
construction,) the aforesaid New Orleans and Mobile division 
second mortgage acquired no lien north of Mobile. 


A “register and transfer book” of bonds was to be kept in® 
the office or agency of the company in the city of New York, 
“wherein all of said bonds which the holders thereof desire to 
have registered, shall be entered by the officers of the company.” 
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Also a “voting register,” “distinct from the said register 
and transfer book” of bonds, was to be kept at said office or 


agency, and any bondholder was to be entitled to have his name 


and address, and the “denomination and number of every one of 
the said bonds held by him, entered in said voting register.” 


It is stated that the “holder of every such registered bond” 
was to be “entitled to vote on said bond, at every general and 
special meeting of this company, the same as if he were a stock- 


holder thereof(!), and to cast, at every such meeting, one vote 


for each and every one hundred dollars that such registered bonds, 
so held by him, shall amount to at their par value.” 


The necessary arrangements having been concluded for pro- 8 
curing funds to build the railroad between New Orleans and 
Mobile, by the issue of “sterling” and ‘“‘dollar’” bonds, and, a little 


later, by the issue of second mortgage bonds, in February, 1869, 
the true “beginning of construction” commenced all along the 
line, and work was everywhere prosecuted thenceforward with 
great and commendable energy and dispatch. 


The construction of this road was actually tiempncal in 
February, 1869, and it was opened for business in November, 
1870. Considering the difficulties encountered—the thirty-three 


miles of sea marsh, the seven or eight miles of bridging and other — 


obstacles—this 141 miles of railroad was constructed in a remark- 
ably short space of time—about twenty-one months. Certainly 


President Rayner and Chief Engineer Van Vleck are justly 


entitled to great praise for their achievement, particularly when 
it is considered that the work done was really first-class, both as 
respects construction and equipment, with the exception of the 
(intended so to be at the time) temporary wooden bridges and 


culverts, and the, as yet (in part) imperfectly ballasted swamp 


and marsh embankments. 


Financial troubles have, since the opening of the road, pre- 
vented the substitution of iron for wood, in the bridging, and 
brick masonry for timber, in the culverts, as well as the comple- 
tion of the ballasting of the marsh embankments; yet, for smooth- 


ness of track and luxurious easy riding passenger coaches, this 
| road stands without a rival in the South. 


The New Orleans and Mobile road was built to a gauge of 
five feet, (the usual gauge of the Southern States, east of the 
Mississippi River,) and the rails used weigh about sixty-two and 
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a half pounds per lineal yard. The rails are in twenty-six feet 
lengths and are connected by means of fish plates, with four bolts, 
and Pratt’s compensating rubber washers. The cross-ties are, 
generally, seven inches thick, ten inches wide and ten feet long, 
or double the gauge; twenty-six hundred and forty ties were used 
per mile, or one every two feet. The rails are double spiked to 
the ties, at each intersection or bearing. 


_ The sea marshes or prairies between the 13th and 42d, and 


between the 97th and 100th miles, on the line of this railroad, 


were embanked by means of steam dredging machines. This sys- 
tem of constructing embankments across Louisiana marshes, for 
railway purposes, by means of dredging machinery, was first 


adopted and successfully put into practice by the writer, on the | 


line of the old Opelousas Railroad, in 1859 and ’60, and this plan 
of building the railroad across the marshy prairies on the line to 
Mobile, was recommended by him to President Raynor and | 

_ Engineer Van Vleck, in 1868, while he was in the service of the 
Opelousas Company. At the same interview he advised the adop- | 
tion of -cross-ties of large size, and in length equal to double the 
gauge of track, because of the impracticability of procuring 
suitable ballasting material, arid the stability which such ties 
would give to the track. With such ties or sleepers, and good 
fished rail joints (the latter had been in use on the old Opelousas 
Railroad since 1854, and the former since 1857), a smooth, firm 
— track could be depended. upon, and it could be easily and cheaply 
maintained. 


Advice to construct the railroad to Texas ast, and after- 
wards to Mobile, with the help of the large surplus earnings 
_. confidently to be anticipated from the Texas division, was 

rejected, because too much progress had been made with the 
arrangements to build the road to Mobile to recede or. defer the 
same then. 


The railroad from —— Orleans to Mobile, as constructed, 
begins at the lower line of Calliope street, on the levee side of 
_ its intersection with Water street. Next below Calliope street the 

company have about 360 feet of wharf frontage on the Mississippi 
- River, and their engine-houses, shops, wood and car sheds, yards, 
freight depots and offices extend from Calliope to Girod street. 
The main line of said railroad is continued down the Levee in 
front of New Orleans one mile and thirty-one hundred feet, to 
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the head of Elysian Fields street, and thence along the eastern 
side of the neutral ground in said street, and parallel with the 
tracks of the Pontchartrain Railroad, to a point where the pro- 
longation of Claiborne street from St. Bernard Avenue would - 
cross Elysian Fields street, three miles from Calliope street. 
Here the railroad leaveS Elysian Fields street, and the built up 
portion of New Orleans,\ (the last house in that quarter), and © 
following the line of the prolongation of Claiborne street, crosses _ 
a swamp to Gentilly Ridge, and the ridge road, at about the 
seventh mile. - 


The general course of the Gentilly Ridge is followed to 
Michaud Station, about the thirteenth mile, where the line leaves 
the ridge finally, and enters the mareny prairie bordering upon 

Lake Borgne. 


Within the twentieth mile the road crosses the Chef Menteur | 
Pass, (between Lakes Borgne and Pontchartrain,) here 820 feet 
wide, by from 35 to 45 feet in depth. Thence to the great Rigolets 
_ Pass, (between Lakes Borgne and Pontchartrain,) just beyond 
_ the thirty-first mile, is all marshy prairie. Within this distance | 
the road crosses Lake Catherine, on a piled bridge, 2035 feet long; 


Unknown Pass, 475 feet, and the Little 630 feet, a 


number of bayous of less width. 


The Rigolets Pass is crossed by.a 3645 feet in 
over all. The draw-bridge (a Linville iron truss,) is 232 feet 
long, with two openings of 100 feet each in the line of the bridge. 
The maximum depth of the Rigolets is about 50 feet at the bridge 
in the channel way. The two ends of the bridge are built with 
piled bents and stringers; spans from fifteen to sixteen feet. The © 
middle portion consists of low wood trusses, in spans of about 55 
feet, resting upon piled piers. 


East Pearl River, 760 feet wide by about 50 feet deep, is 
crossed at the beginning of the 39th mile. A point of low pine 
land is crossed at Grand Plain Station in the 40th mile, but, , with : 
this exception, the marshy prdirie-extends uninterruptedly from 
the middle of the 14th to about the beginning of the 42d mile. 
Thence to Bay St. Louis, at the beginning of the 53d mile, the 
road, after crossing several intervening belts of marsh and pine 
ridges, runs through the sandy pine timbered country bordering | 
upon the seacoast. 
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Bay St. Louis, 10,055 feet wide and — ten to twelve feet | 
deep, with a soft mud bottom (except near the shores, where it is 
sandy,) from ten to thirty feet deeper still, is crossed by means 
of fa piled trestle or stringer bridge. Five piles were driven in 
each bent; bents from 15 to 16 feet between centres. An iron | 
(Linville) drawbridge, with two spans of about: 80 feet each, 
permits the passage/of vessels. 


Thence the road follows the general line of the seacoast, 
through the flat and sandy pine woods in the rear of Pass Chris- 
tian, Mississippi City and Biloxi to Biloxi Bay, near the beginning 
- of the 82d mile. The bay is from 12 to 14 feet deep, but otherwise 
it is the same as to the character of its bottom, etc., as Bay — 
St. Louis. It is 61386 feet wide at the railroad crossing and the 
bridge and drawbridge over it are of the same description as at 
Bay St. Louis. Ocean Springs is reached at the beginning of the 
84th mile. 


- Thence to West nena | River, in the beginning of the 
98th mile, the road runs through a flat, sandy and barren pine > 
woods country. West Pascagoula River is 500 feet wide; Middle 
River is 1595 feet, and East Pascagoula River 685 feet wide, but, 


. intermediate between these, 3810 feet of piled bridging occurs. 


Including the rivers, 6590 feet of piled and trussed bridging 
- occurs (with the drawbridge a Linville iron truss, with two spans 
of 80 feet, at East Pascagoula,) in the three miles of railroad 
from West to East Pascagoula. 


_ From East Pascagoula, 100 miles, to Mobile, in the 141st mile, 
the road runs through a moderately hilly pine woods country, 
where considerable cutting and filling was required to carry the 

road through the ridges and across the valleys. 


Besides many small bridges, larger ones were required at 
- Rawl’s and Franklin’s Creeks,. Fowl- River, West, Middle and 
East Dog Rivers—the latter being 1100 feet in length. 


The distance to Government street, on Water street, in 


-. . Mobile—the usual or local stopping and starting point—from 


Calliope street, New Orleans, is, as measured since the opening 
of the road, 140 miles and 2055 feet, and to the lower line of 
Beauregard street, or end of track, where connection with the . 
Mobile and Montgomery Railroad is made; 141 miles and 830 feet, 

141.16 miles nearly. | 
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From first to last, ificluding construction, lands, buildings. 
shops, tools, rolling stock and general equipment, legislative and 
other expenses, reconstruction of bridges, ballasting, etc., etc., | 
this railroad between New Orleans and Mobile has probably 
cost from seven and a quarter to seven and a half millions of 
dollars, perhaps more. The precise amount is known only to the 
few individuals who compose the company. Assuming it to be 
_ $7,500,000 the cost per mile amounts to.a little more than $53,000, 


+ or something less than the average cost per mile of railroads in 


-_ the United States, according to Poor’s Manual. It is much more, 


however, than the average cost of Southern railroads. 


{End of installment No. 18: Daily Picayune, October 5, 1873.] _ 


THE NEW ORLEANS, MOBILE AND TEXAS RAILROAD 
GUARANTEE OF BONDS BY THE STATE OF LOUISIANA 


For, the sake of connection, and a better understanding of the - 
subject, the history of the division of this railroad between New 
Orleans and Mobile was carried down, in the present chapter, to 
the close of the year 1870, when the road from Mobile to New. 
Orleans was put into operation, but the history of this company’s 
legislation requires us to go back to the time when construction | 

began between New Orleans and Mobile. 


In the act No. 28, approved August 19, 1868, we find the first 
mention of the desire of this company to extend its railroad from 
New Orleans to Texas. And soon afterwards, probably, it must 
_ have been determined to adopt the plan of building a railroad to | 
Texas, and to abandon altogether the previously proposed exten- 
sion northwards from Mobile, towards Chattanooga, Tennessee. 


In the beginning, it is currently reported in New Orleans— 
it is said, authoritatively—that this company was composed of 
several of the wealthiest men in America, who wanted no help 
from New Orleans or aid from Louisiana in the construction of 
their proposed road. Only right of way and other incidental 
privileges, together with the usual liberal franchises, were re- 
quired or would be asked for. The munificent projectors of this 


enterprise only desired nm privilege of building the railroad, | 
nothing more. 


It is even now generally believed that these (at the time 
apparently disinterested) capitalists furnished all of the money 
required to construct, complete, equip and put into operation the 
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| railroad from New Orleans to Mobile without help from the State | 
of Louisiana. That they did advance the necessary funds is 
3 probably true; but how many bonds guaranteed by the State, or 
given for subsidy, or for stock (on account of the proposed 
- Shreveport branch) by the State, to secure or “expedite” the 
building of said company’s railroads to Texas and Shreveport, 
_ were hypothecated, and at how heavy a discount, for such ad- 
vances on account of construction between New Orleans and 
Mobile, and how many of them thus passed by default or other- 
wise fully and finally into the possession of said rich men, cannot 
be stated. We only know that $875,000 of guaranteed bonds, 
$750,000 of subsidy bonds, and $2,500,000 of bonds issued for 
stock, or a total amount of $4,125,000, have been issued to this 
company by the State, and that, probably, less than $2,500,000 
have been actually expended for construction west of New Or- 
leans. The securities of the road west (first mortgage bonds), 
_ including the State bonds and bonds endorsed by the State, must 
_ have been largely used as collaterals in the construction and 
- equipment of the railroad between New Orleans and Mobile, for, 
. otherwise, it is unaccountable how $4,450,000 of the first mortgage 
bonds on the proposed roads between New Orleans and the Sabine 
River, in addition to the State securities for roads west, in Louisi- 
ana, could have been disposed of up to the present time. 


Was such a disposition of State bonds appropriated for and 
issued expressly to secure and “expedite” the building of rail- 
roads to Texas and Shreveport compatible with the objects and 
purposes of the acts granting State aid to this company? Could 
such a disposition of these securities be legally made? Was it not 


a direct misapplication of means erentes for a very different and 
specified purpose? 


As has been stated ah the actual construction of the 
railroad between New Orleans and Mobile was commenced in 
February, 1869, when arrangements for the issue, and probably 
for the disposition of “sterling,” “dollar” and “second mortgage” 
bonds of said portion of the railroad had been completed. Not- 
withstanding the report in circulation in the beginning, that this 
company wanted no help from New Orleans, or aid from Louisi- 
ana, it seems that application to the State for aid must have been 
made sometime before the commencement of construction to 
- Mobile, and that the granting of State aid by the passage of act 
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No. 26, approved February 17, 1869, probably had an important 
bearing upon the question whether the construction of the road 
should be undertaken at all or not. : 


The resolution by this company i. “issue its first mortgage 
bonds, which shall be divided into two classes or kinds” (“‘ster- | 
ling’ and “dollar” bonds), and to “apply the proceeds theréof to 
the construction and equipment of that portion of the railroad of | 
said company lying between the city of New Orleans ... and the 
city of Mobile,” was adopted at a meeting of the directors of said 
company held in New York city on the 27th of February, 1869, or 
ten days after the approval of act No. 26 of 1869, to grant aid 
to said company by indorsing its second mortgage bonds on the 
western division of the proposed railroad. 


It is, therefore, a fact that State aid had been granted by the 
State of Louisiana at the time when the work of construction 
commenced between New Orleans and Mobile, but this aid was to 
be for the extension of the road to qT xas, and not for its construc- 
tion to Mobile. 


By an act, No. 26, iiemeved February 17, 1869, entitled “an 
act to expedite the construction of the railroad of the New 
Orleans, Mobile and Chattanooga Railroad Company, in the | 
State of Louisiana,” said company was “authorized to make 
and issue from time to time, as hereinafter provided, its bonds, — 
to be known as ‘second mortgage bonds of the New Orleans, 
Mobile and Chattanooga Railroad Company, guaranteed by 
the State of Louisiana,’ . . . to an amount not exceeding in the 
aggregate $12,000 for each and every mile in length of the main 
line of its railroad, westerly from the city of New Orleans and 
within the State of Louisiana, which said company shall con- 
struct, to wit: of the main line extending from the point where it — 
shall intersect and cross the western boundary of the city of New 
Orleans, westward towards and to the point where it shall inter- 
sect and cross the western boundary of the State of Louisiana, in 
the parish of Calcasieu, as said main line has been located, or 
may be located,” in conformity with said company’s charter and 
“authority vested in said company by” act No. 28 of 1868. 


Said bonds were to be “numbered consecutively;” made 
“payable to the State of Louisiana, or bearer;” “not more than 
fifty nor less than forty years from their date;” to “bear interest 
- . . not exceeding eight per cent, . . . payable semi-annually.” 
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“The principal or interest, or both, of said bonds, may, at the 
_ option of the company, be made payable in lawful currency of the 
United States, or in gold coin, or in English sterling,”. . . “either 
at the city of London, England,-or the city of New York, as the 
company may elect and designate in said bonds.” “Payment of 
the principal and interest of such bonds shall be secured by a 
- mortgage... to the Governor of the State of Louisiana, as trustee, 
for ... the holders of said bonds, . . . the State, and said company.” 
“Mortgage” to be “a lien upon the whole .. . railroad . . . within 
the State,” on said main line, and “upon all the rights of way, 
' yroad-bed, rails, depots, etc., and real and personal estate within 
the State of Louisiana, appurtenant to or necessary for the opera- 
- tion of said main line owned by the company”’ or to be “acquired 
by it,” and upon the “corporate franchises and privileges granted 
by the State,” but said lien to be “subject and subordinate to a 


_. prior lien” of a first mortgage, to secure an issue of first mortgage 


bonds, to the “extent of $12,500” per mile upon the same main 
line of railroad. “In case of a sale of said railroad or any part 
thereof, for the satisfaction of said first and second mortgage 
bonds, or either of them, the proceeds of the rolling-stock and 
personal property” to appertain to the completed road within 


% the State of Louisiana. 


_ Sections 4 and 5 contain very lengthy, dite and, judging 
bel results, very useless provisions for a sinking fund for the 
- gradual redemption of said second mortgage bonds. 


Section 6 provides that-.in case of default, for sixty days, in 
the payment of interest on all or any of said bonds “after becom- 
ing due and being demanded of the said company,” then that the 


principal of the bonds shall become due-and payable; also for the 


sale of the railroad and its appurtenances, under the mortgage. 


Under ‘this section it would seem to be the duty of the 
Governor to protect the State by compelling payment by the 
company of the interest on these bonds, or to sell the road in case 
of failure by the company to pay said interest, and thus limit the | 
lien of the first mortgage, as provided for in section 11 of the act. | 


Section 7 provides that after the company have executed said 
second raortgage, it shall be delivered to the Governor, who, if 


the same shall be in conformity with this act, “shall indorse his 


approval thereon and cause the said mortgage to be recorded at 
_ length in the office of the Secretary of State.” It is said that “such 
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approval by the Governor shall be conclusive as to the — 
of the form and execution of said mortgage, and as to its con- 
formity to the provisions of this act; and such recording shall be 
constructive notice of the lien of said mortgage, and such lien shall 
be paramount to all other liens and encumbrances upon the mort- 
gaged premises, except the aforesaid lien of the first mortgage, to 
the extent of $12,500 . . . and interest, on each and every mile of 
said main line of railroad within the State of Louisiana. a 


Section 8 provides that after the delivery, approval aa : 
recording of said second mortgage, and the completion of “one 
continuous portion or section, of forty miles in length, of said 
main line of railroad within the State of Louisiana,” by said 
company, then, on the delivery of $500,000 of such second mort- 
gage bonds, “the Governor shall thereupon subscribe a certificate,” 
either written or printed “upon each of said bonds, in the follow- 
ing words: ‘The payment of the principal of the within bond, 
when due, and of the interest thereon, as it accrues, is guaranteed | 
by the State of Louisiana, pursuant to the provisions of the act 
of the General Assembly of said State authorizing such guar- 
antee,’ and shall affix the great seal of the State of Louisiana to 
such certificate, and the said seal shall be attested by the signature 
of the Secretary of State, and the bonds shall then be delivered 


to the company for its ee uses and purposes, authorized by | 
its charter. 


| Section 9 provides. that when “each additional section or por- 

tion of forty miles in length” shall have been completed, then — 
another like amount of bonds shall be guaranteed, and when the | 
whole road within the State shall have been completed, then the 
residue of said bonds shall be guaranteed. 


Section 10 provides “that the signature of the Governor to 


the certificate of guarantee shall be conclusive evidence in favor _ 


of the holder of every bond so certified that the conditions of this 
act have been complied with on the part of the company, and that 
said bonds have been duly made, and regularly certified and issued 
pursuant to the provisions of this act; and every such certificate of 
guarantee, when so subscribed, shall be a valid and binding obli-. 
gation of the State of Louisiana in favor of whomsoever shall 
from time to time be the holder of the bond bearing such certifi- 
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cate, and the State of Louisiana hereby pledges its public faith 
and credit to the performance of such guarantee, according to its 
terms.” 


This section, tahoe by itself, would seem to bind the State 
even in case of a fraudulent, or of an over issue, and an illegal 
certificate of guarantee of bonds, in violation of the provisions 
and of the true intent and meaning of the act as a whole, but this 
certainly could not have been intended, and is therefore not a 
permissible construction. 


Section 11 provides ‘that the csiinnd company “shall not 
have power to make any mortgage or create any incumbrance 


- upon its said main line of railroad within the State of Louisiana, 


which shall have priority over the said second mortgage to any 
_ greater extent than $12,500” per mile of railroad, “and the inter- 
est thereon,” and “in case of a foreclosure of any mortgage... be- 


fore the whole of said main line of railroad shall have been com- = 


pleted, ” that “the State of Louisiana may, through its Governor, 
require that that part of said . . railroad within the State which 
_ Shall have been constructed, ona in respect of which the State 
~ ghall have guaranteed second mortgage bonds, be sold separately, 
and” that “the proceeds of the part so sold, together with 
_ its due proportion of the proceeds of the cars, engines and per- 
sonal property of the company, shall constitute a fund upon 
which the first mortgage shall be a first lien, to the extent 
only of securing first mortgage bonds to the amount of $12,500 
... with the arrearages of interest thereon ... for every mile 

of constructed road thus sold.” “After navn such amount 
of first mortgage bonds and interest out of the said fund, the ~ 
- gurplus, or so much thereof as shall be necessary, shall be © 
applied to the payment of the said second mortgage bonds, © 
_ guaranteed by the State of Louisiana, and all arrearages of inter- 
est thereon.” “Or, in case such sales shall be made under the said. 
second mortgage,” (as provided for in section 6, by the Gov- 
ernor as “the trustee,” in case of sixty days default in the pay- 
ment of the interest on any of said second mortgage bonds, 
.ete.,) “the sale may be made subject to said first mortgage, and 
the portion so sold shall be released and discharged from the said 
first mortgage, and the lien and operation thereof, on the surren- — 
der by the purchaser to the trustee under said first mortgage, of 
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first mortgage bonds to the amount of $12,500 .. . and the unpaid | 
coupons thereunto appertaining for each and every mile of said 
railroad so sold, or on the payment by the purchaser to said — 
trustee of a sum sufficient to discharge a like amount of first 

mortgage bonds, and the coupons in arrears thereon.” | 


Section 12 provides that “the survey and location of the whole 
of the said main line of railroad’’ shall “be completed within eight 
months after” the company’s “acceptance of this act ;”—/(section — 
14 allows ninety days from the “passage and approval” of the 
act for its acceptance, and it was so accepted, )—that “at least 
forty continuous miles thereof” shall “be constructed, and the 
rails laid thereon, within twelve months after such survey and 
location shall have been made, (or by the 18th of January, 1871,) 
and that the whole of said main line within the State of Loui- 
siana” shall “‘be constructed and the rails laid thereon within 
three years after such survey and location,” (or not later than | 
January 18, 1873,) under penalty of a forfeiture “of the obliga- | 
tion of the State of Louisiana, by virtue of thts act, to guarantee 
the second mortgage bonds of said company.” 


It is expressly declared that ‘‘none of said second mortgage 
bonds, for, or upon that portion of said main line of railroad, 


not constructed within the time limited, —_ be guaranteed by | 
the State of Louisiana.” 


This act, No. 26, contains no resenting clause; it is there- - 
fore a question whether any pre-existing “laws or parts of laws” 
conflict with any of its provisions. Allowing the full ninety days 
from and after the passage and approval of this act, (Feb. 17th, 


1869,) for the acceptance of its “terms, conditions and pro- | 


visions,” the final limit of time for the completion of the whole | 
railroad to the Sabine River, and within which time only could 
second mortgage bonds be guaranteed according to law, expired oe 
January 18th, 1873. The limitation of time for the completion | 

of the first forty miles, expired on the 18th of January, 1871. 


The construction of the railroad, west of New Orleans, was 


_ commenced at Westwego, opposite the western boundary of the | 


city, in the latter part of May, 1870. Tracklaying was com- 
- menced at the Same point about the 1st of December, 1870. At 
| the end of January, 1871, not quite (15) fifteen miles of track 
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-had been laid. The first forty miles of track were completed on or 


about the 2d of am 1871, and the — certificate was 
given: 


NEw ORLEANS, MOBILE AND CHATTANOOGA R.R. Co. 


New Orleans, ait 5, 1871. 


To His: Sealine Henry Clay Warmoth, 
Governor of the State of Louisiana: 


Sir—This is to certify that forty (40) continuous miles of 
track of the main line of the New Orleans, Mobile and Texas 
Railroad, commencing on the right bank of the Mississippi River, 
opposite New Orleans, and thence extending westward, are com- 
pleted, and trains are now running thereon. 


Henry Van Vleck, 
Chief Engineer. 


was to the Lafourche, at Don- 
~ aldsonville, on the 17th of May, 1871. 


On the 18th of April, 1871, a “joint resolution” of the Gen- 
eral Assembly of Louisiana was approved by Gov. Warmoth, “To 


authorize the New Orleans, Mobile and. Chattanooga Railroad 


Company to change the name of said corporation, and to regulate 
its contracts, obligations and securities under this name.” 


This resolution authorized said corporation to “change its 


- corporate name... to the ‘New Orleans, Mobile and Texas Rail- 


road Company,’ ” and made “all obligations, contracts and con- 
veyances... equally operative for and against the said corporation 


by the name hereby authorized, as if.made under the name men- | 


tioned in the act of incorporation; and that the bonds to be issued 
by the said corporation, under an act entitled ‘An act to expedite 


the construction of the railroad of the New Orleans, Mobile and — 


Chattanooga Railroad Company, in the State of Louisiana,’ 


approved February 17, 1869, may be issued by the said corpora- 


tion by its new name, and may be indorsed and guaranteed when- 
ever the said corporation shall, from time to time, complete ten 


miles of its road in the manner Sromee for in the act afore- 
mentioned,” etc. 


In accordance with the construction given to said “joint 
resolution,” No. 94 of 187 1, $750, 000 of the second mortgage 
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bonds of said company, “being for the first six sections. of re 


miles each,” were guaranteed some time during the summer of 
1871. 


In the Auditor’s report for 1871, it is stated that “said bonds 
have been guaranteed and included in the contingent debt of the 
State,” but, as the Auditor has no record of their guarantee and 
issue, the precise date is not known, officially, to the Auditor. | 


The “estimate of probable expenditures for the year 1873, 7 
in the Auditor’s report for 1872, includes the item of “interest 
on the bonds issued to the New Orleans, Mobile and Chattanooga 
Railroad Company, act 26 of 1869,” amounting to $60,000, which 
shows that he anticipated that the State would be called upon 
to pay said interest. The coupons of October, 1872, and of April, 
1873, on said bonds, have, indeed, been presented for payment, 
and it is presumed have been paid. Sixty days’ default on the 
part of the company to pay this interest, rendered the road liable _ 
to seizure and sale by the Governor. (under section 6 of the act 


No. 26 of 1869), to protect the State. Bc, it may be asked, has 
this not been done? _ 


Said “joint repolution,” No. 94 of 1871, under which $750, 000 
of bonds were guaranteed by the Governor—for each “ten miles” 
instead of for each “forty miles” of completed railroad—is clearly 
and unmistakably in violation of articles 114 and 115 of the 
present State constitution, which declares that—“Every law shall 
express its object or objects in its title;’’ and that “No law shall 
be revived or amended by reference to its title; but in such case 


the revived or amended section shall be re-enacted and pubiiehes 
at length.” 


Certainly the “object,” to have the State guarantee the com- 
pany’s bonds for every ten miles, instead of for every forty miles 
_of road completed, is a very important one indeed, and this 
“object” i is not expressed in the title of this “‘law.”’ 


Again, the amended section of the act No. 26, of 1869, is 
not “re-enacted and published at length,” as required by article 
115, and only the title is referred to, in this attempt to amend the — 
law of 1869. In every particular, therefore “joint resolution 94,” 


violated and disregarded said articles 114 and 115 of the State 
constitution. 


‘ 
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- Inasmuch’as the State’s guarantee of the whole issue of $750,- 
000 of second mortgage bonds seems to have been made under the 
construction given to joint resolution No. 94, and, as under a 
strict construction of the “conditions” of act 26 of 1869, no 
guarantee of any bonds at all could have been given, the question 
arises whether the whole issue of guaranteed bonds was ‘not 
illegally indorsed by the Governor of. Louisiana? 


--It has been stated that in the month of March, 1873, a still 

further State indorsement of $125,000 of bonds was given to said 
railroad company for “ten miles of railroad completed, with the 
rails laid thereon,” west of Bayou Lafourche, notwithstanding 
- that said ten miles of track was not laid until about the 10th — 


of March, 1873; that the final-limit for the completion of the 


whole road to the Texas boundary had expired on the 18th of 


_ January previously, and that the act No. 26, of 1869, provided 


that “none of said second mortgage bonds, for, or upon that por- 
tion of said main line of railroad, not constructed within the time 
limited, shall be guaranteed by the State of Louisiana.” 


It is not considered that this was done otherwise than in 
ignorance of what was said limit of time, but, this last guarantee of 


~ $125,000 of bonds was given without any warrant of law what- 


The is a of the on which, it is 
eae | the Suareee of this last ten mile batch of bonds was 
given: | | 


oF LOUISIANA 
OFFICE OF THE BOARD OF ENGINEERS 
New Orleans, March 10, 1873. 


; To His Excellency W. Pitt Kellogg, Governor of Louisiana: 
_“Governor—lIn pursuance of your directions of the 8th inst., 


~ I have inspected that portion of the New Orleans, Mobile and 
Texas Railroad recently completed westward from the Bayou 

Lafourche, and found over ten miles of new track in good adjust- 

ment and running order. The ties have been placed at thirty inches 
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from centire to centre, and they average a ten inch “Se The rails 
are thirty feet in length, of good weight for a level road, and are 
joined by two hole and bolt fish-bars. 


“The grading of this ten miles was completed sesarail months 
ago, and is of full height and crown, and I see no reason why the 
law has not been fully complied with, in the construction of the 
ten miles of the N. O., M. and Texas Railroad westward from 
’ Lafourche. I have the honor to be, your obedient servant, 


“M. JEFF THOMPSON, 
“Chief State Engineers.”’ 


According to law, these guaranteed bonds had to be “num- 
bered consecutively.” The numbers of the first issue, in 1871, | 
must therefore run from 1 to 750, inclusive, and of the illegal © 
issue in March, 1873, from 751 to 875, inclusive. It was stated in 
the New Orleans Times, of September 6, 1873, that “within the 
past few days a considerable number of coupons to Louisiana 
bonds have been presented for payment, purporting to have been | 
issued under the provisions of act No. 26... of 1869, and act 
No. 31... of 1870, which the Auditor declined to recognize, be- | 
cause their numbers seem to indicate that they are excessive | 
issues and therefore unauthorized.” “The excessive issue of bonds, 
indicated by th¢ numbers of the coupons presented for payment, is — 
thought to be in the neighborhood of $300,000. Payment of these 
coupons has, of course, been refused.” 


As the Auditor only recognizes the issue of $750, 000 of 
“guaranteed bonds,” and $875,000 have been issued, a portion of 
the “excessive issue” above mentioned can be accounted for, but 
not all. Inquiry shows this much only: A banking-house in New 
York sent 264 “guaranteed bond” coupons here for collection, 
amounting to $10,560. Half of these coupons (132) fell due Octo- 
ber 1, 1872, and the remaining half (132) on the 1st of April 
1873. The numbers exceeded 750, but precisely what. said numbers > 
were could not be learned. The payment of these coupons was 
refused and they were returned to New York. If the numbers of 
the coupons so rejected indicated bonds numbered 300 higher than. 
750, or 1050, the excess beyond 875 was certainly “unauthorized.” 
We know only of an issue of 750 bonds in 1871, and of 125 in 
March, 1878, or of 875 in all, and that the last were unauthorized 
by the act No. 26 of 1869. Bonds with numbers higher than 875, 
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(“second mortgage guaranteed,”) if such exist, were fraudulently 


issued of course. “Subsidy bonds,” so called, issued under act No. 


81 of 1870, should be of no higher number than 750, for only | 
$750,000 of them were ever issued, according to law. 


In case of the sale of the western division of this railroad, 
under the first mortgage, it will be the duty of the Governor of 
Louisiana, under the provisions of section 11 of the act 26 of 1869, 
to require that the first 70 miles of same, on which the State has 
- guaranteed second mortgage bonds, shall be sold separately, and 
that the prior lien of said first mortgage shall be limited to $12, 500 
per mile for said 7 0 miles so sold separately. 


[End of installment No. 19: Daily Picayune, October x. 187 3.] 


THE NEW ORLEANS, MOBILE AND TEXAS RAILROAD—THE $3,000. 000 
SUBSIDY BY THE STATE OF LOUISIANA 


| According to act No. 26, of 1869, the guarantee of the rail- 
road company’s second mortgage bonds, by the State of Louisiana, | 
was limited “to an amount not exceeding in the aggregate 
$12,500 for each and every mile in length of the main line of its 
_ railroad, westerly from the city of New Orleans,” ... “from the © 

point ... where it shall intersect and cross the western boundary 
of the city of New Orleans,” to “the western boundary of the 
State of Louisiana, in the parish of Calcasieu,” and the prior 
lien of the first mortgage was limited to the same amount per mile. ~ 


At the date of the passage of this act, however, “the western | 
boundary of the city of New Orleans, on the left bank of the river, . 
was at Toledano street, about three miles east of the lower line © 
of the city of Carrollton (the present boundary), and it was 
originally intended, probably, that said boundary line should be 
the dividing point between the eastern and western divisions of 
this railroad, with the ferry, across the Mississipi River, within | 
the western division. At that time it was not proposed that there 
should be any “break,” or difference of gauge, in the roads east 

‘and west of the river. Indeed, the order to lay the track, west of 
the Mississippi River, to a gauge of four feet eight and one-half. 
inches, instead of five feet, the gauge of the road eastwardly to 
Mobile, only came just as the work of track-laying was about 
to commence, early in December, 1870, at Westwego, the adopted 
initial point on the west or right bank of the river. In 1869 there 
_ was no “western boundary of the city of New Orleans” on that 
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side of the river, but now—since the town of Algiers has been — 
included within the limits of New Orleans—said “western 
boundary,’ on the “right bank’’ is that of the parish of Orleans, 
or of the town of Algiers (now the Fifth District of New Orleans), 
about seven miles below Westwego, the adopted point of beginning 
of the New Orleans, Mobile and Texas Railroad west. Said rail- 
road “westerly of the city of New Orleans,” therefore, does not — 
cross or intersect the western boundary of New Orleans at all, 
but, as located and partly constructed, it begins at Westwego, in 
the parish of Jefferson, directly opposite the present boundary 
line—established by act No. 7, approved March 16, 1870—between 
the cities of New Orleans and Carrollton, and about three miles 


‘west of the former boundary line, at Toledano street. At first, | 
it was intended to locate the terminus of this railroad on the right | 
_bank of the Mississippi River, at the Millaudon plantation, about 


two miles below Westwego, and the expectation thereby of build- 
ing up an important town or city, opposite the present Sixth 
District of New Orleans, may have been an inducement to Oakes 
Ames to purchase the Millaudon place. The fact, however, that 
the river bank in front of the Millaudon place is a “caving bank,” 
and that the river is constantly encroaching there, caused the. 
adoption of the location at Westwego, further up the river and 
above the Barataria and Lafourche Canal. 


The distances by the line of this railroad, as loeated in 1869 
and 1870, are as follows: Westwego to Bayou Lafourche, at 
Donaldsonville, 57 miles, or a little more than 60 miles from what 
was the Toledano street western boundary of New Orleans in 
1869; Bayou Lafourche to the crossing of Lower Grand River, 21 
miles; Grand River to Vermilionville, 4214 miles; Vermilionville | 
to the Texas side of the Sabine River, 10034 miles. Total distance 
from Westwego to the Texas boundary, about 22114 miles. 


The assumed distance for the issue of bonds to an “amount 
not exceeding in the aggregate $12,500” per mile of main line, 
(according to act 26, of 1869,) under the first and pacoats mort- 
gages, was 226 miles. 


Said first and second mortgages were executed to secure ee 
issue of $2,825,000 of first, and the same amount of second mort- 
gage bonds, or $5,750,000 in all; which is $25,000 per mile on. 
226 miles of main line, instead of 22114 miles. 
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_ The distance from the Sabine River via Beaumont, by the 
new located line, to Buffalo Bayou, in the city of Houston, Texas, 
' was ascertained to be about 10314 miles, and from the same point 
to Beaumont, and thence, via Liberty, by the old line of the 
Texas.and New Orleans Railroad, to. Buffalo Bayou, in Houston, 

about 108 miles. 


By an act, No. 31,.approved February 21, 1870, very #mpor- 
tant, and also very extraordinary and unprecedented rights, 
grants and privileges were conferred upon this company. Indeed, 
it seems to us now that the Legislature and ruling authorities of . 
Louisiana were ready at that time to grant all or anything which | 
the managers of this corporation chose to ask for. We do not pro- — 
pose, however, to discuss the question—why this remarkable 
_ liberality was manifested, or how it was secured; had this railroad . 
been completed, very few, if any, would have cared to inquire. 


Section 1 of said act ratifies and confirms certain ordinances 
of the city of New Orleans, adopted February 16 and Novem- 
ber 15, 1867, and June 17, 1869, relative to right of way through 
and the opening and grading of Claiborne and other streets for 

. Said railroad, and requires the city, “without further delay” and 
“within five days after demand made upon the Mayor by the said 
company, ... to open, grade and fit the said streets for the pur- . 
pose specified in said ordinances.” In case of neglect or refusal by 

the city to comply, it was made the duty of any court of competent 
jurisdiction to compel compliance; or the company might do the 
work and recover all costs, charges and expenditures from the 
city. | 

Said work of grading their railway embankment, etc., from 
Elysian Fields street to Lafayette Avenue, on theline of the pro- 
longation of Claiborne street from St. Bernard Avenue, was done 
by the railroad company, and under ordinance No. 740, A. 8., of 
February 16, 1871, the city of New Orleans paid $35,000, in the 
usual “certificates of indebtedness,” for same to said company. 


Also said company was “authorized and empowered to locate, 
| construct, maintain and use a railroad” through Elysian Fields 
_ »°—~” street, from the Levee to the line designated for the extension of 
| Claiborne street, and to prevent anticipated interference, it was 
added that no city ordinance “heretofore passed, or which may 
hereafter be passed, ... and no act of any party or parties whom- 
-gsoever, and no act of any court or judge, heretofore done, or which 
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may hereafter be done, shall be of any force or validity to prevent 
the location, construction, maintenance and use” of said railroad 
through and in Elysian Fields street. “And the said company is 
hereby authorized and empowered, without f urther authority than 
is given by this act, to remove from the said banquettes any 
material or structure which it may deem necessary to remove (the 


track of the Pontchartrain Railroad, and the old Pontchartrain 


depot at the head of Elysian Fields street, were afterwards 


removed) , in order to construct its said tracks” of marond 1 in said 
street. 


The Ponchartrain obtained a 
ment against the city of: New Orleans for $40,000 damages 


sustained by said company in the forcible removal of the old depot 


of said company, at the head of Elysian Fields street, under an 


order granted by the Mayor of New Orleans, in favor or at the | : 


instance of the N. O., M. and C. R. R. Company. | : 
Section 2 provides “That the said company, its officers or 


“employees, shall not in any case be liable for any debts contracted 


or liabilities incurred” by its contractors, nor “for any injury to 
person or property, or loss of life which shall be caused by any 
act or omission” of said contractors, “or their employees or 
agents.” Also that the company might, in certain cases, retain 


- moneys due to its contractors, and pay the same to their em- 


ployees, or to sub-contractors, or for materials furnished, etc. 


Section 3 provides that “said company, -its officers or em- 
ployees, shall not be liable in any sum whatever, of damages or 
cost, ... for any injury to the person or loss of life, or injury to, 
or detention or loss of baggage,” sustained by “free passengers”’ 
or by “its employees,” and ‘‘caused by any accident or alleged 
carelessness or negligence on the part of said company, its officers 
or employees.” Also that said company shall make “no distinction 
or discrimination .. . on account of race, color, or previous con- _ 
dition, between the persons employed, .. . or between passengers, 
either in. . . railway carriages, . . . depot buildings,.or upon... 


ferry boats, within this State.” 


Section 4 grants “the right to locate, construct, maintain 
and use a ferry landing for its ferry ... across-the Mississippi 
River, ... at and upon any wharf and batture rights” in New 


Orleans, or the City of Jefferson or Carrollton, which it may | 


acquire for said apse Also the right to construct and use a 
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passenger depot—not exceeding 500 feet in length—on Claiborne 
street. Also the right to construct, maintain and operate branch 
railroads from the company’s main line in the parish of St. Martin, 
or Lafayette, to Shreveport, in the parish of Caddo, via Alexan- 


_ dria or near it, in the parish of Rapides, and from the main line in 


the parish of Iberville “to any point on the Mississippi River, in 
the parish of West Baton Rouge;” and, it is added, “‘all the powers, 
privileges, grants, guarantees and franchises, which have been 
heretofore granted, or which are by this act granted to said com- 
- pany, for the construction, maintenance and use of its main line 
of railroad within the State of Louisiana, westerly from the city 
of New Orleans, shall be and are hereby made applicable to the 
said lines of railroad to Shreveport, and to said point in the parish 
of West Baton Rouge: Provided, however, that such of the pro- 
visions of the act” No. 26, of 1869, “as relate to the guarantee 
of the second mortgage bonds of said company, shall be applicable 
only to such parts or portions of the said lines of railroad to 
Shreveport and to . . . West Baton Rouge as shall be surveyed, 
located and constructed within five years from and after the 


acceptance of this act by said company,” or not later than 
May 22, 1875. 


Section 5 confirms certain prior rights erential in section 
15 of the act No. 26 of 1869, to “locate, construct, maintain and 
use a passenger depot .. . upon that part or portion of the Levee, 
-- or streets and wounds in the city of New Orleans (and the prop- 
erty of the city), bounded by Canal, Delta and Poydras streets, — 
_ and a line parallel to and one hundred and fifty feet easterly from ~ 
_ Delta street—and for the construction of a freight depot and 
for other purposes of its legitimate business, to inclose and occupy . 


-. the blocks of ground, parts of streets and portions of the Levee, . .. 


bounded by Girod, Water and Calliope streets, and a line parallel | 
to the 290 feet easterly from Water street.” It is asserted that 
the “Mayor and Common Council of said city (New Orleans) 
and all the municipal authorities thereof are hereby prohibited 
from, and declared incapable of passing any ordinance or doing 
or authorizing any act interfering with the said grant (of city 
property to thé railroad company by the State) or in any way 
obstructing the enjoyment thereof by the said company, or of 
any benefits or advantages to be derived therefrom.” 
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Section 6 provides “that all that portion of the levee or streets 
and grounds in the city of New Orleans,” bounded by Canal street, 
Water street, Girod street, and the Mississippi River, shall be and 
“is hereby especially dedicated to public use, and no part of said 
lands, or of the accretions and wharf in front of the same, shall — 
ever be enclosed or built upon, or granted for ferry landings, or 
exclusively appropriated or used by any individual or individuals, 
corporation or corporations, or by the municipal authorities of the 
city of New Orleans; provided, however, that the said (railroad) 
company may construct, maintain and use, across or upon said 
lands, or any part thereof, its railroad tracks, turnouts and 
switches, from its main tracks on Water street, as 
sary for purposes of ingress to or egress from its/depots.” 


Said section. further prohibits the Commof Council from | 
“passing any ordinance, making any grant, entering into any 
contract, or doing any act inconsistent with the provisions of this 
section, . . . or which shall —" or hinder the laying of the 
tracks of the railroad of the said . . . company,.within the corpo-_ 
rate limits of the city of New Ovleans, upon the lines or routes . 
authorized by the State of Louisiana.” 


Section 7 provides “That in order to invite immigration to > 
_ this State, extend the cultivation and increase the products of 
that part of its territory lying west of the Mississippi River, | 
augment the commerce and growth of the city of New Orleans, 
and promote the general prosperity of the people of this common- 
wealth, (very laudable objects all,) it is of vital importance that 
the railroad of the said N. O., M. and C. R.R. Company be 
extended westerly from the city of New Orleans, .. . to the city 
of Houston, in the State of Texas . . . within the shortest practic- 
able time.” “TJ’o induce the said company to so extend its said 
railroad, and incur the inconvenience and increased cost of a 
speedy construction of the same, and to insure its construction and — 
opening for traffic between said cities of New Orleans and Houston 
within the time hereinafter specified, this State doth grant and 
will pay and deliver unto the said company the bonds of the State 
_ to the amount of $3,000,000, the same to be made and delivered 
at the times, upon the terms and conditions, and in the manner 
hereinafter 


Bonds to be “signed by the by 
the Secretary of State, and sealed with the seal of this State,” 
“provided that all fees for affixing the seal of the State shall be 


\ 


History of the Railroads of Louisiana 1279 


paid by the company.” Bonds to “be numbered consecutively, and 
registered in the books of the Auditor and Treasurer, and payable 
to said company or bearer, in forty years from their date, with 
interest at the rate of eight per cent per annum, payable semi- 
annually, on the first days of January and July of each year, in 
the city of New York, for which interest coupons shall be attached 
_ to said bonds.” Coupons to have “a fac simile of the signature of 
the Treasurer of this State, as such, and be stamped with the 
number of the bond to which it shall be attached.” Company to 
“file in the Secretary of State’s office,” “within ninety days from 
the passage of this act,” “the evidence of its acceptance” of its 
provisions, “and agreement on its part to perform such acts and 
conditions as are herein contained.” Governor to deliver $750,000 
of said bonds when the “company shall have constructed its rail- 
road from a point on the right bank of the Mississippi River, oppo- — 
site either of the cities of New Orleans, Jefferson or Carrollton, 
to the Bayou Lafourche at or near Donaldsonville;’” and another. 
- $750,000 when constructed to a point at or near Vermilionville; 
another $750,000 when constructed to the Sabine River, and the 
remaining $750,000 when constructed to a point “at or near the 
city of Houston in the State of Texas.” 


- But this grant was to be made “‘to the said company upon its 
express agreement made and entered into by the vote of its Board 
of Directors, attested and filed as hereinafter provided, that the 


- said company will construct that portion of its said railroad to 


be constructed between the Mississippi River, opposite the city 
of. New Orleans, or the city of Jefferson or Carrollton, and the 
Sabine River in the direction of Houston, and open the same for _ 
traffic within three years from and after the filing of said agree- 
ment on the part of said company.” 


: Said agreement was to be “signed by a majority of the © 
directors of said company,” and filed in the office of the Secretary - 
of State “within ninety days from the date of the passage and 
approval of this act.” 


The railroad, fren the Sabine River to Houston, » was to be 
completed “within six months” after the time specified for the 
opening of the road to the Sabine, “provided, that the Legislature 
of Texas shall, in sufficient time for such construction thereof, 
make such provisions as the said company shall deem sufficient to 
warrant the construction of its said railroad from said Sabine 
River to the city of Houston, within the time herein last afore- 
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said ;” and “in the event that the said company shall fail to con- 
struct its said railroad from the Mississippi River, opposite the 
city of New Orleans, ... to the said Sabine River, within the time 
and in the manner aforesaid, then the company shall not receive 
any further issue or installment of said bonds, and shall be bound 
to return to the Treasurer of this State to be cancelled, .. . all 
bonds which shall have been issued to said company under the 
authority of this section (no. 7) of this act, and which, at the 
time of such failure shall be owned or held by the said company, 
and to pay into the treasury of this State swch a sum as the bonds 
which shall have been received and disposed of by said company, 
shall have been sold for, whether payment therefor shall have been 
- received by said company in money, labor, materials, rolling stock 
or other valuable consideration.” _ | | 


After the issue of any portion of said bonds, an annual tax 
of “one mill on each dollar of the valuation for each year, of all 
the real and personal property in this State subject to taxation” 
was to be assessed, levied and collected to pay “the interest as it 
shall accrue on said bonds,” etc., “and such tax shall continue 
to be so assessed, levied and collected in each and every year’’— 
it ~ declared—“until all the interest and principal of said bonds © 

. shall be fully paid.” Failure to complete the road from the 
Sabine River to Houston was not to release the State from its 
obligation to issue bonds to the Sabine, provided that SO much of 
the road was completed in time. 


Said act No. 31 of 1870, was approved on the 21st of Feb- 
ruary. The ninety days allowed for the filing of the “written 
acceptance of and agreement to perform the provisions of this 
act,” expired May 22, 1870. The “‘three years” from and after the 
date of said acceptance, (allowing the full ninety days for same, ) 
for the completion and opening of the whole road to the Sabine 
River for traffic, therefore, expired on the 22d of May, 1873. On 
that day the obligation of the State of Louisiana to issue “subsidy” 
bonds, ceased; the railroad company’s right to require a further 
issue no longer existed, and it was bound, under the law, to return 
the $750,000 issued August 21, 1871, on the road to Donaldson-— 
ville; or a sum equal to that for which they were sold. The.imme-_ 
diate and “speedy construction” of the railroad to Houston, Texas, 
which was the professed object for which this three million 
subsidy was granted, has not been accomplished, but one mill for 

every dollar of the assessed value of all taxable property has been 
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added to our state taxes. The annual interest on the $750,000 of 
“subsidy” bonds issued amounts to $60,000, or $5000 per month; 


_an amount not very much less than the gross earnings of the rail- 
road to Donaldsanville. 


| Seven hundred and fifty bonds of $1000 each, neiciiiidean from a 
1 to 750, inclusive, and dated July 1, 1871, duly signed and sealed, 


were issued on the 21st of August, 1871. | 
Seven hundred and fifty thousand dollars is not very far from Ee 


half the actual cost of this railroad to Donaldsonville. 


| It is stated that coupon No. 1, on said bonds was detached 
and cancelled before their issue; that coupon No. 2 was changed 


from $40 to $10, and that numbers 3 to 80 inclusive, good for $40 
each, remained. 


On the 6th of J une, 1873, all of the aii property, rights, 
grants and franchises of the New Orleans, Mobile and Texas 
- Railroad Company, east and west of New Orleans, were sold at 
public sale by the trustees of the Mobile division second mortgage 
bondholders. By said sale the said company ceased to exist as a 
corporation. Such rights and franchises, as it then had, may have 
‘passed to its successors, but, as said company then had no right 
to a further issue of “subsidy” bonds, of course that right, which 
it had not itself, could not be transferred to its successors. The 


right to a further issue was a dead franchise, and what is dead 
cannot be revived. 


In July last watt was instituted by Acting pres General 

J. Q. A. Fellows in the Superior District Court of the parish of 

- Orleans for the return of the $750,000 “subsidy” bonds and 

interst, or for the money for which they were disposed of, accord- 
ing to the terms of section 7 of the act No. 31 of 1870. | 


: It has been reported, how correctly we are unable to state, 

that it was to be proposed to the people of New Orleans to sub- 
scribe an amount sufficient to furnish rails and fastenings for 
the unfinished road from near Bayou Goula to the Sabine River— 
- about one and a half million dollars would be required for this— 
to a new company to be organized among the bondholders of the 
old company, and that the New Orleans subscribers should receive | 
the remaining $2,250,000 of State “subsidy” bonds (assuming 

that they can be legally issued): for such subscription. But, as 

the authorization for a further issue of “subsidy” bonds does not 
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exist, and as it cannot be revived by any new law without violat- — 
ing the constitutional limitation of the State debt, we fail to per- © 
ceive any merit in the proposition, even if contemplated. 


It is about time, it would seem, that we should cease to 
depend upon strangers, non-residents and non-interested parties, 
to build our railroads for us. 


Woe to the people of Louisiana and New Orleans, if they are 
never to learn that their fate and future is and ought to sce ~~ 
their own hands. 


_ [End of installment No. 20: Daily Picayune, October 19, 1873. | 


THE NEW ORLEANS, ‘MOBILE AND TEXAS “RAILROAD” 


THE $2,500,000 STOCK SUBSCRIPTION BY THE STATE OF LOUISIANA 


“TO SECURE THE CONSTRUCTION OF THE ROADS . - FROM VERMIL- 
IONVILLE TO SHREVEPORT”’ 


By an act, No. 95, approved April 20, 187 1, entitled an act 
“To relieve the State from its obligation to guarantee the second 
mortgage bonds of the New Orleans, Mobile and Chattanooga | 
Railroad Company, under an act of the General Assembly, a 
proved February 21, 1870, by the subscription on the part of > 6 
State to the capital stock of said corporation, and to regulate the 
conditions of such subscription, and to secure the construction of 
the road of said corporation from Vermilionville to Shreveport,” 
the Governor of Louisiana was “authorized to subscribe for 
twenty-five thousand shares, of one hundred dollars each, of the 
capital stock of said corporation on behalf of this State, and to 
receive the certificates of stock therefor as payment shall be made 
for same, which certificates shall be deposited by him in the 
office of the Treasurer of this State, and shall not be assignable 
or transferable except by the authority of the General Assembly.” 


It is stated that this “subscription for stock and the issue — 
_ of bonds therefor” was “intended to extinguish the obligation of 

the State to indorse or guarantee the second mortgage bonds of 
said corporation, under the act’”—No. 31 of 1870—and to operate 
“as a discharge of either party from all obligations for the issue, 
indorsement, guarantee and security of said mortgage bonds, as 
provided in the fourth section of said act.” “Before the complete 
issue of the said bonds,” ($2,500,000 for stock,) the railroad com- 
pany was required “to file with the Secretary of State a full 
release and acquittance of the obligation of the State so created, 
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(by section 4 of the act No. 31 of 1870,) to guarantee said mort- 
_ gage bonds,” under the provisions of act No. 26 of 1869, which 
~ established the “condition precedent” that this guarantee could 


_ .be given only after the completion of each forty miles of railroad 


—“for which (guarantee) the provisions of this act-(No. 95, of 
1871) are designed as a substitute and discharge.” “And (it is | 
added) the said corporation shall by its express agreement, made 
_and entered into by the vote of its Board of Directors and attested - 

by its seal and the signature of its secretary, obligate itself to 
commence that part of its railroad from Vermilionville to Shreve- 
port within six months, and to complete the same within the time 
limited therefor in the said act of the General Assembly” (No. 31, 
of 1870), or by the 22d of May, 1875. “Provided that the said 
corporation may purchase from this State the said shares of stock 
at their par value, at any time prior. to the maturity of the bonds 
- issued therefor, and may pay for the same in lawful money (!) 
or in any of the bonds of this State at their par value.” 


Section 2 of the said act, No. 95, of 1871, provided that in 
“payment of said (stock) subscription, bonds of this State shall be 
issued, signed by the Governor and Secretary of State, and sealed | 
_ with the seal of the State, payable not less than thirty-five, nor 

more than forty years from their date, with interest at the rate . 


of eight per cent,”’ payable on the first days of January and July 3 | 
in each year. The coupons were to bear the fac simile of the © 


signature of the State Treasurer, and to be payable in the - 
city of New York, but, no provision was made for.registering the ~ 
bonds, and none for their “consecutive numbering.” The writer - 
was informed by the officials in the State Auditor’s office, that 
there was no record in said officevef the issue of said $2,500,000 
of bonds for stock, but that the te Treasurer had the certifi- _ 
cates of stock, of the railroad company in his possession. _ 


Without a registry of said bonds, with only a facsimile of the 
State Treasurer’s signature to the coupons, if said bonds were not 
“consecutively numbered’’, there would seem to be no check what- 
ever against an over issue, or an over presentation of interest 
coupons for payment. 


Section 2 also provides for the Seinen of a State tax of 
“one mill on each dollar of the valuation, for each year, of the 
real and personal property in this State subject to taxation,” to 
pay the interest on said $2,500,000 of bonds. It is provided further 
that the “moneys” received from said tax—‘“and all moneys re- 
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ceived from company for dividends on said (!) shall 
be applied in each and every year, first, to the payment of the 
interest, as it shall accrue on said bonds, and the balance in each © 
year shall be applied to the purchase of said-bonds; and such tax 
shall continue to be so assessed, levied and collected in each and 
every year, until all the interest and principal of said bonds... 
shall be fully paid.”’ Said interest alone amounts to $200,000 per 
annum, or $16,666.66 per month, and as the stock in said road, | 
since its sale in June last, is without value, even if it had any 
marketable value at the time when the State subscribed for 
twenty-five thousand shares of it at par, it is certain that no 


dependence can now be placed on “dividends,” for a reduction 
of this tax. 


According to the State Auditor’s report for 1872, the “total — 
amount of assessment of all taxable property” in the State for 
1872 was $228,666,653.62. A tax of “fone mill on each dollar” on 
this valuation, allowing the whole amount to have been collected — 
and paid into the treasury, with no expenses for collection, would — 
yield annually $228,666. As the annual interest on $2,500,000 at 
8 per cent is $200,000, only $28,666 would remain as the annual 
“balance,” with which to purchase and cancel bonds. At that rate 
about eighty-seven years would be required to extinguish the - 
principal of this bonded debt, while final payment would be due | 
in not “more than forty years.”’ Is this what is called “adequate 
ways and means for the payment of the current interest.and of the 
principal when the same shall become due,” which article 111 of 
‘the State constitution requires shall be provided “in the law 
creating the debt?” 


Section 3 provides that the or of the State for the 
time being, or-his proxy, and another director to be designated 
by the Governor,” shall represent the State stock at corporate 
meetings of the stockholders, and at meetings of the board of 
directors, “but that the directors thus appointed shall not vote 
in the elections of the board of directors.’”’ That is to say: the 
bondholders of this company (and it is a mooted question whe- 
ther this company was not in reality a partnership of bond- 
holders,) were each entitled to ten votes for every one thousand 
dollar bond held and registered by them, at all elections, but the 
State of Louisiana was not to be permitted to vote even on its 
stock. How many other stockholders there were, besides the 
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State of Louisiana, who did not receive mortgage bonds (or cer- 
tificates entitling them to receive same,) in addition to stock, for 
their subscriptions, or advances, or loans, is not known. Certainly 
the State of Louisiana, which had dealt with such extraordinary 
and prodigal liberality towards this company, professedly, at 
least, for. the purpose of securing a railway connection with 
Texas and with pay ery should have been equally favored 
with the other . . . stockholders. 


There is no <a clause to this act, No. 95 of 1871, and 
it was made to “take effect from and after its passage.”’ As the 
act was approved April 20, 1871, and as, according to the State 

_ Auditor’s published statement E, “of liabilities in bonds, classed 

- as debts proper of the State,” in his report for 1871, the whole of 
said $2,500,000 of bonds were dated—and it is presumed were 
issued on—the 21st of August, 1871, or the next day after the 
approval of the act; certainly it was made to take effect imme- 
diately after its passage. 


And again, inasmuch as, eaeasiie to the provisions of sec- 
tion one of the act, “before the complete issue of the said bends” 
for stock, the company had “to file with the Secreta tate a 
full release and acquittance,” etc., and “its express agrepment 
made and entered into by the vote of its Board of Directors, and 
attested by its seal and the signature of its secretary,” etc., and as 
said board held its meetings in New York city, where also was its 
seal and secretary, the question arises: How was all this done so 
_ quickly after the passage of said act? Was the telegraph brought 
into requisition? or had the required “release and acquittance”’ 
and the “express agreement” been prepared beforehand, ready 
to be dated? Judging by the date in the State Auditor’s report 
(and it is to be presumed that the bonds were not ante-dated), 
only twenty-four hours intervened between the passage of the act 
and the issue of the bonds. 3 


The act No. 26, of 1869, provided for a guarantee of bonds, 
the provisions of which extended to the proposed branch railroads 
to Shreveport and West Baton Rouge, by the act No. 31, of 1870, 
both of which acts are referred to in and are set aside by the 
act No. 95, of 1871, contained several, to the State of Louisiana, 
very important “conditions precedent,” before or without the 
fulfillment of which the State was not to become liable as an in- 
dorser of bonds. There were important provisions also for the 


4 
| 
y 
| 
{ 
| 


1286 The Louisiana Historical Quarterly 


protection of the State in case of the inability or bed faith of 
the railroad company, and of its failure to meet its obligations, 
whereby the State, as an indorser, was to become responsible. 


The State’s obligation, conditionally, to indorse bonds for the | 
main line of the railroad from New Orleans to Texas, on the 
_ route to Houston, was—by act 31 of 1870—made “applicable only 
to such parts” of the aforesaid branch lines as should be “sur-— 
veyed, located and constructed within the time” fixed, or prior to 
May 22, 1875. 


All the provisions of the act 26 of 1869, except « as to limitation 
of time, were, by the act 31 of 1870, made applicable to the Shreve- 
port and West Baton Rouge branch lines ; therefore, the railroad 
company was bound by said acts— : 


1. To survey, locate and construct said lines within a limited 


time, under penalty of forfeiture of the State’s Seaton to lend 
its credit to the company. 


2. To complete a continuous forty mile niations of the Shreve- 
port branch, or the whole of the West Baton Rouge branch, or 
both, before the State could be called upon to indorse any of the 
company’s second mortgage bonds, and, thereafter, to complete 
the remaining forty continuous miles sections in advance of the 
indorsement of the bonds for same: 


3. To pay the interest, as it accrued, on said so indorsed 
bonds, under penalty, if the default continued for sixty days 
after demand for payment of said interest on any one or. more of 
said bonds, of having the complete road, on which the State had 
guaranteed bonds, seized and sold by the Governor. In such case, 
all prior liens were to be limited to $12,500 per mile, in first 
mortgage bonds, and the accrued interest thereon. 


4. To submit, in case of a sale under the first os to 
a separate sale of the completed road, for which the State had . 
indorsed bonds, and the limitation of all prior liens to $12,500 in 


first mortgage bonds, and interest thereon, per —_ of road so sold 
separately. 


As a well built railroad, completed and equipped, on so im- 
- portant a line as this would probably sell for much more than 
$12,500 per mile of road, (the old Opelousas road sold for more 
than $25,000 per mile,) it is apparent that the State was, in part 
at least, protected against loss, provided that the provisions of | 
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the law were duly enforced by the Governor of the State against 


‘the company in case of its iauure to comply strictly with the 
terms thereof. | 


In October, 1871, or just before the expiration of the limit of 

time fixed by act 95 of 1871, for the commencement of the “rail- 

~ road from Vermilionville to Shreveport,” a small portion of the 

line was located, and a few hundred feet of the roadway embank- 

ment was graded, near Vermilionville, by direction of the Presi- 

dent of the company; but since that time nothing has been done, 
either to survey, locate or construct said branch railroad. .< 


Under the conditions and according to the conditions of the. 
acts 26 of 1869 and 31 of 1870, it is certain that the State debt of 
Louisiana would not have been increased one dollar to the present . 
time, and probably never, on account of the proposed branch rail-. | 

roads, and had it been, the completion of the railroad, in part at 
least, would first have been and the State's 
liability well protected. a 


| The act, No. 95 of 1871, whith conjains no “repealing clause,” 
establishes entirely new conditions and provisions, and such as — 
are in every respect contrary to and irreconcilable with the terms, 
conditions and provisions of the acts No. 26 of 1869 and 31° of 

_ 1870. Under the latter, the State was only to assume a contingent | 
liability, as an indorser, after the railroad was constructed, with. 
good mortgage security against possible eventual loss. Under the > 
new act (passed and approved long after the constitutional limi- 
tation of the State debt had been exceeded, when, according to the 
decision of the Supreme Court, no “new debt could be created”’) 
the State was immediately saddled with an entirely “new debt,” 
created for the purchase of stock in a company already embar- 
rassed and laboring under an enormous bonded debt—supposed 

to be owned principally by the individual members (as indi- 

| viduals) of the company itself—in advance even of the survey 
and location of any portion of the line of the proposed railroad EF 
to Shreveport, on the simple promise of said company (as a 

- company) to survey, locate and construct said proposed railroad 

- at a future time, which it has not done. 


Under the former laws, the company was to be the principal _ 
debtor, and was to be bound to pay the interest and the princi- 
pal of the mortgage bonds it (the company) was to issue, under 
penalty, in case of failure to do so, of seizure and sale of its . 
property by the State. 
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Under the new law, the State issued bonds (for what has 
proven to be worthless stock,) and became bound as principal 
to pay the interest and principal of the bonds given for stock; 
with no security whatever, either for the building of the rcad, 
or that the stock would ever be worth anything to the State, 

the holder thereof. 


The position occupied by the State under the acts 26, of 
1869, and 31, of 1870, and the position defined under act 95, of — 
1871, are diametrically opposed to each other. In the one case 
the State was to be a creditor, and could sell the property of the 
_ stockholders. In the other case the State became simply a stock- 
holder, or debtor, and nothing more. In the one case there was, 
perhaps, a remote contingent possibility of a partial loss to the © 
State, and an increase of debt in case of and after the completion 
of a portion or the whole of a railroad on an important and much 
needed route, but in no event and under no conceivable circum-- 
stances could this debt ever have accumulated to an amount equal 
to what it became directly and immediately, under the operation of | 
the new law (the next day after its approval) a “new debt” of 
$2,500,000, bearing interest at 8 per cent payable semi-annually, 
without security, without a railroad or even a survey for one, and 
with nothing to show for the debt, but (a stock certificate for 
25,000 shares, and a duly certified resolution of a | board of diree- 

tors), say a few pieces of waste paper. 


It would seem, therefore, that the subscription for pre aad 
the issue of bonds therefor, under said act 95 of 1871, was uncon- 
stitutional, and therefore illegal, null and void. 


Attorney General A. P. Field and J: Q. A. Sa nal é. B. 
Cotton, of counsel, in their “‘petition for injunction filed Decem-— 
ber 31, 1872,” in the Superior District Court for the parish of 
Orleans, in the case of the State of Louisiana vs. Charles Clinton 
and Antoine Dubuclet, No. 369, stated that “a large number and 
amount of the appropriations of the Legislature of Louisiana, 
during the sessions thereof, in the years 1871 and 1872, are 
illegal, unconstitutional, null and void; that they were in viola- 
tion of the amendment to the constitution of the State of Loui- 
siana, limiting the State debt to $25,000,000, promulgated 
December 15, 1870, and because they were without any valid con- | 
sideration and made to persons having no legal claim upon the 
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State, to be paid out of the revenues derived from the taxation of 


the property of citizens and others owning property subject to 
taxation. 


This petition aske for an injunction to stop the payment of 
the appropriation for interest on (among many other appropria- 
tions, etc.,) the $2,500,000 of State bonds issued in exchange for 
stock in the N. O., M. and Texas Railroad Company, “on all the 
grounds heretofore generally set up; and further, because said ~ 
appropriation was a disguised donation of the funds of the State, | 
derived from the people by taxation, for the benefit of a private 
corporation, and was without any consideration,” etc. Also, to 
stop the payment of the bonds themselves, “‘because the attempt 
is made by this act to create a debt of $2,500,000, when the limit 
to the State debt, of $25,000,000, as fixed by the amendment to 
constitution, had been exceeded.” 


Truly it would have been better to have left the obligation 
of the State where it was, under the acts 26, of 1869, and 31, of — 
1870, to guarantee second mortgage bonds, at the rate of $12,500 
per mile of railroad, after the completion of each forty mile sec- 
tion on the line to Shreveport. Then, there was an inducement to 
build the road which New Orleans and Louisiana need so much. 
- After the State’s purchase of stock nothing was to be gained by 

those who received said bonds for stock, by its construction. 


State aid, so far, has accomplished very little, indeed, to- 
wards the completion of that system of railroads West and 
ON orthwest, on which the prosperity of New Orleans, in a great 
measure dépends. To insure success, our own people must as- 
sume control. 


[End of installment. No. 21: Daily Picayrine, October 26, 
187 3.] | 


THE NEW ORLEANS, MOBILE AND TEXAS RAILROAD— 


- THE $2,500,000 OF STOCK BONDS AND 
THE SHREVEPORT BRANCH RAILROAD 


Under the act 95 of 1871, as stated previously, $2, 500, 000 of 
eight per cent Louisiana State bonds were issued for stock in the 
New Orleans, Mobile and Texas Railroad Company on the 21st of 
August, 1871, it is supposed, because that is the date of said bonds 
according to the State Auditor’s report, or the next day after the 
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approval of said act, and before the commencement of even a 
preliminary survey for a location of the line of the proposed rail- 
‘*~ road from Vermilionville to Shreveport. About six months after- 
wards, in October, 1871, there was a nominal commencement of 
location and construction near Vermilionville, as the law re- 
quired a beginning of construction within six months from the 
passage of the act, but nothing has since been done either to sur- 


vey, locate or construct any portion of said branch railroad to 
Shreveport. | 


The State paid for its stock, in full, in one payment, and, . 
it is said, the State Treasurer holds a certificate for twenty-five 

thousand shares of one hundred dollars each, received in exchange 
for said two and a half millions of eight per cent Louisiana State 
bonds. The tax-payers of New Orleans and of the State at large, 
- who are expected to pay the $200,000 annual interest on said | 
bonds, and the principal at maturity, certainly have the right to 
know whether they were, by said stock subscription, placed on the 
same footing as all other private stockholders, or if it is true, as 
alleged in the petition of Attorney General Field and of Fellows 
and Cotton, of counsel, for an injunction to restrain the Auditor 
and Treasurer from paying the interest on said bonds, that said 
subscription and appropriation “was a disguised donation of the 
funds of the State, derived from the people by taxation, for the 
benefit of a private corporation, .. . without any consideration.” 


It is believed to be the truth, that at the time when this 
subscription for stock and immediate payment therefor in full, at 
par in State bonds, was made, said railroad company was not, 
strictly speaking, a bona fide stock company, and that the private 
subscribers, or partners, had received, or were entitled to receive, 
mortgage bonds at par, in addition to their stock certificates, 
without any additional payment. A prominent citizen, one of the 
very few New Orleans subscribers, recently informed the writer 
that, for his subscription towards the building of the road from 
Mobile to New Orleans, for each $1000 paid he received a $1000 
first mortgage bond, a $1006 second mortgage bond, and a 
$1000 stock certificate, or three for one. In a somewhat similar 
manner, it is said that private subscribers on account of the 
western division, from New Orleans to the Sabine River, did 
receive, or were to receive, three for one in bonds and stock... 


In the settlement with Charles Morgan, after the termination 
of the opposition between New Orleans and Mobile, Mr. Morgan 
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(and the Pontchartrain stockholders for their stock) received for 
the Mobile wharf, steamers Laura and Frances, Pontchartrain 
railroad stock, and the roadway, property and franchises west of 
-Berwick’s Bay, three for one in first mortgage bonds, second 


mortgage bonds guaranteed by the State of Louisiana, income 
bonds and stock. 


It will be remembered, also, that the proposition to the citi- 
zens of New Orleans made last year, 1872, for subscriptions in 
aid of the completion of this railroad to Texas, was on substan-. 
tially the same basis ;.three for one in first mortgage, second mort- 


gage guaranteed, State subsidy bonds, Texas land grant. bonds, 
income. bonds and stock. 


On the railroad from New Orleans to Mobile, a first mort- 
gage—divided into “sterling” and “dollar” bonds—was executed 

- for four millions of. dollars, and also a second mortgage for four 
millions. On the same basis of three for one out of the four mil- 
lions of first mortgage, the four millions of second mortgage, and | 
the feu millions of stock, only four millions of dollars in money 
could have been realized, and the stock represented only what the 
road would sell for at forced sale, some day, in excess of the 
eight million dollars of bonds and interest. 


It will be conceded that that stock was not a vilitible “eoni 
sideration” for Louisiana State bonds, and, inasmuch as the other - 
stockholders(!) owned the bonds bearing mortgage on the road, 
there was a very great difference indeed in the position of the 
State and of individuals as stockholders, and a discrimination 
against the State in the terms of subscription. 


As, on this basis, only four millions of dollars could have 
been realized from the-New Orleans and Mobile division mort- 
gages, and as said road and equipments probably cost, including 
real estate in Mobile and New Orleans and on the line, and legisla- 
tive and municipal expenses—about seven and a half millions, it 
is not surprising that—as stated in the “bill of complaint” of 
“C. S. Bushnell and Thomas Clarke against New Orleans, Mobile 
and Texas Railroad Company, Oakes Ames and Edwin D. Morgan, 
. in equity,” to the “Circuit Court of the United States of America, 
District of Alabama,” “the proceeds of the sale of the said four 
million dollars of bonds, issued under Ahe said mortgage, (on 

the division of the railroad from New brea to Texas,) and to 


constitute the said first lien upon the . and property of the : 
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said company from New Orleans to Houston, Texas,” were 
“applied ... towards and upon the construction of the road from 
Mobile, Ala., to New Orleans, (thus) diverting the said money 
from its proper appropriation, and ... laying the same out and 
expending the same upon property upon which the said bonds and 
the said mortgage . . . constitutes and is intended to be no lien 
thereupon.” | 


Complainants aver that “such diversion and misappropria- 
tion of the proceeds of those bonds” had “impaired in value and 
availability in the market” the remaining bonds ‘“‘to be taken by” 
them “in payment of the work and materials under that (their) 
contract,”.’... “greatly to their damage, present and impending.” 


_ Ifa western division first mortgage bondholder, who was also 
a contractor, had cause to complain thus of the “diversion and 
misappropriation of the proceeds” of the sale of the western 
division first mortgage bonds, and of their application as charged, 
“towards and upon the construction of the road from Mobile, 
Alabama, to New Orleans,” instead of fr8m New Orleans té Texas, 
to which western division said proceeds properly belonged, how 
much more and stronger cause of complaint have the taxpayers of | 
the State of Louisiana, when it is considered that the proceeds of 
the $875,000 of guaranteed western division second mortgage 
bonds, indorsed. expressly “to expedite the construction of the 
railroad” to Texas; of the $750,000 of State “subsidy” bonds do- 
nated “to induce the said company to... incur the inconvenience 
and increased cost of a speedy construction of the same,’ and to 
“insure its construction” immediately, and its completion “and 
opening for traffic between said cities of New Orleans and Houston 
within the time... specified ;” and $2,500,000 of bonds subscribed 
and issued for stock alone (when private subscribers received > 
bonds and stock, three for one,) for the alleged purpose “‘to secure 
the construction of the road of said corporation from Vermilion- 
ville to Shreveport,” were; in all probability, partially if not 
wholly diverted and misappropriated, in effect, in the same man- 
ner and for the same purpose. ; 


| Are the pretenses (false in effect because unfulfilled) under 
which these several amounts—in the aggregate $4,125,000 in 8 

_ per cent bonds—were obtained from the State, sufficient in law 
and equity to justify the imposition and forced collection of taxes 
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from an oppressed community, when none can claim that there has 
_ been any “resulting good to the general public?” Can “public 


- money raised by tax alone” be appropriated for the enrichment of : 
a partnership of individuals in this manner? Can that $2,500,000 | 


subscription for stock by the State be considered legal and consti- 
tutional when—in the absence of any authority whatever in the 


State constitution, for any subscription for stock in private 


corporations—there has been unjust discrimination in favor of 
individuals and against the State in the terms of the subscription? 


The Supreme Courts of several States, “including Massachu- 
setts, Vermont, New Hampshire, New York and Kansas,” have, 
as a general principle, held that Legislatures Have “no constitu- 


tional power to tax the _— for the benefit of a railroad or 
other private corporation.” 


The New York Court of Appeals decided recently that a 


railroad corporation was a private corporation, because ‘“‘the 
road is operated for the private emolument of its stockholders,” 
and “its ownership (of property) is as absolute as that of any 
private individual.” “A railroad corporation savors of the charac- 
teristics of both” public and private purposes; “it is public as to 
its franchise, and private as to the ownership of its property, and 


its relations to its stockholders.” “The Legislature is supreme only 


as to public purposes.” Legislation in respect to the issue of bonds, 
“to aid in (the) construction of railroads, relates to private ‘pur- 
poses, (and) is to that extent void.” | 


. The Supreme Court of Massachusetts decided that “the power 
_ to levy taxes is founded upon the right, duty andesponsiblity to 
maintain and administer the functions of the State and to provide 
for the public welfare. To justify any exercise of the power 
requires that the expenditures which it is intended to meet shall 
be for some public service or some object which concerns the 
public welfare.” 


| “The preservation of the interests of individuals either in 
respect of property of business, although it may result incident- 
ally in the advancement of thé public welfare, is in its essential 
character a private and not a public object. However certain and 
great the resulting good to the general public, it does not by rea- 
son of its comparative importance cease to be identical.” 


©The incidental advantages to the public or to the State, 
which results from the promotion of private interests and the 
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prosperity of private enterprises or business, does not justify 
their aid by the use of public money raised by tax —— or for 
which taxation may become necessary.” 


The “use of public money raised by tax alone,” “for the pro- 
motion of private interests,” has for several years past been. the 
ruling principle of Louisiana legislation, and the cause of the 
rapid increase and present enormous proportions of the’ public 


debt, and of the equally rapid increase to the present ruinous rate 
of taxation. 


Taking the State Auditor’s reports for authority, the rate 
of taxation for 1867 was 51,4, mills per dollar of the assessed value | 
of property, and the total value of taxable property in the State 
was $242,806,581. In 1868, rate of taxation 514 mills per dollar; 
total value of property $228,224,186. In 1869, rate of taxation 9 
mills per dollar; value of property in the State $245,985,629. In 
1870, rate of taxation 1414 mills per dollar; valuation of property | 
$251,296,017. In 1871, rate of taxation 14144 mills; valuation of 
property $250,594,417. In 1872, rate of taxation 2014 mills per | 
dollar; valuation of property $228,666,653. Rate of taxation in 


1873, 2014 mills per dollar; valuation of property not yet pub- 
lished. 


City of New Orleans, rate of taxation for 1872, 30 mills per 


dollar; valuation of property $135,894, 850. Valuation in 1873, 
$130,913,356. 


According to the Auditor, “on the 3lst of December, 1868, 
the debt proper of the State stood as follows: Total funded debt 
of State $8,209,800. Total floating debt $1,623,762.33. Grand total 
of the floating and funded debt of the State, $9,833,562.33.” , 


At the close of 1872, only four years later, the Auditor re- 
ports the total funded debt of the State $21,801,800, ‘‘and the 
unfunded debt” $2,291,607.90. “Total actual debt, $24,093,407.90”’. 
Besids this, he says, “the contingent debt of the State . . . amounts 
to $5,483,602.47.” Total amount of bonded, miscellaneous and 
contingent debt, $29,577,010.37. 


Besides this, the Auditor gives a statement of the “amount ae 


of bonds or aid granted by acts of the General Assembly to various 
corporations prior to 1871, and which bonds are not yet issued,” 


($701,000 of these were issued early in the =< year, 1873,) 
$11,489,000. 
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Total amount of funded, miscellaneous and contingent debt, 


and of aid granted ($701,000 of the. latter * issued), $41,066,- 
010.37. 


But even this is not near all, for many other grants of State 
aid were made to railroad corporations and others, which the 
Auditor does not refer to, but which are included in the “omni- 
bus” petition for injunction of Attorney General Field and Fel- 
lows and Cotton, of counsel, against the State Auditor and 
Treasurer. These, if added, would swell the aggregate to nearly 
fifty millions of dollars. 


| All this was accomplished in the short space of aly years, 
and it would be difficult indeed for any one to indicate “the 
resulting good to the general public” which the Massachusetts 
Supreme Court seems to consider the — justification for the 
exercise of “the power to levy taxes.” 


So far as regards the construction of our much needed rail- 
roads to Texas and Shreveport, the millions expended have given 
us only fifty-seven miles of railroad in operation; from West- 
wego (opposite New Orleans) to Donaldsonville, and ten more 
miles of track laid, but not in use, beyond Bayou Lafourche. Not 


even the line of the road to Shreveport has been surveyed or — 


located ; certainly the completion of railroads to Texas and Shreve- 
port has not been “expedited,” “‘secured,” or “insured” thereby. 


Jt may be objected that but a small amount was ever realized 
from State of Louisiana securities, and this is no doubt true, but 
this does not benefit the taxpayers of the State, and was the 
legitimate result of the attempt to satisfy too many cormorants 
who desired to fish in the State treasury pool. 


In the latter part of 1872, it is understood that the New 
Orleans, Mobile and Texas Railroad Company transferred to Mr. 
E. B. Ward of Michigan and his associates, all the right, title and 
interest of said company in and to the branch railroad from Ver- 
milionville to Shreveport, together with the franchises thereof, 
and said company’s right to subsidy thereon, per act No. 31, of 
1870, fifth clause of section No. 4, wherein it is stated that “‘all the 


grants, guarantees and franchises... heretofore granted, or which 
are by this act granted, ... are made applicable to said lines of 
railroad to Shreveport,” etc. It is not known whether it was — 
agreed or intended to transfer to Mr. Ward the bonds given for 
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‘stock to “insure’”’ the construction of said Shreveport branch road, 
_ but it is thought not. At any rate, as said bonds had been pledged | 
or hypothecated for loans, they were not transferred to him. 


Mr. Ward and his friends succeeded in having a bill passed 
by both houses.of the Louisiana Legislature in 1873, granting him 
a charter to build said railroad to Shreveport, but said bill, not 
having been approved, did not become a law. Had it become law, 
it is thought it would in effect have released the New Orleans, — 
Mobile and Texas Railroad Company from its obligation to build 
the same road, and from the operation of the State’s right to 
require the return or the cancellation of the $2,500,000 of bonds 
given for stock “to secure the construction” of said railroad, on 
the ground that said company had not fulfilled its obligations, and 
that no equivalent had been received for said bonds. 


Under the operation of section 4, of the act 31 of 1870, it is 
‘ presumed that a similar “subsidy” to that granted for the road to 
Texas—$3,000,000—would have been claimed sooner or later for. 
the road to Shreveport. 


: ~The distances from point to a on ‘the line from Vermilion- 
ville to Shreveport, and the general character of the country be- a 
_ tween said points, may be stated briefly as follows: 


From Vermilionville to Opelousas, by the old Opelousas “em 

which was cleared and graded, in great part, ten years ago, 22 

aa Principally high, gently rolling, open and fertile prairie 
lan 


with intervening belts of umbered land petween Grand . 
Coteau and Opelousas. 


From Opelousas to Ville Platte and Chicot, to Mercnivin. at 
the falls of Red River, about 61 miles. Flat or slightly rolling 
prairie, with oak timbered ‘lands intervening, to a point north of 
_Chicotville; thence hilly pine woods to the er and cultivated 
- lands on Bayou Boeuf. 


From Lecompte to Alexandria, 16 miles, or from the a 
Boeuf to Red River, a railroad was operated for many years, but 
‘the track was removed during the war and it has not since been 


replaced. Total distance from Vermilionville to Alexandria about 
83 miles. 


This line, from Vermilionville to Alexandria, would develop 


a beautiful and very productive country, between Vermilionville 
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and Lecompte, 67 miles, which would¢énot be benefited or reached 
by the Louisiana central route to Alexandria, via Plaquemine, 
_ Rosedale—on the Grosse Tete—Holmesville and Cheneyville. 


. The distance from Westwego, via Donaldsonville and Ver- 
milionville, to Alexandria, would be by railroad about 203 miles. 
By the more direct Louisiana central route it would be ‘about 
twenty miles less, or about 183 miles. Westwego is about six miles, 
by the river, above Canal street, New Orleans. 


. From Alexandria to Natchitoches the distance by railway 
would be about 55 miles. The first 18 or 19 miles would traverse 
the level and once highly cultivated alluvial district bordering 
upon Bayou Rapides. The next 18 miles would cross a moderately 
hilly pine woods country to or near Monette’s ferry. The remain- 
ing distance would be in the valley of Cane River, or old Red 
River. Lands level, very fertile, alluvial, and once in a _ state 
of cultivation. 


- From N atchitoches, after crossing a hilly pine and oak tim- 
| Kimneiaaiaatia for a few miles, the line would cross Spanish Lake 
_ (now dry) and run thence through a less broken and more fertile 
- pine and oak timbered country, to the town of Mansfield, in 
DeSoto parish, about forty-three miles. 


From Mansfield to Shreveport the country is only a 
hilly and generally well timbered. Towards Shreveport post oak 
timber -prevails. Distance by a railroad line, probably about 


_ thirty-seven miles. 


Total distance from Vernilienats to Shreveport about 218 : 
miles, but allowing for deviations in location, the total eistance | 


would probably not vary much from 220 miles. 


The country generally is well adapted for the support of a 
_ prosperous agricultural population, and the importance of a con- 
tinuous railway from New Orleans to Shreveport and North- 
eastern Texas cannot well be overestimated. It is essentially neces- 
sary to the commerce of New Orleans, and will undoubtedly do 
a large and paying through and way business when built and 
operated. As a main trunk line, continuous from New Orleans, 
this is destined to be one of the greatest of the railways which 


will, we hope in the near future, connect our city with the Trans- 


Mississippi region northwest, in Louisiana, Texas, Arkansas and 
the Indian Territory. ee 


[End of installment No. 22: Daily Picayune, November 9, 1873.] , 
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THE NEW ORLEANS, MOBILE AND TEXAS RAILROAD— 


‘THE LOCATION OF THE ROAD FROM NEW. ORLEANS TO HOUSTON, 
| TEXAS—CHARACTERISTICS OF THE ROUTE 


The regular surveys for the location of this railroad, west of 
the Mississippi River, were commenced about the lst of March, 
1869, or immediately after the beginning of construction between | 
New Orleans and Mobile. About the middle of December, in the 
same year, the surveys had been extended to the Sabine River, or 
eastern boundary of Texas,: and the general location of the line, 
that far, had been determined upon; subject only to necessary cor- 

rections in the final ‘‘staking out.”’ A preliminary survey for a 
branch line, northwest from a point near the Calcasieu sulphur 
mine—or about twelve miles west of Calcasieu River—to the 
Sabine River, opposite Princeton, had also been made, with a view 
to a future extension in that direction, towards Central Texas. | 
Such an extension, by the way, would be preferable, as an invest- 
ment, and to New Orleans to the main line to Houston. 


The surveys were continued westward, from the Sabine River 
towards the city of Houston, which place was reached in June, 
1870. With the help ofethe preliminary surveys and explorations, 
a new line, on a shorter and better route—as to grades and curva- 
ture—than that of the Old Texas and New Orleans Railroad, was 
then located from Houston, by way of Beaumont—leaving Liberty 
several miles to the north—to the Sabine River at Ballou’s Bluff. 
_ About five miles in distance was saved, between Houston and 
- Beaumont, by this location, as compared with that of the Texas 
and New Orleans Road, while much better lines, as to grades and 
curvature, were obtained across the San Jacinto and Trinity 
River Valleys. From the east side of the Neches River Valley, the 


line of the old railroad bears off towards the southeast, to the © 


town of Orange, on the Sabine River, several miles below Ballou’s | 
Bluff ; whereas the new line, as located, keeps on high ground all ~ 
the way—except in the Valley of the Sabine—and is direct from 
Beaumont to a point near the Calcasieu sulphur mine, about | 
twelve miles west of the Calcasieu River, or Lake Charles. © 


The location party, after correcting and finally staking out 
the line, as located in Louisiana, nearly back to the Mississippi 
River, was disbanded in N ovember, 1870. 


@ 
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The route from New Orleans to Houston, by the ies as | 


located, in 1869 and 1870, and in part constructed since, may be 
described as follows: Commencing at Westwego, on the south or 


right bank of the river, opposite the present western boundary | 


line of the city of New Orleans, on a tract of land expropriated 
from the Zeringue plantation, immediately above the river lock 
of the old Barataria and Lafourche canal, the line of the road 
runs back from the river one mile, and then, keeping near to and 
parallel with Morgan’s Louisiana and Texas (formerly the Ope- 
lousas) Railroad for about eight miles, follows the general course 
of the Mississippi River, through the sugar plantations bordering 
upon it, for nearly 69 miles, or to a point near the town of Bayou 
_Goula, in Iberville parish. Some few cypress swamps—none very 
bad, however—and one marshy prairie, are crossed in this dis- 
tance, but, generally, the road is constructed through what once 


- were or now are cultivated fields, the richest sugar region in 


Louisiana. 


| The Bayou. Lafourche—about 295 feet wide, from levee to 

levee, where crossed—and the town of Donaldsonville, at the 
head, or debouchement of the Lafourche from the Mississipp! 
River, are reached at the 57th mile. 


Bayou Lafourche is navigable for steamboats, except during 
low water in the Mississippi River, and is bordered with sugar 
and rice plantations for more than eighty miles from its head, at 
Donaldsonville; therefore a draw-bridge had to be provided for 
the crossing thereof. 


Near the town of Bayou Goula the line of this road leaves the 

Mississippi River finally, and strikes across to Lower Grand River, 
' just below the junction of the Bayou Plaquemine, and 78 miles 
from Westwego. Before reaching Grand River, the line crosses 


what is known as the Chupeake Swamp, about six miles wide—the ._ 
worst and deepest cypress swamp on the whole route to Texas. — 


Before entering this swamp, the Bayou Goula ridge, which borders 


it on the east, and is lined with sugar plantations, is crossed at the | 


72d mile. 


From the Lower Grand River crossing, the line follows the rie 


south bank of Upper Grand River—crossing the Bayou Pigeon 
and the Ten Bayous Tensas—of which the so-called Little and Big 
‘Tensas are navigable for steamboats, the first being on the present 
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traveled route—besides several smaller bayous, to the Atchafalaya 


River proper, commonly known as the “La Rompe,” at the 95th 
mile. 


The Atchafalaya “See or “La Rompe,” at the point csi’ 
for the crossing is 500 feet wide by 36 feet deep at low water, and 
about 40 feet deep at ordinary high water. It is proposed to 
locate the draw-bridge here, instead of at Little Tensas Bayou. 


Lower Grand River is about 320 feet wide by 18 feet deep at 
low, and about 25 feet at ordinary high water. The Bayou Pigeon 
is about 190 feet wide by 22 to 28 feet deep; Little Tensas 150 feet © 
wide by 35 to 40 feet in depth; Tensas River 150 feet wide by 25 
to 30 feet deep, and Big Tensas 190 wide by 23 to 28 feet deep. In 
flood years these depths are exceeded. The overflow water line of 
1867 was about 12 feet above the ordinary low water level of 
Grand River, and above all the land—a few elevated points ex- 
cepted—from about the 72d to about the 97th mile, a distance of 25 
miles by the line of the railroad. Thence to the 107th mile, at the 
foot of higher lands bordering upon the Bayou Teche, the afi on 
the line of this road, as located in 1869 and 1870, are above over- 


flow generally, except at a few points, including the eugraee Mar- 
tin swamp. 


During even the ordinary periods of high water the Missis- 
sippi River, but more especially when the river valley between the 
mouth of Red River and Grand Lake is more or less inundated 
by crevasses in the river levees above—in the parishes of West 
Baton Rouge and Pointe Coupée—the velocity of the current 
through the channels of discharge in the valley is very great; 
through the Big and Little Tensas it is remarkably rapid and vio- 
lent. Both of these channels must be crossed by bridges of a single 
span. No piled structure could resist the current, and the drift | 
timber usually carried down stream during floods, without causing 
a scouring away of the banks on one or both sides. allow for 
the passage of drift timber, and to prevent the accumulation of 
rafts of drift wood against the bridges, trussed spans of bridging 


will be required across the middle portion of several of the other 
channels also. 


It is sufficiently obvious that to maintain and jeewain: a a 
railroad across the Mississippi Valley on this route—and this 
is the best available crossing on the direct line to Houston, Texas, — 
and there is none other so good within twenty miles north and 
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thirty miles south of it—the grade lines must be elevated to or 
above the highest known water line, and ample water-way open- 
ings must be provided. If this is not done, the railroad would be — 
liable, during any or every flood period of the Mississippi River— 
generally from March to July, but sometimes, though very rarely, 
xr: January to July—to be submerged and greatly damaged, 
“~ or to interruption for several months at a time. What would be 
the value to New Orleans and Texas of a trunk line of railway 
subject to such interruptions? and what to its stockhélders? 


- Accidents and interruptions to traffic, it is. well known, are 
the most expensive things which can happen to a railroad. 


As before stated, during the great inundations of 1865 and 
1867—about equal to the great flood of 1828—the whole country 
from Bayou Goula to Bayou LaRose, about 25 miles by the line of 
this railroad, was submerged several feet in depth, and a power- 
ful current flowed to the south through the waterway channels 


and over the south bank of Upper Grand River, towards Grand 
Lake and the Gulf. 


Between the years 1828 and 1865, and 1867, although there — 
were several inundations of the Mississippi Valley in this region, 
there was none to compare in height and extent to those of the | 

_ years named. In 1828 the levee system was inadequate; it had not — A 
yet been fully established. The unusual overflows of 1865 and 4 
1867 were due to the general neglect and destruction of levees dur- ‘ 
ing the war. Such inundations ought not to occur again, and it is 

~ not pretended that it is practicable to construct a railroad across 
the valley in such a manner as not to be interrupted by such. 
overflows. It is claimed, however, that with a suitable elevation | | 
of grade line between the 72d and 97th miles, and with a sufficient _ _ 
number and extent and properly arranged and constructed bridges 

| and water-way openings, a railway can be built and maintained | t 

- so as to be safe from interruption by any ordinary crevasse 
_— overflow between the highlands west and.the Mississippi River at 
_ Bayou Goula, in the parish of Iberville. | 


Bayou Pigeon is reached in the 89th mile; Little Tensas in 

the 91st mile; Big Tensas in the 94th, and the Atchafalaya or | 

4 _ “La Rompe” in the 95th mile from Westwego by this line as — “Ei 
originally located under the direction of the writer. 
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Between Lower Grand River, at the 78th mile, and Bayou 
LaRose, at the 97th mile, quite a number of smaller —_— and 
water-way channels, besides those named, occur. 


Park Bayou, at the 98th mile, is about 300 feet wide by 30 


feet deep at low water. Bayou des Butes and Rovers Bayou, both | 


together about 500 feet wide, but shallow—to vas crossed on one 
bridge—are reached in the 100th mile. 


From the foot of the Teche alluvial land at the 107th mile, 
the land rises rapidly—for lower Louisiana—to the 110th mile— 
or 15 feet in the three miles, to the crest of the Bayou Teche 
ridge; where the elevation is about 30 feet above ocean level, or | 
_ very nearly the same as the top of the Mississippi River levees 
due east, near Bayou Goula. The valley of the Mississippi at this 
point is about 40 miles wide—on an east and west line—and, dur- 
ing dry seasons, the level of low water in the Atchafalaya and 
Grand Rivers is very nearly the same as in the Gulf of Mexico. 
The lands in the middle of the basin, for about 35 miles in width, 
vary from 5 to 15 feet in height above ocean level, or from 15 
to 25 feet below the rims of the basin. 


Bayou Teche is crossed at the 112th mile, at a _ point above — 
steamboat navigation. 


At about the 113th mile the line enters the swamp between : 
bayous Teche and Vermilion, here about two and a quarter miles 
wide, and in its lowest place eight feet above ocean level, and 
twenty feet below the crest of the lands on Bayou Teche. Low 
water in Bayou Vermilion is below the level of this swamp; | 
therefore the grading of the roadway across the swamp would be 


much faciliated by draining it, oureng the dry season into the 
bayou. 


Bayou Vermilion is crossed in the 116th mile, at a point 
where it is but 150 feet wide from bank to bank. The Vermilion 
bottom, west of the bayou, is about two miles wide and several 
feet higher than the swamp east of the bayou. 


In the 118th mile, the line enters upon the prairie high lands 
which here rise abruptly about 30 feet above the Vermilion bottom. 


The town of Vermilionville, in Lafayette parish, is reached 
at the 120th mile from Westwego. Here, the level of the prairie 
is about 45 feet above ocean level, and from 45 to 50 feet above 


is the general elevation of this sania beautiful and desirable 
section of 


| 
| 
| 
| 
| 
* | 
| 


History of the Railroads of Louisiana 1303 


From Vermilionville, the line of the road—which is here 
located about half a mile north of the town— is continued directly 
west, across the gently rolling prairies of Southwestern Louisiana. 


The Bayou Plaquemine Brulée is crossed in the 143d mile; 
the Bayou Des Cannes in the 153d mile; the Nezpique near the 
156th mile, and the Calcasieu River in the beginning of the 194th . 
mile. The west or Texas side of the western or main navigable 
channel of the Sabine River is reached 22114 miles from the river 
bank at Westwego, opposite New Orleans. 


The distance to a point opposite and about half a mile north 
of the town of Lake Charles is about 19114 miles, and to a point 
opposite and one mile south of the sulphur mine of the Louisiana 
Sulphur Mining Company, about 203 miles. 


The prairies extend from a point about two miles east of 
Vermilionville, to-or near Lake Charles, only varied by belts of 
timbered land on the banks and in the bottoms of the streams 
crossed. The,Plaquemine Burlée, Jonas, Des Cannes, Nezpique, 
Lacacine, English and Osier Bayous. None of these are navigable 
where crossed, and only the first, third and fourth named are 

* more than small creeks or prairie drains. The Plaquemine, Des 
Cannes and Nezpique unite a short distance below the line and 
form the:Mementeau, or Mermentou—pronounced Mentou—which 
is navigable for steamboats to and even above the junction. The 
bottoms of the Plaquemine, Des Cannes and Nezpique, where = | i 
crossed, are about a quarter, a half, and three-fourths of a mile 
wide respectively. In the Des Cannes and Nezpique bottoms, | 
cypress timber of the very best quality, is found. On the uplands, 
bordering upon the bottoms, oak timber prevails. Between the 
Plaquemine and Nezpique, pine timber, but of inferior quality, 
occurs north of the line. The prairie lands become less and less _ 
fertile generally as you go west from Vermilionville; still, good 
lands may be found, in some localities, near the bayous, all the 
way to the Sabine River. The general level of the prairies of the 
Attakapas is highest along their eastern border, from the Cote 

~Gelée hills south, past Vermilionville and Grand Coteau, to 
Opelousas, and there the lands are by far the best. There is a 
fall of more than fifteen feet in the first twenty miles west of 

_ Vermilionville. Near the Plaquemine, about the 142d mile, the 
prairie is only about twenty-five feet above tide water. Between 
the Plaquemine and the Des Cannes it is about twenty feet, and 
about twenty-five feet between the Des Cannes and Nezpique. 
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The prairie two miles west of the Nezpique is about thirty feet | 
above ocean level, and eight miles west about the same. At Pine 


Island, about the 178th mile, (between the Lacacine and Cal- ‘ 


casieu,) it is about the same. Thence there is a descent towards © 
the Calcasieu River. Opposite the town of Lake Charles the 

prairie is only from fifteen to eighteen feet above the tide water. | 
On the west side of the Calcasieu River, the bluff is about fifteen 
feet above tide. Thence west the land rises a little to about 
eighteen or twenty feet above, and so continues as far as the 
sulphur mine, about ten miles west of the Calcasieu River. Thence 


to the Sabine there is a ~ descent again to about fifteen feet 
above tide. 


Where crossed, on the north side of Lake Charles, the bottom 
of the Calcasieu River is nearly two miles wide and swampy. This. 
river drains a very large extent of territory in Southwestern 
Louisiana, and the pineries on its tributaries are equal to any 
in the South. Nearly twenty saw mills are worked on Lake 
Charles, or on the river in its vicinity, and Galveston city is prin- 
cipally supplied with pine lumber from this locality. 


The river is navigable and will require a drawbridge; where 
crossed—very near its entrance into Lake Charles—it is about 
650 feet wide by less than 30 feet deep, but above it is much 
deeper. The bars at the Gulf entrance to this river, and at the 
head and foot of the Calcasieu Lake, are now being removed or 
dredged, under an appropriation by the General Government. 


Timbered land—of oak, magnolia, pine, etc.—extends about 
fourteen miles west of Calcasieu River, on the railroad line, but. it 
is heaviest near the river, and gradually becomes thin and inter- 
sected by flat and wet prairies before it ceases altogether. Thence, 
a-flat prairie extends to within four miles of the eastern or old 
channel of Sabine River, when timbered land—oak, gum, pine, 
maple, etc.—is again met with. 


The Sabine River bottom where crosniilicsilceen the oait side 
of the old channel, across the island to the west side of the 
- western or main channel—is about one and a half miles wide. | 
_ The navigable channel, where the drawbridge will be placed, is 
only about 250 feet wide. During low water, or in the dry season, 


the usual level of the river here is about the same as tide water 
in the Gulf of. 
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From Ballou’s Bluff, on the Texas side of the Sabine, to the 
east side of the Neches Valley, about 22 miles, the line traverses 
a slightly undulating country—oak, gum and pine timbered land 
and prairies alternating—at a general level of 20 feet above ocean 
level. The Neches River Valley, where crossed, is about two and 
three-quarter miles wide, and is usually overflowed several feet 
in depth during flood seasons. The crossing adopted.is that of 
the old Texas and New Orleans Railroad, the ruins of which—, 
the rotten piles and timbers of the old trestle-work, the rails and 
fastenings, strung long in the swamp and on the old roadway, 
which is washed and grown up with saplings, briars and weeds— 
are still to be seeri. “ey 


The drawbridge pier in the River Neches—of piling—was 


undermined during a flood, several years ago, and, with the draw- | 


bridge’ attached to it, capsized and floated down stream. It has 
never been rebuilt. This railroad, although constructed—in a 
very rough and cheap manner, however—from Houston to Beau- 
mont, and thence to Orange, on the Sabine, was never operated 
regularly, except from Houston to. Beaumont, about 84 miles. 


The distance from Westwego to Beaumont, by the new line, is 


245%, miles. By way of Orange to Beaumont, by the old road; the 
distance would be several miles greater, with an extensive marshy 
prairie on the Louisiana side of the Sabine, and several swampy 
- places between Orange and Beaumont to cross. 


_ A new line was located from Houston to Beaumont, as before 
stated, and the distance by this line was found to be about 79 


miles; about 84 miles being the distance by the old line, via 


Liberty. The Trinity River was crossed several miles below the 
old railroad, at a more favorable point for both the river and 
its valley thal the one formerly selected opposite the town of 
Liberty. Trinity River is only about one hundred yards wide, but 
its current is rapid, except at low water; its banks cave easily, 
rapidly and extensively; it is constantly shifting its channel, and 
it is subject to sudden floods, which overflow its valley for several 
feet in depth and from two to four miles in width. 


Where the old line crosses at Liberty, the river has cut its 
way through the road west of the bridge, and the old drawbridge 
is now over a sandbar in the abandoned channel. 


It is probable, however, if this railroad to ian via 
Beaumont, from New Orleans, is ever completed, that the owners 
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thereof will content themselves with rebuilding the old railroad, 
because the old rails, chairs and spikes, and bridge iron work,. 


as well as the remains of the old clearing and grading—not much 


of the latter was ever done—and the wrecks of the bridging, 
rolling stock, etc., are on the old line, and because it would prob- 
ably cost less to rebuild the old road than to construct a new 
one. This railroad was built as rapidly and cheaply as possible— 
before the war—to secure a land grant from Texas (which was 
secured), with the intention, it is presumed, of rebuilding or com- 
pleting it, out of its earnings, after its connection with New _ 
Orleans. But, as this connection was not accomplished, and as the . 
country on its line was too poor ly aw ss suffi- . 
cient to pay running expenses, the or, of the road could 


‘not be maintained. 


The country between west of Vermilionville and een to. 
Houston will never afford a large way business to a railroad, and 
there are no intermediate connections at present to depend upon — 


for business. The road must be completed as.a whole, and through 4 . 


from New Orleans to Houston, before it will be self-supporting. | 


When completed it will do a very large'paying business, and ~ a i 
ought to earn large dividends on its actual cost. To New Orleans ° . ~ 


it will be, if properly constructed, a very valuable and at : 
trunk line west to Texas. : | 


[End of installment No. 93: Daily Picayune, November 23, 
1873. J | 


THE NEW ORLEANS, MOBILE AND TEXAS’ RAILROAD— ae 


THE CONSTRUCTION OF THE ROAD FROM NEW ORLEANS WESTWARD 
In the spring of 1870, a contract was closed with Messrs. 


Dillon, Casement & Co., for the clearing, grading and: bridging 


of this railroad, ready for tracklaying,.from the Barataria Canal 


‘to Bayou Lafourche, a distance of about fifty-seven miles. The 


contractors agreed to complete the work they undertook, by or 


before December 15, 1870, and a liberal price was to be paid to 
them for it on that account. | 


The gentlemen composing this firm of contractors had been 
largely interested in the Union Pacific Railroad and in ‘its con- 
struction. They sublet the work of clearing, grading and bridging 
the road to Donaldsonville to Messrs. Reynolds, Dowling and 
Kennedy, gentlemen of much experience and energy, and familiar 
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with the prosecution of similar work in the Northern and Western 
States, who had been previously connected with the construction 
of the Union Pacific Road. : 


Construction was commenced in the latter part of May, at 
several points, by Messrs. R., D. & Co. and by the sub-contractors ; 
P. Fortier, Esq., taking the most difficult portion and that which 
_had to be completed first, the first fifteen miles, to Boutté road, in 


St. Charles parish, which included the Zeringue swamp and the | 


St. Charles marshy prairie. 


About the ist of July, Mr. Rei 
_ New York—for the clearing and grdduation of the roadway from 
- Bayou Lafourche to Grand River, twenty-one miles, began work 
west of Bayou Lafourche, near Donaldsonville. The clearing of the 
Chupeake cypress swamp, extending from the Bayou Goula to 
Grand River, about six miles, had been let to and commenced by 
‘another party previously, in the month of May. 


The principal portion of the piling, for water-way bridges 
and culverts across the plantation canals and ditches, and the 
. drainage openings to be left in the swamp basins on the line, was 
let to L. J. Dodge, Esq., by Messrs. Reynolds, Dowling and 
Kennedy, who were the real contractors here, for their principals 
never assumed personal charge of the work in Louisiana. 


: Previously to the time when construction began, as above, 
_ it had been intended to make the Millaudon plantation the eastern 
terminus of the western division of this road, where it would have 
been opposite the present Sixth District of New Orleans. But on 
account of the tendency of the river bank to cave there, the 
present site at Westwego, above the Barataria Canal, on the 
Camille Zeringue plantation, and opposite the boundary line 
between New Orleans and Carrollton, was adopted as the initial 
point. This is the first place on the right bank of the river, above 
the terminus of Morgan’s Louisiana and Texas es ag 
- miles lower down river—where the river bank i stationary, or 
where there is no accretion or caving, and where wharves for 
railway use will be comparatively permanent. This is an important 
requisite for a railway terminus on the Mississippi River. 


The general plan of construction for this road, from West- 
wego to the Bayou Goula, at the seventy-second mile, was the 
following: Through the swamps and other timbered lands, the 
trees were cut down to 100 feet in width; the embankments 
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— made fifteen feet wide at top, with slopes of 1144 horizontal to one 
foot perpendicular—the usual slope. Across the low lands and 


‘swamps, opposite the “points” on the right bank of the river, 


where the railroad line was farthest from the river and the land is 
| lowest, only from one.to five feet above ocean level, grade was put 
- from five to six feet.above the natural surface. At the highest 


<= points, where the line was nearest to the river, or where it 


* erossed a ridge of sandy earth deposited during some overflow, 
‘caused by a crevasse in the river levees, there was, in a few 
places, a few inches of excavation, but,-generally, the embank- 
ments were constructed from two to three feet above the natural 
surface, through the cleared plantation lands, and the material 
for same was obtained from side. ditches, excavated on the highest 
or river side of the embankment, to facilitate-drainage. | 


For culverts, in the smaller plantation ditches, vitrified clay 
pipes—15, 18, 20 and 24 inches inside diameter, obtained from: 
Glasgow, Scotland, were used, without masonry. , 


For water-way openings across large ditches, drainage canals 
and water channels, and in the swamp basins, piled trestling was 
constructed. Cypress piles, 12 inches square, were driven in bents 
—two or three piles in a bent—and capped by 12 by 12 inch cy- 
press timber, drift-bolted to the pile heads. The bents were placed 
eight, ten and twelve feet between centers, in the line of the road. 


_ .On the caps packed stringers were placed—formed of two 
pieces of timber, keyed apart and bolted together, the pieces break- 
ing joint with each other—and on the stringers aawed crossties, 


notched and spiked down. 


The roadway is everywhere below the level of high water in 
the Mississippi River, and, in case of a “crevasse” in the river 
levees opposite the road, at any point, that portion of the road 
nearest to the crevass is liable to be submerged, of course. In such 
a case there will be a powerful current through the water-way 


openings, and any other than a pee opening or culvert would me 
washed out. 


- But only that part of the road immediately opposite to the 
break in the levee, or where the current is strongest, is liable to be 


damaged if properly constructed, none it'may be overflowed 
Sor a time and interrupted. | 
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To construct a railroad parallel and near to the Mississippi 
River—if the railroad is not itself intended to be the levee, which 
would, it is thought, be the best plan of all, and secure the greatest 


‘public good—and to reduce the liability of interruption to a mini- | : 


mum, the grade line across the swamp basins should be put as 
high as the means at the company’s disposal will permit, and 
ample piled water way openings should be provided for the pass- 
age of crevasse water. The clay bottom in the swamps, protected 
by the roots of trees and the undergrowth, as it is, will not wash 


out readily, but the openings must be sufficient to prevent the 
damming up of the water. 


The principal objection to a levee and railroad. 
is the increased length given to the road by compelling it to follow 
the sinuosities of the river. It is certain, however, that such a 


railroad would eventually make the margins of the river almost — 


continuous towns; that the aggregate increase of farm products 
and of sugar and cotton by the resulting increase of population, 
- would be very great; that the way business of such a railroad 
would ultimately be very large and lucrative, and that the neces- 


sities of such a railroad would insure the maintenance of ade- | 


quate and permanent levee protection, and thereby the cultivation 


of the lands in the valley back from the river by securing im- 
munity from overflow. 


The “through” business, if decmeil best, could be done over 


the shorter line from _ potnt to — direct, cutting off the 
river bends. 


The advantages of such a system are sufficiently manifest, 


and the writer ventures to recommend it for the consideration of 
the public. 


~The State of Georgia built railroads, and the income there- 


_ from contributed considerably towards a reduction of the State 


taxes, before the war. If the State of Louisiana is to continue 
to build and maintain levees, why not also construct and maintain. 


a railroad thereon, and so make them a source of revenue, and a 


means of increasing the population, products an Ith of the 


State? Unless, however, such a levee railroad is built, and owned © 2 
exclusively by the State, as a public corporation, it would not be, _ 
strictly speaking, a public work, such as the Georgia State road is. — 


: The work of building the railroad to Donaldsonville, under 
the contract with Dillon, Casement & Co., by Messrs. Reynolds, — 
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Dowling and Kennedy, progressed rapidly throughout the sum- | 
‘mer and fall of 1870; but it was not found practicable by them 
to complete it by the 15th of December, as agreed upon. 


In the month of November, 1870, Messrs. R., D. & Co. took 
the contract to lay the track from Westwego to Bayou Lafourche, 
and to transport cross-ties for the same from the New Orleans 
side of the river, the railroad company furnishing rails, fasten- 
ings and ties, on the west bank. 


The work of laying track commenced about the first of Decem- 
‘ber at Westwego. An old locomotive—purchased from the Illinois — 
Central Company—for use in the laying of the track, was brought 
down the river and landed at Westwego, and cars, for the trans- 


portation of materials, were taken across the river from the 
Mobile Division. 


The rails used—except on the last four miles of the road — 
nearest to Donaldsonville, which were manufactured by Griswold | 
& Co., of Troy, New York, and weighed nearly 61 pounds per ~ 
yard—were the same as those laid on the road to Mobile, of 
English make, weighing about 6214, pounds per yard. Fish bars 
were adopted for the rail joints, and the rails were double-spiked 
to each cross-tie. The cross-ties were 7 inches thick, 10 inches 


- wide, by 10 feet long; 2640 being used per mile of track. Gauge 
of track 4 feet 814 inches. | : 


On the ist of January, 1871, nearly mi miles. of main track 
had been laid; to February Ist, 1434, miles; to March Ist, nearly 
2614 miles; to April 1st, 39 miles; to May 1st, 4924 miles, and 
the whole distance to Bayou Lafourche, about 57 miles, on the ~ 
17th of May, 1871. Including side tracks, R., D. & Co. had laid, 


to June Ist, 6034 miles of track, and they had transported 17 1, 522 
cross-ties across the river. | 


The amount paid them for their work was nearly $80,000. 
The amount paid Dillon, Casement & Co. for clearing, grading and 
bridging, slightly exceeded $500,000. As nearly as can be esti- 
mated, this portion of the railroad—from Westwego to Donald- 
sonville, 57 miles—including its small equipment of rolling stock, | 
_ shops and tools, its right of way and lands for the terminus, 
engineering and all incidental expenditures—probably cost. less 
than $25,000 per mile of road, or less than a total of $1,425,000. 


| 
: 
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The construction ‘ f this part of the road, so far as it pro- 


ceeded—while the company had available means for the prosecu- 
tion of the work—was really first-class. The ballasting.of the 
roadway with river sand, the only available material, was com- 
menced, but never completed. 


No adequate provision for an independent road, in the way _ 


of shops and tools, etc., was ever made at the Westwego terminus, 
for the reason that the principal portion of the mechanical work 
for the western division was done in the Mobile shops and charged 
against said western division. 


The rolling stock placed on the road, west of the river, con- 


sisted of 3 new locomotives, built by the Rogers Locomotive — 


Works Company—one of these being a “yard” or “switching” 


engine—especially for said road, and the old Illinois Central © 
engine, or 4 locomotives in all; 3 passenger coaches, 1 baggage 


and postal car, 1 baggage car, 12 box, 49 flat, and 1 caboose car. 


This railroad to Donaldsonville was opened for public traffic 
on the 1st of September, 1871. 


The work of clearing and grading the roadway from Bion 
Lafourche to Grand River, 21 miles, was proceeded with until the 
fall of 1871, when all the clearing, and about 16 miles of the 
grading, had been completed, or into the eastern edge of the 
great Chupeake Swamp. The grading contractor, rather than to 
proceed with building of an embankment across the swamp, aban- 
doned his contract. 7 | 


During the latter part of 1871, and the first half of 1872, 
the work of constructing the piled water-way trestling, between 


the Lafourche and Grand River, made considerable progress, 


under a contract with Mr. Dodge. All of it, except putting on the 
stringers, was completed to the Chupeake Swamp, about fifteen 
miles beyond the Bayou Lafourche, and the greater portion of 
the piling in Chupeake swamp had also been driven. The aggre- 
gate amount paid and due to contractor Dodge was nearly $57,000. 


A central pier of brick masonry, resting upon a piled founda- 
tion, had been completed in Bayou Lafourche, in readiness for an 


all iron drawbridge, of 214 feet length over all, which had been |. 


contracted for and completed—ready for shipment and erec- 
tion—by the Louisville Bridge Company. 
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To October, 1872, about $175,000 had been expended between 
Lafourche and Grand River—perhaps more. 


The total expenditure, exclusive of legislative expenses—and 
what these were is only known in the company’s New York 
office—between Westwego and Grand River, is considered to have 
been about $1,600,000; but, as this corporation has never pub- 
lished a report of their receipts and disbursements, nor made one 


to the State of Louisiana, as required by law, only an approxima- | 
tion can be given. 


[End of installment No. 24: Daily December 4, 
1873.) 


THE NEW ORLEANS, MOBILE AND TEXAS RAILROAD— 
BRASHEAR, VIA VERMILIONVILLE, TO TEXAS | 


The railroad between New Orleans and Mobile was opened for 
traffic about the lst of November, 1870, and from that time until | 
December 12, 1871, a very strong competition, or “opposition,” | 
existed between the new railroad and the Morgan Line of steam- 
boats—running in connection with the Pontchartrain Railroad— 
between the two cities, whereby the railroad company, at last, 
suffered heavily, and was compelled, in consequence, to effect a 
compromise, on the best obtainable terms, with Chas. Morgan. 


This was accomplished, and, under a contract dated Decem- 
ber 12, 1871, the New Orleans, Mobile and Texas Railroad Com- 
pany nominally purchased of Mr. Morgan 5078 shares of Pont- 
chartrain Railroad stock, for $507,800—the steamboats Laura 
and Frances and a wharf in Mobile—useless property to the 
company, for $290,000; and the graded roadway, property, rights, 
franchises and privileges of the old Opelousas Railroad, west of 
Berwick’s Bay, or Brashear City—the terminus of Mr. Morgan’s 
_ Louisiana and Texas Railroad—to Vermilionville, 63 miles, and 
thence to Red River, for $250,000, or a total amount of $1,047,800, 
and agreed to “complete” said railroad from Brashear to Ver- 
milionville, “by the time at which it (the company) shall com- 


plete its main line of railroad from Vermilionville to Houston, 
Texas.” 


Mr. Morgan, on his part, agreed to Sesion his Mobile 
opposition line, and to “subscribe to the extent or amount of 


& 
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$1,258,000, upon the same terms as the other subscribers (that is 


three for one), to the then pending subscription for the securities 
of the said New Orleans, Mobile and Texas Railroad Company.” 


_ Mr. Morgan, for his $1,258,000 subscription, was to receive 
$899,000 first mortgage and $359,000 in second mortgage State 
guaranteed bonds—all on the western division of the road—or the 
full amount of cent ag bonds. In addition he was 
to receive the same amount ineight per cent income bonds and a 
like amount in stock, nominally full paid. 


- This agreement was executed, and after deducting the 
amounts allowed for stock and property sold as above, interest, 
pe Morgan paid the balance, $175,540.50, in cash. On or 

tt 


about the 30th day of March, 1872, the said bonds were delivered 
to him. 


On the 15th of March, 1870, a first mortgage was executed 
on all the railroads in Louisiana, west of New Orleans, for 
$12,500 per mile, exclusive of side tracks, and for $25,000 per 
mile on all of-:the roads in Texas, from the Sabine River to the 
city of Houston, to Oakes Ames and E. D. Morgan as trustees, 
and bonds were issued thereon, in the name of the New Orleans, 
Mobile and Chattanooga Railroad Company. 


On the 1st of July, 1870, a second mortgage, in favor of the 
State of Louisiana, was executed on the road from the west side 
of the Mississippi River to the Sabine River, to secure the pay- 
ment of the second mortgage bonds, to be guaranteed by the State. 


On the 13th of March, 1872, a first mortgage, dated J anuary 
1st, 1872, was executed in New York city, for $2,825,000, or 
$12,500 per mile, on the main line from New Orleans to the 


Sabine River; for $1,625,000, or $25,000 per mile on the branch 


line from Brashear City to Vermilionville,—the road purchased 


by Chas. Morgan—and for $2,800,000, or $25,000 per mile of | 


main line, from the Sabine River to the city of Houston, in Texas. 
This mortgage modified and was supplemental to the first 


mortgage of March, 1870, and the holders of the old bonds were. 


to “‘surrender the same for cancellation, and receive in substitu- 
tion therefor bonds to the like amount, executed in the name of 
the New Orleans, Mobile and Texas Railroad Company, to be 
issued under and secured by the said mortgage,” as modified, and 
“limited” by the new mortgage. 
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The record of this new or modified mortgage i is dated April 
17, 1872, by Darcantel, Recorder, New Orleans, and will be found 
- in Record Book 92, pages 491 to 503. 


The aggregate amount of bonds to be issued, as ial i was 
$7,250,000, all of the same tenor and date, January 1, 1872, and 
payable January 1, 1915, with semi-annual coupons, eight per 
cent, due January and July, attached to each. Failure to pay 
interest for six months after it became due, and after demand, 
made the principal due, and gave authority to the trustees, Ames 
and Morgan, to take possession and full control of all the rail-— 
roads, property, equipments and appurtenances mortgaged. 


All.of the bonds, alike, were to bear mortgage upon and were 
secured by the mortgage upon all the lines from New Orleans to 
the Sabine River, thence to Houston, and from Brashear to Ver- 
- milionville, but, it is provided that the aggregate lien on each 
specified section shall in no case exceed the amount named in the | 
mortgage deed as applicable to said section. 


The law in relation to the second mortgage, in favor of the 
State of Louisiana, to secure here guarantee of bonds issued in 
the completed railroad west of New Orleans, provides, however, 
for the limitation of all prior liens to $12,500 per mile and inter- 
est, in first mortgage bonds and interest coupons on said com- | 
pleted portion; for a separate sale of same; that the purchaser 
may make payment in bonds to that extent, and that the surplus, 


if any, shall be applied towards the payment of the ee 
second mortgage bonds. 


- Under these mortgages and conditions, and with Mr. Mor- 
gan’s agents—Messrs. Whitney and Hutchinson—as general 
agents in charge of all the railroad company’s business in Loui- 
siana—they being also resident directors of the company—a con-_ 
tract was concluded on the 3lst of January, 1872, in New York 
city, with Messrs. Boynton Brothers and Bushnell, for the com- 
pletion of the old Opelousas Railroad from Brashear to Vermilion- 
ville, 63 miles, and for the entire construction of the road from 
Vermilionville to the Texas side of the Sabine River, nearly: 101 
miles, which had not yet been commenced. 


The contractors, under this agreement, were to “perform all . 
the work,” and “furnish all the labor, machinery, tools, imple- 
ments and materials of every kind . . . required in the construc- 
tion” of the road, and to deliver the same to the company ready 
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for operation, with the exception of turn tables and rolling stock— 
locomotives, passenger and freight cars—but including hand cars 
and track tools, station and section houses, wood sheds, water 
tanks, platforms, cattle pens, etc. 


. The whole road was to be completed from Brashear to Texas, 
- ° “on or before the lst day of March, 1873,” for the sum of $4,500,- 
000, of which sum $1,500,000 was for the road from Brashear to 


Vermilionville, 63 miles, and the balance aad the reas thence 
to Texas. 


_ Payments were to be made on monthly estimates, in cash, 
securities and stock, at the rates and according to the terms 
agreed upon in a separate and special contract. 


Work was commenced in March, 1872, and, not long after- 
wards, it was in progress from Brashear to the Calcasieu River, 
but by no means with the energy and adaptation of means to 
ends, required for the building of one hundred and sixty-four 
miles of railroad in one year’s time. 


On the 19th of April Messrs. Whitney onl Hutchinson, 
managing directors and-agents in New Orleans, having become 
dissatisfied with the manner in which the company’s affairs in 
New York were conducted, and with its financial condition, 
resigned, and dissolved entirely their connection with the company. 


Early in August, all of the sub-contractors were ordered— 
by the principal contractors—to stop work, and nearly all of them 
complied. The prosecution of the work of building the road 
virtually ceased, under that contract, in said month of August, 
1872, because of the company’s failure to meet its financial obli- 
gations to the contractors, as per agreement. 


Early in September, the engineers in charge of work from 
Brashear to Vermilionville, and thence to the Calcasieu River, . 
were discharged. , 


To the end of August, seven months from the date of the 
contract with Boynton Brothers and Bushnell—leaving six months 
only for the completion of the whole road to the Texas boundary, 
according to the agreement with them—about one-third of the 
earthwork and clearing, very little of the bridging, and about 
two-fifths in length of the roadway from Vermilionville to the 
Sabine River, and the lightest part of it, had been done. About 
fifty thousand cross-ties had been received at Berwick’s Bay, 


and a small portion of the rails and fastenings had been delivered 
in New Orleans. 


} 
$ 
s 
4 
| 
~ 
va 
Ba 
te 
4 
> 
é 
> 
4 
‘ 
> 
4 


1816 Louisiana Historical Quarterly 

, The aggregate amount of the estimates—exclusive of iron 
- rails—was about $355,000, on the total contract price of $4,500,- 
000 for the road complete from Brashear _ via Vermitionville, 
to the west side of Sabine River. 


- It is sufficiently obvious that the progress of the work had 
been much too slow, or that the time to complete the road to the 
Sabine River, as per contract—March 1, 1873—was altogether 


too short, and that it had become necessary to extend it very 
considerably. 


It matters very little now whether the contractors were in 
default or not, for the company’s failure to meet the payments 
due to them had released them from their obligations, particularly 
as to time of completion, and had enabled them to dictate the 


terms of a new or modified contract, which was concluded on the 
16th of August, 1872. 


In the month of July, preceding, Chas. Morgan had reduced 
the gauge of the track of the Louisiana and Texas Railroad, to — 
Brashear, 80 miles from New Orleans, from 5 feet 6 inches to 4 
feet 814 inches, in anticipation of a connection with the new 
road of the New Orleans, Mobile and Texas Railroad Company 
from Brashear to Vermilionville and thence to Texas; but, under 
the new contract, the railroad was to be constructed from Donald- 
sonville to Vermilionville, instead of from Brashear to Vermilion- 
ville. Mr. Morgan’s heavy expenditure for changing the gauge 
of his railroad, and of his large equipment of locomotives and 
cars, had all been incurred for nothing; hence, the institution of 
his suit “in equity” (now pending), in the United States Circuit 
Court, for the revocation of the sale of Ponchartrain stock, etc., 
and of railroad property and franchises west of Brashear, as 
well as for a return of all said property, money paid, and for 
damages for violation of contract, to the extent of $500,000. 


In the bill of complaint of Charles Morgan against the New — 
Orleans, Mobile and Texas Railroad Company, filed long before | 
the trustee’s sale of said road on the 6th of June last, it is stated 
that the bonds transferred to him were delivered “on or about 
the 30th of March, 1872,” and that the second mortgage bonds, 
guaranteed by the State of Louisiana, received by him, “were 
dated on the) Ist day of July, 1870, and had the coupons of © 
interest payable on the 1st day of January, 1871, and semi- 
annually thereafter, attached to same.” As—it is stated—no | 
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_ second mortgage bonds were cmeuemitaial by the State until about 
the first of July, 1871, on sixty miles of road at one time, after it | 
had been completed to Donaldsonville, in the latter part of:May, 
1871, it seems that one year’s back interest on $750,000, or $60, - 
000, was paid to the holders thereof. 


“According to law, no bonds at all could be guaranteed eel 
forty miles of railroad, west of New Orleans, were completed on 
or before January 8th, 1871, and the certificate of the completion 

of the same is dated April 5th, 1871. Why then, it may be asked, 
were not the two sets of past due coupons detached before the 


issue of the bonds, if, as is stated, they were guaranteed one 
year after their date? | 


But this is not the only case of mannii of back coupons; 
for in the petition of the State of Louisiana vs. the N. O., M. and 
T. R.R. Company et als., to the Superior District Court, dated 
on the 1st of December, 1873, it is stated that the $750,000 of : 

_ “subsidy” bonds, delivered to said company after the completion | 
of the railroad to Bayou Lafourche, were dated July 1, 1870, 
and that the interest on same had been paid from that date, or 
$60,000 of interest which accrued before their delivery. 


. Taking the two classes of bonds—‘“‘subsidy” and “guaran- 
teed’’— together, it seems that $120,000 was paid for interest by 
the State—well—unnecessarily ; but under the then existing re- 


gime, such a loose way of doing busteess was not very extraordi- , 
nary. 


[End of installment No. 25: Daily Picayune, December 10, 
1873. ] 


_ THE NEW ORLEANS, MOBILE AND TEXAS RAILROAD 


THE NEW CONTRACT, AND THE ONE MILLION 
NEW ORLEANS SUBSCRIPTION 


On the 16th of August, 1872, an agreement was concluded, in 
New York city, by and between the New Orleans, Mobile and 
- Texas Railroad Company, parties of the first part, J. and W. 
Seligman & Co., bankers, of New York, parties of the second 
part, and Cornelius S. Bushnell, of New Haven, Ct., and his 
associates, parties of the third part, whereby it was covenanted 
that ‘““Whereas the said road of the parties of the first part, when 
completed, in addition to its present line from Mobile, via New 
Orleans, to Donaldsonville, will run between Donaldsonville, in the 
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State of Louisiana, to Houston, in Texas, a distance of about 270 
miles, a portion of which is already graded, and the said railroad 
company is now possessed of certain property and material pur- 
chased and intended to be used as a part of said line, and in the 
construction thereof, and is also possessed or will become entitled 
to, and has or will have authority to issue and deliver to the parties 
of the second part, for the purposes hereinafter mentioned, the 
following bonds and stocks, viz: 1749 first mortgage bonds of the 
N. O., M. and T. R.R. Company, of the value of $1000 each; 2070 
second mortgage bonds of the same company, of the value of $1000 

each, guaranteed by the State of Louisiana; 2100 Louisiana State 
eight per cent (‘subsidy’) bonds of $1000 each, to be issued under 
act No. 31, of February 21, 1870; 1500 bonds secured on the lands 
of the company in Texas, ... eight per cent... of $1000 each; and 
3819 shares of the capital stock of said N. O., M. and T. R.R. Com- 
pany, one hundred dollars eac 


“All of which bonds and ‘ssiitttes the said parties of the 
first part covenant and agree that they will deliver to the parties 
of the second part hereto, for the use and benefit of the said parties 
of the third part,” the latter—the contractors—agreeing on their _ 
part “to fully complete the said railway as is hereinafter set 


forth,” for said amount of wf 419,000 in bonds, and said $3, 819,- 
000 in stock. 


The said Seligman & were agents and 
of the railroad company “to ask, demand and receive... from the 
State of Louisiana, or from any officer of said State,” the bonds 
of the State, and “to give all proper or necessary: receipts and 
- acquittances for the same, when and as delivered, in the name of 
and as the act of the said railroad company, .. . using the name 
of said company to any statement, certificate, or other documents, 


with full power .. . to substitute another or others in their 
place,”’ etc. 


The contractors, it is stated, “will without unnecessary Pe 
finish and complete at their own cost a first class railroad, includ- | 
ing all grading, bridgings, superstructure, rails, station houses, 
depots,” etc., “ready for use and equipment and use from Donald- | 
‘ gonville, in the State of Louisiana to Houston in the State of 
Texas aforesaid, on the line, as near as may be, which has already © 
been surveyed and located, ... and all of said bonds, stocks and 
- securities shall belong to and be delivered to”: said contractors, 
“in payment for the building 1nd completion of: said line, in man- 
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ner eee that is to say: as rapidly as the said work shall be | 
done in sections of ten miles, then a proportionate part, of said 

- securities shall be delivered.” Also, “in case of the completion of 

_ any detached part of said road of not less than five miles in length, 
or of any special or peculiarly expensive portion of the same, such 
as bridging, trestle-work, masonry or embankment, then such 
work may be estimated and paid for separately.” 


As it was further ,provided that “the said work shall = done 
and . . . completely finished under the direction” of an “engineer 
and his assistants, to be employed and paid by the parties of the 
third part,’””—the contractors themselves, and as the railroad com- 
pany was not to be represented by an engineer at all, there was 
every possible facility afforded to the contractor to do his work 
as he pleased, and to have his monthly estimates arranged satis- 
factorily to himself. 


It is true that this contract provided that the road was to 
be “finished to the satisfaction of Gen. G. M. Dodge,” but, “in 
case of his inability or neglect to inspect said word and certify 
the same’ then “some other first-class engineer” was to be 
appointed to examine it, “whose approval of all work done shall 

_ be obtained.” 


It was obviously the intention not to engage the services of 
a “first class engineer,” to inspect the work, until after the com- | 
pletion of the railroad to Houston, Texas—assuming that it was 
ever really expected to get there with the road, under this con- 
tract, at all—which would be, of course, entirely too late to remedy 
the evil, even if said “first class engineer”’ should finally condemn 
the road altogether. 


_ There were no specifications as to what was to be understood 
by the term, “a first class railroad,” and no time given within 
which to complete the road, or any part of it, and, practically, 

there was no guarantee whatever against the prosecution of the 
_ work, from beginning to end, in the cheapest and most inferior 
manner possible. The work was to be paid for, in bonds, securi- 
ties, and stock, on the estimates of the contractor’s engineer, as 
it progressed, and only “before making the final payments of said 
securities,” to the contractor, was there to be any retention of said 
securities, even if said “first class engineer” should decide that 
the road had not been completed according to this contract. In 
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such case of non-fulfillment, the said parties of the second part— 
Seligman & Co.—were to “retain such a part and proportion of 
said securities, then in. their hands and undelivered, as may be 
necessary in accordance with said engineer’s certificate, to com- 
plete the said railway in accordance with the contract, and in 
case of (the contractor’s) failure so to complete the same for 
thirty days after notice to the” contractors “of such engineer’s 
. decision, then the parties of the first party (the railroad company) 
may proceed to finish and complete the same” and receive from 
Seligman & Co. “‘so many of said securities then in their hands 
as may be necessary to repay the sum thus expended... in com- 
pleting said railway, in accordance with the certificate of said 
engineer.” 


It was further provided “that all of said securities and 
stocks” were by and from the date of the contract “sold, assigned 
and transferred to” the contractors, “‘so that the legal title of the 
railroad company in the same was actually divested” from that 
date; but said securities and stocks were to remain in the hands 
of Seligman & Co. in trust until they became, from time to time 
as the work progressed, deliverable to the contractors. 


It was stipulated also that “as rapidly as any part of the 
unfinished line from Donaldsonville to Houston is completed and 
paid for, , . . the same shall be surrendered to and may be worked 
by the parties of the first part—the railroad company—for their 
own benefit.” 


Under this contract work was commenced on the south bank 
of the Upper Grand River, between the 78th and 98th miles and 
elsewhere, and by this and by means of the New Orleans sub- 
scription, public expectation was once more aroused to the highest. 
pitch of hope that the speedy completion of this — rail- | 
road to Texas would this time be realized. 


_ This was the third attempt, and it is seiainiias considered that 
the third trial is sure of success, or of utter and final failure. 


In September, 1872, an appeal was made to the citizens of 
New Orleans to help the great work by subscribing for the secur- 
ities transferred to Mr. Bushnell and associates by the contract of 
the 16th of August, and it must be admitted that, considering their 
impoverished condition—consequent upon a loss of business and 
the ruinous rates of taxation—they responded nobly to the call 


bis 
4 


; History of the Railroads of Louisiana 1321 


for aid. A proposition was first submitted to the Chamber of 
Commerce, and by that body, through a special committee, to the 
- people in the following terms: | a 


“We, the undersigned, do hereby subscribe to and agree to 
receive from Messrs. J. & W. Seligman & Co. of New York, 
_ through the State National Bank of New Orleans, which is hereby 
constituted our syndicate—the assent of the Messrs. Seligman & 


| _ Co. having. been given to said appointment—the following de- 


_ scribed securities at fifty per cent of their value, and par for the 
accrued interest thereon, in proportion, as the amount of each is 
- to the whole amount, payable. in installments of not less than 
ten per.cent of the whole amount of our subscription, as called for 
by the New Orleans Syndicate, and in accordance with the resolu- 
tions adopted by the special railroad committee of fifteen, Sep- 
tember 26, 1872, viz: $1,749,000 of the eight per cent first mort- 
gage bonds of the New Orleans, Mobile and Texas Railroad, 
issued on that portion of the road running west from New Orleans 
to Houston, $2,070,000 of the 8 per cent second mortgage bonds 
upon the same railroad, indorsed by the State of Louisiana, and 


issued upon the completion of any ten miles of said railroad, west — 


from Donaldsonville. The subscribers to the above securities will 
also receive the same amount of income bonds and of capital stock 
_of the road, each without cost, as they receive of the first and sec- 
ond mortgage bonds. $2,100,000 of the eight per cent State (‘sub- 
sidy’) bonds, to be issued to the New Orleans, Mobile and Texas 
Railroad Company, under the act of February 21, 1870. $1,500,000 
of land grant bonds issued by the company, on their lands ac- 
’ quired in Texas. The subscription hereto shall not be binding until 
the amount subscribed shall be sufficient to purchase all of the 
above described securities at the prices above named.” 


“The following will illustrate the result of the terms of 


subscription: A subscriber of $1000°cash should receive— 


A second mortgage bond of : 558.03 
An income bond, $1029.50, without cost. 

Capital stock, $1029. 50, without cost. . 


An 8 per cent State subsidy bond 566.11 
A land grant bond | 404.36 
$2,000.00 


On the above basis, if all of the securities had been disposed 
of, $3,709,500 would have been realized; an amount considerably 
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less than was required to complete a “first-class railroad,” with-. 
out equipment, from Donaldsonville to the Sabine River, 164 miles, — 
leaving the construction of the road thence to Houston—about 109 
miles—and the equipment of the whole road unprovided for. 


It would seem that the very terms of this extraordinary | 
proposition, to sell first mortgage eight per cent railroad bonds; 
State of Louisiana eight per cent bonds—the latter not yet issued, 


nor issuable without an extension of time, and therefore the 


establishment of new conditions precedent—and land grant bonds, 


at fifty cents on the dollar—equivalent to allowing sixteen per 


cent interest for the money so realized—with eight per cent 
income bonds, and full paid stock certificates, each for the full 
amount of the subscription—thrown in as a bonus, should have 


been sufficient to condemn it as a business transaction, in toto; 


but, nevertheless, the citizens of New Orleans subscribed about 
one million of dollars towards the purchase of said securities, 
on the basis proposed, and, it was said, the bondholders at the 
North subscribed for the balance. 


ss Income bonds are without real value until after a railroad 
is built, equipped, and its business income exceeds its operating 
expenses, and the interest on its bonded debt. Stock is compara- 
tively valueless unless there is an annual surplus of income after 3 
satisfying all prior obligations. It is believed that this company 
never had any joint stock capital, as such, for the subscribers, 
it is stated, received first and second mortgage bonds and full 
paid certificates of stock on the eastern division, and first and 
second mortgage income bonds and stock on the western division 


for their money ; if so, it would seem that stock ee in 
name only. 


Certainly the foregoing scheme of subscription adicntadl that. 
income bonds and stocks were considered valueless, for they were 
to be thrown in as “makeweights,” or “lagniappe;’”’ but the State 
of Louisiana, in 1871, was induced, in some way, to issue $2,500,- 
000 for that worthless stock. | 


On or about the last of October, 1872, the work of piling © 
between Bayou Lafourche and Grand River was resumed by Mr. 


Dodge. Between the 10th and 27th of November he constructed a 


temporary bridge across the Lafourche, and commenced track- 
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~ laying west on the 28th. After laying down two and a half miles 
_ of track, Mr. Dodge relinquished the work of tracklaying to S. B. 
Cole & Co., who continued it until ten miles was completed west 
of Donaldsonville, on or about the 10th of March, 1873, where 
and when all work of tracklaying ceased. 


On this ten miles of road, $125,000 of second mortgage bonds 
were guaranteed, although the final limit of time within which 
bonds could be guaranteed, according to law, =pem on the 18th 
of January, previously. 


_ Mr. Dodge completed the piled work between Lafourche and | 


Grand River by the 1st of December, and his work east of Grand 
River amounted to about $27,000. — 


Some work was done towards the construction of a temporary 
and low bank of logs, brush,- moss, etc., covered with earth 
partially, across Chupeake eter between Bayou Goula and 
Grand River. 


A pile bridge was constructed across lower Grand River, 
and another bridge west of the Atchafalaya, by Messrs. Haw- 


thorne and Terrell, at a cost of about $12,000, and Mr. Dodge’s | 


work west of Grand River amounted to about $16,000. 


From the Grand River crossing to Little Tensas, about 13 


miles, and from Willow Bayou to a point west of La Rompe, about 
15 miles in all, the clearing and the grading of a low, and in 
the swampy lands a log-filled embankment, was done by Col. 
James, and his work amounted to about $87,000. 


In lieu of the iron drawbridge constructed for Bayou 


Lafourche by the Louisville Bridge Company, under a contract 
with the railroad company, and ready for shipment and erection 
in October, 1872, a cheap wooden drawbridge was constructed 
and erected on the brick masonry pier in said bayou, at a cost of 


about $12,000, or about one-half of the price of the all-iron bridge — 


actually built for the crossing. 


: The contractors, a 
whereby they alone employed and paid the engineers (the com- 
pany having no representative) made such changes in the charac- 
ter of the work to be done as they considered advantageous to 
themselves. 


The location of the line between the 78th and 98th miles was 


changed, and its length increased by about four-fifths of a mile. _ 


was to be expected, under a contract 
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- Grade was lowered about two feet across that portion of the 
Mississippi Valley subject to inundation. The embankments were 
reduced from 15 to 10 feet Wide at top. The size of the cross-ties 
to be used was reduced from seven inches thick, by ten inches 


. face, and ten feet long, (the previous standard,) to six by eight 


inches and eight feet in length. Piled bridging was to be sub- 
stituted for trussed bridges across the Little and Big Tensas, and 


a wooden for an iron bridge across the Lafourche, as before 
stated. | 


As nearly as can be determined,. the total cash cost of all 
work done west of the Mississippi and east of Sabine River, and 
for materials used on and in the construction of the road, includ- 
ing everything except operating expenses and cost of maintenance | 


and repairs to Donaldsonville, probably has been about two and a 
half millions of dollars. igs 


All work ceased in the spring of 1873, and although ten 
miles of track was laid west of Bayou Lafourche, the road has | 
been operated only to Donaldsonville so far. 


The party who built the Lafourche bridge, not having been 
paid for same, turned it up and down stream, removed some of 
the wheels from under it, recorded his lien for the amount due 


on same, and hence the road west is disconnected with the road 
east of said bayou. | 


~The fault, for the discontinuance of work west, cannot prop- 
erly be charged against Mr. Bushnell. Had the company fulfilled 
their engagements to him, and had he himself from the beginning 
supervised the prosecution of the work of railroad building in 
Louisiana, instead of entrusting it to others, it is probable that 
he would have fully accomplished all that he undertook to do, 
and that the work would have been properly done. He may be 


rich in unmarketable bonds, but he must have lost heavily in — 
money. | | 


The conditions of the New Orleans and Northern subscrip- — 
tion for securities could not be complied with, for the reason that 
the road could not be built within the limits of time prescribed 
for the guarantee of second mortgage and issue of subsidy bonds 
by the State, and this should have been, and probably was, known | 
before the last contract was closed. And, again, the enormous issue 
of Louisiana bonds, and the taint of illegality or irregularity of 
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their issue in many cases, seriously affected their value and 


negotiability, as was evident by their being offered to New Orleans 
subscribers at fifty cents on the dollar. 


It has been said that “all great evils return to plague their 
inventors,” and those who inaugurated the system of obtaining 
State aid from Louisiana by means of loans, bond guarantees, 
subsidies, stock subscriptions, etc., (and it is generally conceded 
that the projectors of the Chattanooga Railroad have high claims 
to that honor,) must now fully realize the truth of the saying. 
They had too many imitators; the plan became too common, and 

the usual result of an over-issue—depreciation—followed, as a 
matter of course. 


: We need a trunk line of railway to Texas, and it is indisput- 
able that such a road—economically and judiciously constructed— 
when connected with the Texas system of railroads, will pay large 
dividends on its actual cost; but we will never get such a road if 
the system of Louisiana bond getting—a stronger term might . 
be used—in vogue since the war is to.be continued. The State will: 
become hopelessly and irredeemably bankrupt if it is continued, 
and all private capitalists will be deterred from investing in any 
‘manner with us. Even the State bonds, which have been properly 


issued and for a just consideration, will become worthless; all. 
will be whelmed in the common ruin. We must return to first — 
principles, and restore public credit, if we would have railroads 


and other public improvements. A continuance of the reckless 
policy, ot the last four years would be suicidal, and st would 
defeat the very end err completion of a railway to 
Texas. 


[End of installment No. 26: Daily Picayune, December 17, 1873. ] 
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Delassus, ‘Domitilde Joseph Dumont, 
mother of Charles de Hault, 359. 

Delassus, Jean Félicité Odille, Ma- 


dame Pierre Derbigny, sister of 
Charles de Hault de Lassus, 360 
372n, 402-403, 416. 

Delassus, Pierre Charles de Hault, 


father of Charles de Hault, sketch 
of, 359-362. 
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Delta aaa drainage project, 644 
fig. 2; 696-697. 

oe Rifles, nucleus 4th La. Reg’t., 

Derbigny, Pierre, 360. 


Derbigny, Madame Pierre (Jean Fé- 
licité Odille Delassus), 360, 372n, 
402-403, 416. | 


— Madame, N. O. educator, 858- 


De Russy, Lewis G., engr. in reclama- 
ron of marshlands, 667; noted, 668, 

Desrayaux, Madame, N. O. educator, 
848-849, noted 967. 

Desrayaux School, 848-849. 

“Diary of Charles Dehault Delassus 
From New Orleans to St. Louis, 
1836,” by John Francis McDermott, 
359-438. 

Dibble, H. C., Judge 8th Dist. court, 
602-603, noted 607, 619; and injunc- 
tion against Lynch Board, 641-643 ; 
noted 557, 577, 580, 591. 

Digges’ Academy, 896. 

Dimbinsky, L., La. educator, 
noted, 967. 

Dimbinsky’ s School, 829. 

Dimitry, Alexander, La.’s first State 
of Education, 872, 

Dimitry’s School, 865. . 

Dixon, George Washington, N. O. min- 
strel, sketch of, 128-130. 

Downman, R. H., “Lumber king of the 
Southwest,” 1026, 1028; mills be- 
longing to, 1030; "noted 1036, 1037. 

— pres. La. Red Cypress 

“Drainage Reclamation in the Coastal 
Marshlands of the Mississippi River 
Delta,” by Robert W. Harrison and 
Walter W. Kollmorgen, 654-709. 

Duchesne, Madame Philippine, leader 


829; 


of Order of Sacred Heart, 958-959, % 


960-961. 
Dumas, Major F. E., 548. 
Dunn, Oscar J., Negro Lt. Gov., 548, 


550; in Repub. st. convention, 604- | 


605; leads anti-Warmoth men, 609- 
611; as acting gov., 612-615; letter 
of to Greeley, 622-623 ; death, 624; 
noted, 198, 620. 

Dupré, J acques, 81. 

Duprez, Charles H., manager 
shows, sketch of, 147. 

Durel Institute, 881. | 

Durell, E. H., 528, 537; orders Pack- 
ard to State House, 643-645 ; noted 
220-222, 253. 


_Edenborn, William, 983, 


Franklin, J. M., 


hie to 80 | | V 


Zachary Taylor, rev'd. 


Dykers’ Institute, 870. 


E. A. Seminary, sketch of, 790-791. 
Edenborn Brake, of cypress, 982-984, 
1020; noted 1034-1035. 
sketch of, 


1020-1021. _ 
Eggleston’s School, 845. 
Elkins, Lewis, La. educator, 916. 
Everett Institute, 924-925. 
Everett, J. P., La. educator, 923. 


; Evergreen Home Institute, sketch of, 


764-766. 


Farmerville Institute, 922-923. 


The Famous Case of Myra Clark 
Harmon, Jr., 


Gaines, by Nolan B. 
rev'd by Walter Prichard, 338-342. 
Favrot, H. M., Capt., Co. C, 4th La. 
Reg’t., muster roll of, 491-493. 
Feliciana Female Collegiate Institute, 
826-827. 
Feliciana High School, 828-829. 


Fellenberg’s Institute, 915-916. 
Ferrell’s School, 878. 


Fillmore Academy, sketch of, 793-794. 

Flanders, Benjamin F., La. Repre- 
sentative to Washington, 523; agent 
of Freedmen’s Bureau, 527; replaces 
na 546; noted 525, 536, 545n, 

Flint, Timothy, La. minister, writer, 
educator, 746-748; principal College 
of Rapides, 893; noted, 914, 964. 

Florida-Louisiana’ Red Cypress Com- 
pany, 1045. 


Floridian 906-907. 


Ford, J. Franklin, La. educator, super- 
visor Shreveport Female High 
School, 796; Minden Female College, 
931; noted, 966. 

“A Forgotten Louisiana ‘Engineer: 
G. W. R. Bayley and His ‘Histo 
of the Railroads of Louisiana’,” ed. 
by Walter Prichard, 1065-1325. 

Fortier, Alcée, noted 866, 874. 

Fort Jesup Masonic Institute, 902-903. 


‘Foster, J. H., U. S. reforestation ex- 


pert, 1051; report of, 1051-1052; 
frames Revenue Bill, 1052-1053. 

Fourth La. Reg’t of Volunteers, mus- 
ter rolls of, 481-522. 

Franklin, Benjamin, noted 739. 

La. educator, 902. 


Franklinton Academy, 926-928. 

Freedmen’s Bureau, noted 150, 169, 
188-189, 527. 

Fulton, William T., N. O. minstrel, 


sketch of, 139-1 40. 
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yr Capt. John, La. educator, 820, 


Gibsland Collegiate Institute, 792. 

Gottschalk, Louis Moreau, N. O. musi- 
cian, ancestry of, 120; ‘musical tal- 
ent of, 121; musical ‘education of; 


122; gives ‘concert, 122; composi- 


tions of, 122; begins European con- 
cert tour, 123: returns to New Or- 
leans, 124; begins concert tour of 
South America, 125; identifies self 
i Union cause, | 126; death of, 
127 

Gottschalk, Aimée Marie de Braslé, 
mother of Louis Moreau, 120. 

Gottschalk, Edward, father of Louis 
Moreau, 120, 123- 125. 

“Louis Moreau Gottschalk” by Leo 

Shpall, 120-127. 

Goubalt School, 879-880. 

Government Assistance in Eighteenth- 
Century France, by T. Mc- 
Cloy, rev’d. by Walter Prichard, 
350-353. | 

Grace, Albert L., The Heart of the 
Sugar Bowl: The Story of Iberville, 
rev'd by Walter Prichard, 346-349. 
Granet, Bonaventure, La. educator, 

“organizes Baton Rouge Incorporated 

Academy, 769-770. 

. Granet, Madame, wife of Bonaventure, 
769-77 0; | of Granet school, 
N. O., -853. 

Grant, U. ce candidate for pres., 569- 
570; recognizes Pinchback as gov., 
646; noted 531-532, 550. 

Green, Henry, business manager, N. O. 
Times, 286-287. 


Greene, pa W., Engr. for Vicksburg, | 


Shreveport, and Texas Railroad, 
1th report of, 1188; noted, 1189, 
Greensburg Academy, 905. 
Gretna Academy, 836. 
Griswold, L. R., La. educator, 794. 
-Guillot Institute, 881. 
Guion Free Academy, 838, 839. 
Gullet’s Institute, 919-920. 
Guyther, Sam R., pioneer cypress lum- 
berman, 1016; noted 1025. 


Hahn, Michael, La. Representative to 
Washington, 623-524: cand. for gov., 
525-526; resignation. of office, 527; 
purchases Daily True Delta, 306.. 

se E. O., member Crescent staff, 

Hancock, Winnfield S., 550. 

-- Hansen, Albert, pioneer cypress lum- 

 pberman, 1016. 

Hardin, Thomas R., 971. 
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Hardtner, Henry E., La. reforestation 
ioneer, 1047-1048; pres. of La. 
tate Conservation Commission, 

1050-1051; activities for severance 
tax, 1053. : 

Hargis, Levi, La. educator, at Thibo- 
daux College, 947; noted 970. 

Harmon, Nolan B., Jr., The Famous 
Case of Myra Clark Gaines, rev'd 

338-342. 

Harris, Francis Byers, “Henry Clay — 
Warmoth, Reconstruction Governor 
of Louisiana,” 523-653. 

Harrison, Robert W., “Drainage Rec- 
-lamation in the Coastal 
of the Mississippi River Del 
654-709. | 

Se Centennial High School, 


Hayes, Alexander H., founder of N. O. 
Crescent, 268-269; noted 296, 297. 
Hayes, Mrs. M. M., La. educator, prin- 
cipal, Opelousas Female. Inst., 910. 

Heard, W. W., noted 839, 923. 

Hearsey, H. a ed. N. O. Democrat, 
312-313. 

The Heart of the Sugar Bowl: The 
Story of Iberville, by Albert L. 
Grace, rev’d by Walter Prichard, 
346-349. 

Hewes, H. H., and reforestation, 1048- - 
1049; noted, 1054. 

Hewes, William G., pres. New Orleans, 
Opelousas and Great Western Rail- 
road, 1153, 1158-1162. 

— School for Young Ladies, 857- 
Hilliard, John T., Capt., Co. I, 4th La. 
Reg’t., muster roll given, 512-514. 
History of Avoyelles Parish, Louisi- 
ana, by Corinne L. Saticier, rev'd: 

by Walter Prichard, 342-346. 

“History of the Cypress Lumber In- 
dustry in Louisiana,” by Rachel 
Edna Norgress, 976-1059. 

Holbrook, Alva Morris, N. O. editor, 
proprietor N. O. Picayune, 255 
sketch of, 256; directs policies of 
Picayune, 256- 257; returns to firm, 
265; marriage, 266; death, 266; 
noted 263-264. 


Holt, Dan, N. O. negro minstrel, 147. 


Holy Angels’ Academy, 956. 

Home Institute, 877, 878. 

Homer College, sketch of, 813-815. 

Homer Masonic Female Institute, 
815-817. 

Hope Terrace school, 828. 

Houma Academy, 920-921. 

Howe’s Institute, 832. 


966. 
| 
> 
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_ River, noted 722. 

Hyacinth, Mother, organizer of St. 
Vincent’s Academy, 943. 


Female School Society, 833- 


“Internal Improvements in Louisiana, 


1824-1837,” by Johan Christian Lud- 
wig Andreassen, 5-119. 

Internal Improvements, 1824-37, in 
Louisiana, introduction to, 5-27; de- 


velopment of system of, 27; by roads — 


and bridges, 52; by ferries, 72; sum- 
- mary of, 101; bibl. 111. 


Jefferson Academy, 850-851. 

Jenkins, Donaldson C., ed. N. O. Pica- 
yune, 258; policy of, 258-259. 

Jesuit High "School, 956. 

Jewell, E. L., ed. Southern Star, sketch 
of, 290; establishes N. O. Bulletin, 
293; establishes Sunday Delta, 310. 

Jackson, Andrew, noted 715-716. 

Jackson Military Road, 16-17. 

Johnson Female Academy, sketch of, 
759-760. 


- Johnson, Henry, gov. of La., urges in- 


_ ternal improvements, 27-28, 35; 
noted 19, 51n 
Johnson, ae: gov. of La., 473; ac- 
tions on accepting swamp lands 
grant, 988-989. 
Johnson, Jim, N. O. musician, 147. 
Johnston’s Collegiate Institute, 908. 
Jones, Benjamin, La., educator, or- 


anizes Feliciana Female Collegiate 


nstitute, 826; noted 967. 
“Journal of the Police Jury of West 
Feliciana,” 103-110. 


Kellogg, William Pitt, gov. of La., is 
attacked by N. O. newspapers, 223- 
226, 228-229; resignation of de- 
manded, 234-237 ; holds office by 
force, 240- 241; attempted impeach- 
ment of, 244-245 ; loses election, 248- 


| 249; noted, 217, 221, 222, 230, 287, 


288; and La. railroads, 1091, 1100. 
anne H. C., La. educator, 765. 
Kendall, John ‘Smith, 

Negro Minstrels,” 128-148; ““Muster 

Rolls of the Fourth Louisiana Regi- 

ment of Volunteers, Confederate 

States Army,” 481-522. 

King, George Merritt, pioneer cypress 

lumberman, sketch of, 1021. 

_ King, W. H. C., roprietor of N. O. 
Times, 281; sketch of, 281-282; 
noted, 182. 


Lafourche 


“New Orleans’ 


VII 


Knapp, J. B., La. educator, 810. 

Knights of White Camelia, in election 
of 1868, 558. 

Kollmorgen, Walter M., “Drainage 
Reclamation in the Coastal Marsh- 
lands of the Mississippi River Del- 
ta,” 654-709. 


Ku Klux Klan, 231, 239, 558. 


Kyle, William, pioneer cypress lum- 
berman, 1016-1017. 


Lacey, William, La. educator; super- 
visor Baton Rouge College, 771; or- 
ganizes St. Mary’s Academy, '824- 
825; noted 965, 967. 

Lafargue, Adolph, La. educator, estab- 
lishes Marksville High School, 763; 
noted 966. 

Laffite, Jean, 716. 

Drainage Districts, of 
Raceland, La., 676 fig. 3; 691-693. 

Lake-Charles Academy, 802. | 

Lake Charles College, 803. 7 

Latham, F. W., pres. Louisiana Cen- 
tral Stem Railroad Co., 1224-1225. 

Latour, Arséne Lacarriére, sketch of, 
715-716. 

“Latour’s Report on Spanish-Ameri- 
can Relations in the Southwest,” by 
Edwin H. Carpenter, Jr., 715-737. 

— Thomas C., brief sketch of, 

Leche’s Graded School for Boys, 876. 

Lee, Mrs. P. A., La. educator, first 
Coushatta teacher, 900. 

Leesville Academy, 925-926. 

Livingston, Edward, 716. 

Longwood Institute, 795-796. 

Locquet-LeRoy Institute, 856-857. 

Lord, J. G., La. educator, organizes 
J efferson ‘Academy, 850. 

Louisiana Central Railroad, stem of 
Mississippi and Pacific Railroad, 
1217-1225; 1236-1237. 

Louisiana Cypress Lumber Company, 
inaugurates first pullboat, 1002; ad- 
vertisement of, 1007. 

Louisiana Institute, 760-761. — 

Louisiana. Levee Company, 1081-1083; 
1091-1092. 


Louisiana Meadows Company, drain- 


age reclamation project, 676 fig. 3; 
677, 682. 

Louisiana Purchase, 5. 

Louisiana Red Cypress Co., organized, 
1036-1037. 

Louisiana State Conservation 
mission, created, 1050. 

Louisiana State Department of Agri- 
culture and —— 681, 708. 


Com- 


5 
3 
4 
| 
! 
{ 
| 
+L 
4 
t 
2 7 
f 
2 


Louisiana State Register, Republican 
newspaper, 230. 

Loyal Leagues, Negro organization, 
i78, 194, 558. 

Ludeling, John T., pres. North La. and 
Texas. Railroad Co., 1193-1196; 
1204-1209. 

Lumsden, Francis Asbury, 254, =. 

Lusher, Robert M., . educator 
charge of Peabody Fund, 755; N. . 
Boys’ Grammar and High School, 
869-870; noted 845, 867, 873, 971. 

Lutcher, J. H., pioneer cypress lum- 
berman, sketch of, 1013-1014. 


Lutcher and Moore Cypress Lumber 


Company, 1013-1014, 1027. 


Lyons, Sister Mary, La. educator, at 


Sacred Heart Convent in Grand Co- 
teau, 960, 965. 


Macauley, Dr., La. educator, organ- 
izes New Orleans Female Collegiate 
Institute, 853-856; noted 967. 

Maginnis, John, business mgr. Daily 

_ True Delta, 304; sketch of, 305-306. 

Magruder, W. H. N., La. educator, or- 
ganizes Collegiate Institute at Baton 


Rouge, 774-775; at Feliciana Hign 


School in Jackson, 828, noted 966. 
Maissionabe, Jean Baptiste, La. educa- 
_— establishes Jesuit High School, 
Mandeville College, 916-917. 
Mansfield Academy, 820. 
Marigny, Bernard de, 446. 
Markey-Pickard Institute, 874-875. 
Marksville Female Academy, sketch 
of, 762-763. 
Marksville High School, sketch of, 


Masonic Institute of Clinton, 829-831. 

-Maurian, Charles, chairman ‘of House 
Com. on Int. Impvts., 29; commit- 
tees served on, 30, 33, 63; noted 28. 

Maxwell, Barry, N. O. minstrel, sketch 
of, 140-141. 

May, Thomas P., founder of N. O. 
Times, 280. 
McCalmont, Maggie, La. educator, or- 
ganizes Millwood Institute, 827. 
McCloy, Shelby T., Government As- 
sistance in Eighteenth - Century 
France, rev’d 350-352. 

McClure, J. E., co-founder of N. O. 
Crescent, 268; noted 296. 

McComb, Henry S., pres. N. Ds, 
son and Great Northern Railroad, 
1143-1148. 

McDermott, John Francis, “Diary of 
Charles Dehault Delassus from New 


Orleans to St. Louis, 1836,” 360-438. 


Jack- 
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McEnery, John, Demo. cand. for gov. 
reform ticket, 218, 638; election of, 
220; events following election of, 
220-223, 645-646. 

J., La. educator, 


— Mrs. L. 

McKinney, Samuel, La. educator, -su- 
pervisor Castleton Female Semi- 
nary, 778-779. 

Mexican Gulf Railroad Company, his- 
tory of, 1130. 

Millwood Institute, 827-828. 

Minden Academy, ‘929. 

Minden Female College, sketch of, 
930-933. 

Minden Female Seminary, 930. 

Minden Male Academy, 933-934. 

Mississippi and Pacific Railroad, Loui- 
siana Central Stem of, history of, 
1217-1225. 

Mississippi River, alluvial valley of, 
location of, 656-657; extent of, 656- 
659; characteristics of soil of, 659- 
history of reclamation of, 


Mississippi River Packet Co., 1093. 

Mobley, James William, “The Acade- 
my Movement in Louisiana,” 738- 
978; sketch of, 738n. 

Montgomery Free Institute, 831-832. 

Montpelier Academy, 903-905. 

Montville Bridge Act, authorizes — 
Montville inhabitants to construct 
bridge on Bayou Carron, 66-67. — 

Morgan, Charles, railroad magnate, 
buys Pontchartrain Railroad, 1120- 
1122; purchases New Orleans, Ope- 
lousas and Great Western Railroad, 
1172-1179; ls stock in Pontchar- 
train Railroa , 1812-1313; complaint 
against N. O., Mobile and Texas | 
1815-1316; noted 1155, 


Morgan City, La., name changed from 
Brashear City, 1068n. | 

Morgan’s Louisiana and Texas Rail- 
road, 1172. 

~ Carmel Convent, Lafayette, La., 

Convent, N. O., La., 951- 


Mt. Carmel Convent, Thibodaux, La. 
Mt. Carmel School, 956-957. | 
— Mrs. S. E., La. educator, 823, 
“Muster Rolls of the Fourth Louisiana 
Regiment of Volunteers, Confeder- 


ate States Army,” by John Smith 
Kendall, 481-522. 
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| N sketch of, 


844-845. 
National Advocate, 280. 
Nelson, Miss Kate Page, 970. | 
New Orleans, Baton Rouge and Vicks- 
burg Railroad, history of, 1225- 
1242; noted 1216. | 
New Orleans Bulletin, established, 
sold to Vinton, staff 
ol, 


New Orleans and Carrollton Railroad, 


history of, 1125-1127. 


New Orleans Commercial Bulletin, 


founding of, 288; policy of under 
Seymour, 289; suspension of by But- 
ler, 289; re-established, 290; policy 
under J ewell, 291; “and Bartlett, 
292-293. 

New Orleans Crescent, 267; earl 
partners in, 268-269; political affil- 
iations of, 270, 271, 272; under 
Nixon, 270- 273; confiscation ‘of, 273; 
purchase of by Barker, 273; revival 
of, 274; staff of, 274-275 ; policy 
after war, 275-278; closes down, 
278-279; bought by Times, 285. 

New Orleans Daily Delta, established, 
296; policies of, 296-297; connec- 
tion with Walker, 298-299; confisca- 


tion by Butler, 301; reopening of, 


801; becomes Era, 302; plant re- 

opened, 3083. 

New Orleans Daily Southern Star, 
255, 290-291. 

New Orleans Daily True Delta, 303; 
becomes Demo. organ, 304; confis- 
cated by Butler, 304; resumes pub., 
305; purchased by Hahn, 306; be- 
comes organ of state, 306; closing 
of, 307n. 

New Orleans Democrat, launched by 
Demo. leaders, 311; policies of, 311- 
314; suspension of, 312; reestablish- 


ment of, 313-314; editorial from, 
333-334. | 
New Orleans Era) 302-303. 


New Orleans Female Academy, 865. 

New Orleans Herald, 264. 

New Orleans, J ackson and Great 
N — Railroad, history of, 1133- 
1148. 

New Orleans Lake Shore Land Co., 
drainage project, 688-689. 

New Orleans, Mobile and Chattanooga 
Railroad Company, history of, 1242 
ff.; name and destination changed, 
1257; and state bonds, 1262-1273. 

New Orleans, Mobile and Texas Rail- ° 
road, history of, 1242-1325; division 
from N. O. to Mobile, 1242; guaran-. 
tee of bonds by state, 1262; and 
subsidy by state, 127 3; ; and " stock 


subscription, 1282; road from N. O. 
to Houston, 1298; "from N. O. west, 


1806; from Brashear to Texas, 1312; 


and new contract, 1318; and N. O. 
subscription, 1320. 

New Orleans and Nashville Railroad, 
sketch of, 1128-1130. 

“New Orleans’ Negro Minstrels,” by 
John Smith Kendall, 128-148. 

New Orleans Netherlands Company, 
reclamation project, 676 fig. 3; 701. 

New Orleans, Opelousas and Great 
Western Railroad, incorporated, 
1068; during Civil War, 1069-1070; 
historical sketch, 1071-1078; sold at 
er sale, 1078; history of, 1148- 


New Orleans Pacific Railroad, 1092; 


legislation to aid, 1100-1105 

New Orleans Picayune, 255; political 
associations of, 256-257; purchase 
of, 258; direction of bi Jenkins, | 
Rhett, 258-260; staff of, 261-263; 
purchase of by Herald, 264-265; un- 
der Holbrook, 265-267 ; excerpt 
from, 331-332; ’ noted, 135, 144, 146. 

“New Orleans Press and Reconstruc- 
tion,” by Fayette Copeland, 149-339. 

N — Orleans Price-Current, 149, 160, 


New Orleans Republican, leading Rad- 
ical journal of South, 307. 

New Orleans Sunday Delta, 310. 

New Orleans and Texas Railroad and 
‘Steamship Line, 1078. 

New Orleans Times, founding of, 280; 

policies of, 280-283; purchases ‘Cres- | 

ite 285- 287; purchase of by Mrs. 
King, 287; under Stoutemeyer, 288; 


= noted 310. 


Newspapers, and publications in New | 
Orleans, 1866-1877, list of, 314-331. 

Nicholson, J. W..,. La. educator, or- 
ganizes Arizona academy, 817-818, 
noted 970. 

Nixon, J. O., proprietor of Crescent, 
sketch of, 270-271; fights duel, 271; 

- military service of, 272; revives 
Crescent, 274-275; sues state, 278; 
loses Crescent, 279; death, 279; 
noted 181, 254, 273, 284. 

Norgress, Joseph, pioneer in cypress 
lumber industry, sketch of, 1012- 
1013; officer Red Cypress Lumber 
Company, 1017-1018; noted 1025.. 

ae Cypress Company, 


Norgress, Rachel Edna, “The History 
of the Cypress Lumber Industry in 
Louisiana,” 976-1059. 


— Louisiana Collegiate Institute, 
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North Louisiana and Texas Railroad | 


Company, 1197-1209. 
Norton, “Wash,” N. O. minstrel, 
’sketch of, 133-135. 
Norvilla Collegiate Institute, 907-908. 
Norwood, S. S., La. educator, founder 
en Collegiate Institute, 907- 


Oak Grove Academy, 807. 

Opdenweyer, John W., pioneer cypress 
lumberman, 1014. 

Opelousas Female College, 909. 

Opelousas Female Institute, 910. 

Ouachita Female Academy, 887-888. 

Ouachita Parish Academy, 887. 


Packard, S. B., at Repub. convention, 
616-617; takes possession of State 
House, 644; noted 604, 615, 648. 

Pastor, Billy, sketch of, 147. 3 

pr ore Billy, N. O. musician, sketch of, 


Paxton, W. E., La. educator, head of ; 


Shreveport University, 797. 

na tad High School for Girls, 873- 

Peters, Benjamin Franklin, son of 
Samuel Jarvis, 445, 473. 

Peters, Hugh, sketch of, 439-441. _ 

Peters, Samuel, grandfather of Sam- 
uel Jarvis, sketch of, 441-442. 

“Samuel Jarvis Peters,” by Rita Kath- 
erine Carey, 439-480. 

Peters, Samuel Jarvis, ancestry and 
early life, 439-444; travels to N. O., 
444; marriage and children of, 445; 
assists in purchase of Faubourg Ma- 
rigny, 446-447; elected to N. O. City 
Council, 447-449; endorses improve- 
ments, 450; director of Pontchar- 
train Rwy. Co., 451-452; pres. City 
Bank of N. O., 452; improvement of 
water supply, 453; chairman, Cham- 
ber of Commerce, 453; leader in con- 
struction of St. 
455; ereation of First Municipality, 
456; improvements of Second Mu- 
nicipality, 457-462; activities in edu- 
cation, 462-464; erection of Munici- 
pal Hall, 465; activities during 
war with "Mexico, 465-466; activities 
in nomination of Zacha Taylor, 
466; appointed collector o customs, 
467; fight-against city consolidation, 
467-469 ; career. as alderman, 468- 

- 470; is ‘honored by leading citizens 
of N. O. at dinner, 470; election to 
presidency Louisiana State Bank, 


Charles Hotel, 454-. 


471; political affiliations, 472; later 
life, death, 473-475; description of, 
474; bibl., 476-480. 

Peters, William Birdseye, father of. 
Samuel Jarvis, 442. 

Pharr, John,.and Pharr, Eugene, rec- 
lamation project; at Avoca Island, 
1055-1056. 

Pharr, John N., cypress lumberman, 

- organizes Pharr and Williams saw- 
mill, sketch of, 1009-1010. 

Pharr and Williams’ Saw Mill, 1009. : 

Phelps, Peleg B. columnist 
Times, 285. 

Pierce and Payne’s College, 820-821. 

Pike, William S., 1216-1217. 

Pinac Institute, 866-867. 

Pinchback, P. B. S., elected Lt. Gov., | 
626; Pinchback convention, 637-639 ; 
tricked by Warmoth, 640; recog- 


nized by Grant as gov., 646; noted, © 


213, 


245, 253, 547, 605, 620, 634. 
Pine 


ne Grove Academy, sketch of, 804- 
Place, Josephine Clifton, sketch, 130- 


Plaquemine Academy, 833. 

Plaquemines J efferson Draining Dis- 
trict, 688-689. 

Plaquemine Seminary, 834-835. 


' Pleasant Hill Academy, 819. 


Pollock Institute, 832. | 
Polyanthus, theatrical “scandal 
sheet’”’, 129-131. 


Pontchartrain Railroad, history of, 


1117-1122. 

Poydras Academy, 889-891. 

Press, the New Orleans, during Re- 
construction, 114-339 ;. bibl. 334-339. 

Preston, C. C., organizer of Bellevue 
Academy, 900-901; noted 968. 

Prichard; Walter, ed., “A Forgotten 
Louisiana Engineer: G. W. R. Bay- 
ley and His ‘History of the Rail- 
roads of Louisiana’,” 1065-1325; 
revd The Famous Case of Myra 
Clark Gaines, 338-342; rev’d His- 
tory of Avoyelles Parish, Louisiana, 
342-346; rev’d The Heart of the 
Sugar Bowl: The Story of Iberville, 
346-349; rev’d Zachary Taylor, 349- 
350; rev'd Government Assistance 
in Eighteenth-Century France, 350- 
352; rev’d The Beleaguered City: 
Richmond, (1861-1865), 352-353. 

Pullen, E. J., Capt. Co. K, 4th La. 
Reg’t, muster roll given, 515-518. 


Queen, John, last of N. O. ecampentes 
144-146. 
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Ranney, R. 


-Readvilla Academy, sketch of, 772-774. 


Rhett, Col. R. B., 


Rogers, W. O., 


Rhett ‘Col. 
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Quintero, Joseph A., 262. 


La. educator, pres. 
Baton Rouge College, 771-772. 


_ Rapides Academy for Girls, 898. 


Rapides, College of, sketch of, 891-893. 

Rapides Female Seminary, 896-897. 

Rathborne, Joseph, founder La. Cy- 
press Lumber Co., 1002; sketch of, 
1007-1008; noted 1004, 1020. 


- Rauhman, Henry C., Capt. Co. A, 4th 


4 Reg’t, muster roll given, 485- 


Rayner, James A., pres. N. O., Mobile 
and Chattanooga Railroad, 1242- 
1245; noted 1247, 1259. 

Read, Mrs. Mary W., La. educator, 
pres. Readvilla Academy, 772-774; 
noted 966. 


Red Land Sminary, 793. 
Reese, D. M., La. educator, pres. Aca- 
dia College, 757. 
Renoudet’s School, 912-913. | 
ed. Charleston Mer- 


_ Rice, “Daddy,” ‘early N. O. minstrel, 


131, noted 134, 138, 140. 
Richard, Warren, N. O. minstrel, 146. 


| Ringgold Male and Female Academy, 


79 
Riordan, B. R., on staff of Daily Delta, 
290-300. 


Sylvester Larned Institute, 871. 
Roman, André Bienvenu, and La. in- 


ternal improvements, 41-48; noted, 


20, 51, 473, 747, 903. 
Ronaldson, J oseph A., 

- 822; noted 965. 
Reunideon’ s School, 822. 


— S., La. educator, 880; noted 


Lad educator, 


Rousseau, Lovell H., 565-569. 


‘Sanders, J 


Ruddock Cypress Co., 
Ruddock, C. H., cyp 


ss lumberman, 
1015-1016. 


Rugby School, 879. 


Ruston College, sketch of, 840-841. 


. Y., 1050. 
Saucier, Corinne L., History of Avoy- 
Parish, Louisiana, rev'd, 342- 


Schoolcraft, Luke, N. O. minstrel, 


sketch of, 135-138. 


Schwing Lumber and Shingle Com- 


pany, 1039. 


| Shreveport University, 796-797. 


La. educator, pres. 


002, 1015-1016. 
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Scully, Frederick, and marshland rec- 
lamation, 685, 697. 

Seger, A. B., vice pres. N. O., Ope- 
lousas and Great Western Railroad 
1074-1075, 1153; pres., 1162; noted 
1165, 1169. 

Semple, W. M., staff of Crescent, 274. 

Seymour, Horatio, Democratic nomi- 
nee, 569. 

Seymour, I. G., ed. Commercial Bulle- 
tin, sketch, 289. 

Seymour, W. J., 289, 290. 

Sheridan, Philip H., commander of 
La. Mil. Dist. under Reconstruction 
Acts, 546; noted, 549. 

Shpall, Leo, “Louis Moreau Gott- 
schalk,” 120-127. 

Shreveport Female High School, 796. 

Shreveport Female Institute, 798. | 

Shreveport Seminary, sketch of, 801- 
802. 

a 

Slack, J. L., La. educator, principal 
Minden Female Sem., 930; estab. 
Minden Female College, 931-933; 
noted 969. 

Sigur, L. J., 297-298, 303. | 

Smith, R. A., La. educator, organizes 

- KE. A. Seminary, 790; leader Homer 
College, 814-815; principal Trenton 
Institute, 888- 889: noted 969. | 

Smithport Plantation, drainage recla- 
mation project, 676 fig. 3, 695. | 

Squlé’s College, 868-869. 

Southern Academic Institute, 875. 

Southern Cypress Lumber Selling 
Company, org., 1029; manufac- 
turers associated with, 1029-1030; 
‘discontinues business, 1036. 

Southern Cypress Manufacturers’ As- 
sociation, meetings of, 1041-1042; 
noted, 1048. 


Southern Military Institute, 831. 


Spencer, John T., La. educator, super- 
visor, Floridian Academy, 906; 

noted 969. 

Spring Creek Academy, 894-895. 

Springfield Institute, 841. 

Springville Academy, 898-899. 

Seaman, Mrs. J. E., La. educator, or- 
ganizer Southern Academic _Insti- 
tute, New Orleans, 875. 


Shaw, Kate, N. O. 873-874. 


St. Aloysius Academy, 9 

St. Alphonsus’ School, 955. 
St. Basil’s Convent, 945. 
St. Charles Academy, 957. 


St. Charles 860-862. 
St. Charles Municipal Drainage Dist., 


690. 
St. Francis Academy, 963. 
Academy of St. Francis of Sales, 957. 
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St. Francis Xavier School, 958. 
St. James Grammar School, 897. 


St. John’s High School, 788. 


St. Joseph’s Academy, 941. 

St. Joseph’s School, 962. 

St. Joseph’s College for Boys, 948. 

St. Katherine’s Hall, 877. 

St. Laurent, Madame de, La. educator, 
proprietress select school, St. Mar- 
tinsville, 911-912; noted, 969. 

St. Louis Institute, '858-860. 

St. Mary’s Academy, 824-825. 

en s Academy of N atchitoches, 

St. hee s Academy of New Orleans, 


St. Mary’s Dominican Academy, 953. 

St. Mary’s School of Baton Rouge, 
sketch of, 780-782. 

St. Michael's of the Sacred Heart, 

®t. Peter and Paul’s College, 940. 

St. Peter’s Academy, 832-833. 

St. Simeon’s Select School, 954-955. 

St. Vincent’s Academy (Ascension 
Parish), 937. 


_3t. Vincent’s Academy (Rapides Par- 


ish), 958. 


St. Vincent’s Academy (Shreveport) 


942-943. 

St. Vincent’s School of New Orleans, 
953-954. 

Sacred Heart Academy of Natchi- 
toches, 948. 

Sacred Heart Convent, Grand Coteau, 
960-962. 

Sugartown Academy, 802-803. 

Sunset Drainage District, 690. 

Sylvester Larned Institute, 871-872. 


Taliaferro, James G., cand. for gov., 
548; defeated, 549; noted, 184, 189. 
Taylor, J. B., Capt. Co. F, 4th La. 
Reg’t, muster roll given, 501-503. 

Taylor, Zachary, 466-467. 

Zachary Taylor, by Brainerd Dyer, 
rev'd by Walter Prichard, 349-350. 

Teche Cypress Association, organiza- 


tion of cypress lumbermen, | 1025, 
1028. 


Texas Pacific Railroad, 1230-1231. 


Thatcher, George C., La. educator, di- 
rector of Thatcher Institute, 798- 
800; in Shreveport Seminary, 801; 
principal Minden Male Academy, 
933; noted, 970, 971. 

Thatcher Institute, sketch of, 798-801. 

Thibodaux College. 946-947. 

Thompson, Matt, N. O. minstrel, 147. 

Tooraen, Charles E., Capt. Co. E, 4th 
Reg’t, muster rolls given, "497- 
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Trellue, N. B., pioneer cypress lum- 
berman, 1016. 


_ Trenton Institute, 888-889. 
Trinity School, 811. 


= School of New Orleans, 870- 
Tyler, Robert, ed. N. O. Democrat, 
sketch of, 311; letter of, 332-333. 


and Female Academy, 

United States Dept. of Ageaivare, 
bulletins of, 682; 708. 

University School, _ 

Upper Terrebonne Drainage District, 
676 fig. 3; 700. 

Ursulines, the, i in Louisiana education, 
oe and Ursuline Convent, 949- 


Van Vleck, Henry, Chief Engr. N. O., 
Mobile and Chattanooga Railroad, 
1246-1269. - 

Valence Institute, 867. 

Van Wooten, Mrs., La. educator, 834. 

Veeder, Charles ., La. educator, 
established Minden Academy, 929; 
noted, 930. 

Vermilionville Academy, 837. 

Vernon Academy, 835-836. 

—— Male and Female Academy, 

Vicksburg, Shreveport and Texas 
Railroad, history of, 1179-1209; 
name changed, 1197. : 

Vick, Thomas. E., Capt. Co. H, 4th. 
La. Reg’t, muster calle of, 508-511. 


Wadley, W. M., pres. Vicksburg, 
Shreveport and ‘Texas Railroad, 
1183, 1196. 


Walker, Alexander, ed. N. O. Herald, 
264; ed. N. O. Picayune, 265; on 
staff of N. O. Times, 283; sketch of, 
283-284; and Daily ’ Delta, 298-299 ; 
noted, 290, 211. 


“Walker, Norman, son of Alexander, 


reporter N. O. Picayune, 264, 265. 
Ward, E. B., receives N. O., Mobile 
and Texas Railroad, 1295-1296. 
Warfield, Tim, N. O. minstrel, sketch 
of, 146. | 

Warmoth, Henry Clay, and the New 
Orleans press, 200-217; ancestry, 
530; early life and ed., 530-531; 
military career, 531, receives dis- 
honorable discharge but restored to 
service, 532-533; transferred to 
N. O., 533; appointed judge, 534; 
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peeetion law in N. O., 535; indicted 


or embezzlement, 536; returns to. 


N. O., 537; “activities backing An- 
drew Johnson, 537-539; campaign 
to secure Negro vote, 538-541; 
elected delegate to Cong., 541-545; 
nominated for gov., 547-548; cam- 
_paign and election, 548-549; ap- 
pointed military gov., later civil 
gov., 550; calls Legislature to con- 
vene, 551; in legislature, 552-559, 
663-565, 571-598; attempts to or- 
ganize state militia, 559-563; at- 
tempts at internal improvements, 
574-575; Ship Island controversy, 
576-579; Railroad controversy, 581- 


584; protest against bribery in leg., 
584-585; efforts for reform, 586-598; 


agitation concerning Nicholson bill, 
590-591; charges against of corrup- 
tion, 592-594; attack against Wick- 
liffe, 594-596; measures giving au- 
tocratic power, 599-603; and Repub- 
lican state.con ion, 604-606, 616- 
620; campaign of 1870, 606-607; 
bargains with Democrats to defeat 
Dunn, 609-611; factions split, 612- 
632; wounded, 612; incident with 
Dunn, 614-615; efforts to elect Lt. 
Gov., 624-626; attempt to keep Car- 
ter faction out of Leg., 626-632; 
identifies with “reform” party, 633; 
later career, 648; death, 649; noted, 
232, 294, 309; bibl., 650-653. 


“Henry Clay Warmoth, Reconstruc- 


tion Governor of Louisaina,’” by 
_ Francis Byers Harris, 523-653. 
Warmoth, Isaac Sanders, father of 
gad Clay Warmoth, ‘sketch of, 
Weed, C. A., publisher of N. O. Times, 
286-287. 
Wells, J. Madison, Lt. gov. under 
Hahn, 525; becomes gov., 528-529; 


removed from office, 546; noted, 


539, 540. 
West Baton Rouge Academy, 788. . 


West Feliciana Parish, 54; road dis- 


AITI 


tricts of, 54; Journal of Police Jury 
of, 103-111. | 

West Feliciana Railroad, historical 
sketch of, 1122-1123. 

Weir, C. C., Rev., La. educator, prin- 
Evergreen Home Institute, 

Whicher, Franc, Capt. Co. B, 4th 
Louisiana Regiment, muster rolls, | 
488-490. 

White, B. F., Rev., La. educator, 909. 

White, Gov. of La., 
proposes internal improvement leg- 
islation, 49; 52. 

White League, organized and support- 
ed by press, 232; denied as existing, 
232; disclaims blame in Kellogg pro- 
test, 235. | 

Wickliffe, George M., loses nomination 
for gov., 548; charged by Warmoth 
with corruption, 578; discharged, 
594-596; 206-207. 

Wilbert, A., pioneer in cypress shingle 
manufacturing, 1019. 

Williams, F. A., Capt. Co. D, 4th La. 
' Reg., muster rolls given, 494-496. 
Williams, Francis Bennett, pioneer in 

Cypress lumber industry, sketch of, 

1010-1012; noted 1025, 1039. 
Williams, John, alias of Arséne La- 
- tour, 715, 735. 


Wilson, Harry D., Commissioner of 


Agriculture, 681. 

Wilson, Samuel F., editorial staff of 
Picayune, sketch of, 261; noted, 268, 
268n, 284. | 

Wilson, R. D., La. educator, 966. 

R. oo Wilson’s School, sketch of, 782- 
783. 

Wingfield, Jas. H., Captain Co. C, 4th 
La. Reg’t, muster rolls of, 504-507. 

Wisner, Edward, and _ reclamation 
projects, 675, 677, 682. - 

Wright, Miss Sophie B., N. O. educa- 
tor, 877-878. 

| 

Young Ladies’ Institute, 862-863. 
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